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PREFACE

A few introductory remarks with respect to the history of the development of handling quality criteria m h eider.
However, this history will not precede 1971 when an AGARD Specialists' Meeting on the subject was hsd in Ottawa. At
the end of this meeting the Flight Mechanics Panel (FMP) considered appropriate follow-up activities, and one of these
was the formation of an ad-hoc committee with an assignment "... to compare the specific Hadling Qualities Requir-
ments for aircraft of the various NATO countries and to gather data to validate hakd qualities crte a.." M t off the requirements considered by the committee originated in the United States; but all committee inembers except one
were Europeans, and this can probably be explained by the French saying "la critique est ais6e mais l'art est difficile"
The result of the committee's efforts was AGARD Advisory Report No.89 entitled "Handling Qualities Specification
Deficiencies", which was authored by Mr Arthur Barnes from the United Kingdom.

But there were also considerable follow-up activities in the seventies by the workers behind their desks, the flight
test engineers and the pilots. In order +o disseminate these new results within the NATO countries, FM? devoted a
session of its 1978 Stability and Control Symposium, spin in Ottawa, to "Criteria for satisfactory behaviour of aircraft
with advanced stability and control systems". One of the key questions during the discussions was: Now we have
developed sophisticated Control Configured Vehicles with extremely complex stability augmentation and control
systems, do we also need new criteria for handling qualities as an aid in aircraft design and certification? Quite a few
participants replied, "Yes, of course"; but others were strong advocates of the "Equivalent Systems" methodology,
which means in simple (perhaps too simple) words; replace the complex aircraft dynamics by appropriate conventional
"make-believe" aircraft dynamics and treat the handling qualities aspects in the classical manner. When the symposium
was over, the FMP decided that organizing a full "criteria meeting" would be a desirable follow-up activity and that
such a meeting could, at least partially, answer the standard AGARD question as it was posed in 1971 by the Round
Table Panel in Ottawa - namely, "Where do we go from here?".

Finally, the ultimate use of advanced aircraft handling quality criteria in the form of specification for millty
aircraft must be remembered. Unlike some technical developments that may never be put to practice, the hasig
quality specifications (e.g. MIL-F-8785C) are indeed used throughout the free world. The superiority of the resulting
aircraft depends, in turn, on the quality of these specifications. The theme of the symposium is, therefore, indeed
important to AGARD.

The Technical Program Committee for this meeting had a relatively easy task for interest in the subject was
considerable, both in Europe and in the United States, and we received many more offen for papers than we could accept.
We hope we made the right choices, since decisions were very difficult.

R.O.ANDERBON
J.BUHRMAN
Member, Flight Mechmics Pand
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PRESENT STATUS OF FLYING QUALITIES
CRITERIA FOR CONVENTIONAL AIRCRAFT

by

David J. Moorhouse and Robert J. Woodcock
Flight Dynamics Laboratory

Wright Aeronautical Laboratories
Wright-Patterson AFI, OH 45433

INTRODUCTION

As the first paper at this conference, we decided that a general overview of the sub-
ject was required. To that end, the object of the paper is to provide a framework for the
remainder of the conference with a general and philosophical discussion of flying qualities
criteria relative to the military specification.

Flying qualities research and the development of the flying qualities specification

proceeded at a leisurely pace until approximately the mid-1960s. As flight control tech-
nology expanded, so did the development of criteria with which to judge the increasingly
complex dynamic systems. At the same time the specification lost some of its credibility
in the eyes of flight control designers. It appeared frequently that their philosophy
was "if an airplane design does not meet the criteria, then the criteria need improving."
This attitude goes along with the presumption that the flight control system can cure any
problems. As we now know, the new flight control technology also discovered new problems
such as phase lag, time delay, etc. We are now at the stage of refining and defining
criteria applicable to any future configuration.

In this paper we first trace briefly the development of the U.S. military flying qual-
ities specification up to MIL-F-878SB, issued in 1969. In the late 1960s and 70s many new
criteria were proposed, and significant ones are discussed. The equivalent system approach
was chosen for MIL-F-878SC and is therefore discussed in some detail. The paper is conclud-
ed with our view of future requirements and developments in flying qualities criteria.

BACKGROUND

The Signal Corps Specification1 for procurement of the Wright Flyer is frequently
cited as an ideal. The flying qualities requirement of "perfect control and equilibrium
at all times" during flight around a closed course was direct and easy to verify. At that
time if the airplane completed the c,urse without crashing the control and equilibrium were
more than satisfactory. Difficulty of control was judged by observation and subjectively.
By the account of the first military pilot2 that first military airplane was capable of no
task beyond flight itself - which nf course was still a great achievement. Reference 2
also documents the first military flight test development program, to modify the Wright
Flyer as a stable platform for reconnaissance. In the years that followed, both the air-
craft performance envelopes and the piloting tasks expanded rapidly. In this country,
our first record indicatea the start of codification of flying qualities in 1940 by
dartley A. Soule at NACA,3 based on Edward Warner's DC-4 experience. Flying qualities
research was conducted mostly by NACA until a substantial data base of acceptable and
unacceptable flight characteristics was available by the-end of WWII In 1943 the U.S.
Army Air Forces issued their first "flying qualities" specification.& This specification
listed acceptable stability and control characteristics in prescribed flight test maneu-
vers. Coordination was soon achieved with the U.S. Navy, and this same fgrmat wasmain-
tained through a few revisions. William H. Phillips' classic NACA reportb should be
mentioned. MIL-F-8785B, issued in 1969, represented a significant chavge. The response
requirements were expressed in terms of named classical modal parameters, natural fre-
quency, damping ratio and time constant. In this form it was most responsive to the design
process, but unfortunately it conveyed the unintended impression that it applied only to
the dominant roots of the airplane dynamics. As indicated in Reference 2, achievement of
good mission-oriented handling qualities has been a problem since the beginning of flight.
And for just as long (viz. the Wright's wing warping-to-rudder interconnect prior to 1903)
designers have sought solutions by various means, more or less successful, involving the
flight control system. In his comprehensive 1949 textbook on stability and control/
Courtland Perkins discusses aerodynamic balance of control surfaces, a variety of tabs to
improve stick-force stability or reduce hinge moments, bobweights, downsprings and other
"gadgetry." As hinge moments became less and less tractable, first hydraulic boost
(F-94/T-33 ailerons) and then fully powered controls with no effective mechanical reversion
(F-89 ) came into use. This "progress" in flight control technology was needed in order
to utilize the extended performance envelopes of hew aircraft, but created problems of
its own. See, for example, the discussion of bobweights and pilot-indueed oscillations in
Reference S. With fully powered controls came the possibility of improving the aircraft
characteristics apparent to the pilot through series stability augmentation, which does
not move the pilot's cockpit control; early examples are the F-89 and B-47 yaw dampers.
The years since have seen the use of flight control technology in more and more ways so
that actual airplane dynamics became more complex. Thus grew the perception that the
specification did not apply. The so-called flight control technology explosion fostered
a criteria explosion: stability and control augmentation systems (SCAS) with "ropponse:
control," forward and feedback-loop compensation, prefilter*, digital mechanization, etc.



Reference 9 is a landmark guide to the 1969 flying qualities requirements, prepared
at the insistence of the Air Force Flight Dynamics Laboratory's C. B. Westbrook. Although
there was some reluctance to show how meager was the basis of some requirements, these
689 pages have proven to be an invaluable compendium of the rationale and data base for
specification.

SUMMARY OF CRITERIA

First we will discuss the flying qualities criteria which have been proposed either
as alternatives to the specification or as guides for a particular design. As will be
seen, the majority are for the short-tern pitch tracking task.

Numerator Time Constant

The well-known approximation for the classical short-term response of pitch rate to
control inputs is q(s) N(s + I/Te ) All along, there has been considerable dis-

Fs(S) (s2  + n Uns+w)
cussion as to whether T02 or n. is the more appropriate parameter to characterize pitch
response (n. being the steady-state ratio of normal acceleration response to angle-of-
attack response for pitch control inputs). References 9 and 10, for example, both discuss
the importance of the numerator time constant, while Reference 11 suggests that it is
indeed the governing parameter in landing approach. The British flying qualities speci-
fication (Reference 12) uses the On/n requirements of MIL-P-8785B/C, except that the
Category C (terminal flight phases) requirements are modified by the addition of the
following:

Minimum values of n0  V < 100 kn V > 100 kn

Level 1 boundary 1.67 V (kn)/60

Levels 2 and 3 boundary 1.0 V (kn)/00

With the classical approximate relationship n. - (V/g)/To , this is equivalent to

specifying maximum values for To  of 3.1 secs for Level 1 and 5.2 secs for Levels 2 and 3.
There is also a note that these iower bounds of n. may apply to Category A (the more
demanding of the piloting tasks in up-and-away flight) as well as Category C.

The requirements of MIL-F-878SB were in terms of n, and did not consider numerator

time constant per se. It is possible for two classical aircraft to have the same values
of short-period frequency and damping and n. but different numerator time constants, just
by virtue of having different airspeeds. The specification would not discriminate between
these two configurations in terms of flying qualities, although there is a change in pitch
dynamics, as in the asymptotic frequency response sketched. The effect of that change on
pilot opinion rating is going to be influenced by the
proximity of I/To to the short-period frequency I-ellas(and possibly by the phugoid dynamics also). To / -support using n. instead of 1/T0 for the final

2 dB
version of NIL-F-8785B, Reference 8 cited: log w

0 ASp/(n/a) and CSp boundaries fit the available flight data, ever an n/a range
of 12.3 to 61.5 for Category A Flight Phases, roughly 2 to 20 for 3-70 Category
B, and 24 to 11 Category C.

np/(n/a)corresponds to (Fs/n)Nps and to Bihrle's Control Anticipation Param-

eter, Reference 12, the ratio of inital pitching acceleration to steady-state
load factor, for pitch control. This correspondence holds for most any form of
stability augmentation involving only the pitch control, as well as for the basic
airframe.

Also ASp/( n/a) tends to be invariant with speed, so that over a wide speed range an air-
plane can stay within the boundaries. That is a nice practical convenience.

Recall that Bihrle's Control Anticipation Parameter, CAP, (Reference 13) is

a~~ ~ 2 ..i' g 4 To
CAP -o sMN9 Is "  .e P e

n. NnI5s-o n/a V
The equivalence of CAP and *;p/n. holds fairly generally unless an additional control
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surface (such as DLC) is available to alter the characteristics. An interpretation of CAP
is that the ratio of initial pitch acceleration to steady state normal acceleration defines
the compatibility of the flig t path response and the initial sensation of a pitch control

input. An alternative CAP14 uses initial cockpit normal acceleration instead of qo since

at the pilot-location:
npo a no + x. qo

This interpretation seems to fit some large aircraft, for which pilot location can be
expected to have a significant effect. There is then the problem of explaining past
successful comba't aircraft with zero or negative x . Nodifi ations to account for higher-
order effects have been propesed by ChalklI5, and bf Iischoff'6 who achieves good corre-
lation with a number of Navy aircraft.

Prom the asymptotic frequency-response sketch of Ie/Fslit is the frequency separation
of wETE, that determines the degree of departure from "ideal" k/s-like response at

frequencies below asp. and thus possibly the gain margin:

log WE - log I/TE a log (METE)

so that from consideration of the pitch response alone, the proper parameter would be
METE. as proposed for possible revision of MIL-P-878SC (Reference 17). Nevertheless,

Reference 8 shows that the similar parameter 2T1 g/V correlates the available data;

Reference 15 shows further correlation.

In summary, all the preceding variations are attempting to specify the essential
charactertistics of a Ist/2nd order response. As the discussion implies, for aircraft
which do exhibit this form of response the actual combinations of parameters do not matter
too much. Problems that have arisen have been in analysing responses which are not truly
of this form.

Bandwidth and Phase Sensitivity

For Category C Plight Phases Ashkenas, Hoh and Craig (Reference 18) propose Level 1
and 3 requirements (Fig. 1) to assure adequate pitch attitude bandwidth. In this early
application is already recognized the need for a measure of phase sensitivity, the varia-
tion of phase as frequency increases from the bandwidth frequency.

This requirement gets directly at "The basic inner attitude response features which
are necessary regardless of outer-loop control problems or auxiliary (e.g., direct lift)
control." It applies to "The complete airplane attitude response including both the
phugoid and short-period modes, ... flight control system characteristics (and) the various
controlled element forms resulting from current flight control augmentation concepts."
However, we saw sufficient drawbacks not to use it. There is no Level 2 boundary, and the
data points shown with pilot rating < 6.5 were scattered on both sides of the "Level 3"

boundary. In addition, recent experience (e.g., Ref. 19) indicates that a 1 rad/sec.band-
width is often insufficient for the flare and touchdown phase of a precision landing. Also
there is a natural reluctance to have such different forms of requirement for terminal and
up-and-away flight.

Ralph Smith's Criteria

Ralph Smith (Ref 20) proposes a set of requirements for short-term longitudinal re-
sponse based on a "no-tracking hypothesis:" "Optimum handling qualities demands minimum
closed-loop control by the pilot.' His parameters include:

tq time to first peak of the q(t) response to a step input in stick force

400 1 5R (Jac) - 14.3 mc; z is noral acceleration at pilot station

criterion frequency, rad/sec, approximately the crossover frequency of the
c pilot - aircraft system dynamics for pitch attitude tracking; a function of

aircraft dynamics and disturbance bandwidth (Fig. 2)

His proposed requirements are:

0.2 < tq : for Level 1

S A 10 (a_)< -2db/octave for Level 1

O ~(J' ) > -1230 for Level 1, -16So for Level 2
Fs

Smith further states that when controlling pitch attitude, if closed-loop damping is
insufficient, a pilot may switch to normal-acceleration control. In that case phase

A



margin of nz (jw)/Fs(jw), evaluated at the e/F, crossover frequency, is an indicator of

pilot-induced oscillation (PlO) tendency. His PlO criteria are:

#(jw d .1 -1600 when -1220> ) (jw) -1300, for Level I

(jwc ) 2 -2200 when -148o 8 (j O) >.-165o, for Level 2
-c c-

Level 3 floors exist, but data to establish then are lacking. This set of requirements
was proposed tentatively, subject to further validation. Smith proposes similar require-
ments for direct-lift control modes and for tasks in which relative position is important,
such as aerial refueling and formation flight. Time did not permit full consideration of
Smith's suggestions for MIL-F-8785C.

Time-Domain Criteria

The time history of a given second-order transfer function is completely specified.
Again, as aircraft became more complex many researchers felt that the time history contain-
ed the parameters influencing the pilot. Accordingly several time-domain criteria have
been proposed.

C*: With the thought that pilots are relatively more interested in pitch rate at low
speed but normal acceleration at high speed, Malcolm and Tobie (Ref. 21) proposed a crite-
rion in terms of the parameter

CA - K(nz + Vco q + lq)

g g

where nz + 1pq is the normal load factor at the pilot station and Vco, often taken to be
400 ft/sec., is the airspeed at which the nz and q signals are equal. Malcolm and Tobie
derived CA time-history boundaries from Cornell Aero Lab W2 _ 2Cn "bull's-eyes"(see Ref. 8,n n
p. 63). Later Kisslinger and Wendl proposed modified CA boundaries (Ref. 22) derived from
their ground-based simulator studies. They also extended the concept to propose analogous
parameters for the lateral and directional axes: D*. Time-history bounds are an appeal-
ing form of criteria, usef I to the flight control designer. However, several investiga-
tors (e.g., Neal and Smith 3 and Brulle in a McDonnell internal memo dated 31 December
1974) have found the CA criterion lacking in good correlation with pilot rating of flying
qualities.

While pilots do not characteristically make the step control inputs used in this and
a number of time-response crittria, a step does have a broadband frequency content, though
amplitude varies with frequency. Malcolm and Tobie also devised a frequency-response
version of their CA criterion.

Time Response Parameter (TRP): Abrams' TRP (Ref 24) is based on dead time,T ; delay time,
td; cyclic time, tc; and ratio of overshoot to steady state, A1 , for the pitch-rate and
normal-acceleration responses to a step stick force:

TRP - (TRP) 6 + (TRP)nz + 0.2 (TT Z -0.2)
(TRP). (tdt) A 0.08 (Ao -I1.0)

d e (le

(TRP)n 0.5 (tdnz -0.7) + 0.3 (A1 nz -0.3)

where the constants were determined empirically. The 0.2 (Tnz -0.2) tern is used only when
TRP is small, less than 0.23. All terms must be positive; if any should be negative they
are set to zero.

Brulle and Moran (Ref. 25) plot this criterion using the data of Ref. 26 to show good
correlation with Cooper-Harper rating:

PR - 10 - 12.19 exp (-3.18 TRP)

with lrating encompassing almost all the data. Using fixed-based simulator evaluations,

Brulle again gets excellent correlation of TRP with pilot rating. However, Figure 3 shows
this trend to be rather different from that of the Di Franco data. Some moving-base simu-
lator results were intermediate, as were some cases which had deadbeat response with and
without direct lift. For these Abrams has suggested a modified TRP with an additional term

TRPDR a 1.4Tnz + .16

Thus TRP appears to be a useful indicator of flying quality trends, though it does not yet
seem definitive enough to use as a requirement.

I:. _ _ -_



Chalk's Pitch Rate Response Criteria: In Reference 27, Chalk proposed requirements on

pitch rate response as shown in Figure 4. Maximum values for effective time delay, t1,

were also specified but since they are similar to the requirements in 3.5.3 of MIL-F-8785C
they are not discussed here. For a classical second-order system the parameters used,
transient peak latio and rise time parameter, are directly related to the parameters used
in MIL-F-8785C2 . viz. damping ratio and Control Anticipation Parameter. Once formulated
as shown, however, the requirements are independent of systems order and apply directly
to the actual response - thus avoiding problems of interpretation. The actual numbers
themselves are also revised from the corresponding ones in MIL-F-878SB: lower Level 2
and 3 boundaries for damping ratio and lower boundaries at all levels for a /na (Chalk

places no Level 3 requirement on the rise-time parameter).

This is one of the requirements considered in our recent study29 of flying qualities
for large airplanes.

Neal-Smith Criterion

A criterion for good closed-loop pitch tracking was proposed by Neal and Smith in
Reference 23. The gain and phase characteristics of the open-loop transfer function of
pitch attitude error, including a specified pilot model, are overlaid on a Nichols chart.
The pilot model has a 0.3 sec time delay, plus lead/lag compensation as illustrated in
Fig. 5. Pilot gain and equalization are adjusted as necessary to meet the closed-loop
bandwidth and droop standards shown in Figure 6. The resulting closed-loop resonance and
pilot compensation are then compared to the boundaries indicated in Figure 7, which also
contains flying qualities interpretations of the various regions of the figure. Band-
widths were found which resulted in quite good correlation of these boundaries with pilot
comments.

Examples of further validation of the Neal-Smith criteria are contained in Ref. 30
for the B-1 bomber and Ref. 31 for an F-4C with a highly augmented command augmentation
system. Reference 32a presented further work based on the data of Reference 19 (LAHOS
data), and suggested some modifications to the original rules. Radford and Rogers Smith
(a) note that landing is a high bandwidth task, (b) propose not forcing 3 db of droop,
(c) found a reduced pilot time delay necessary to fit the LAHOS data and (d) suggest the
need of an additional, "adaptability" parameter relating variations in needed pilct lead,
peak amplitude ratio and bandwidth.

We felt that we would need a better definition of the required bandwidth for each
task before this criterion could be used in the general format of MIL-F-8785C. It can
certainly be a help in the design process. In this regard, extreme sensitivity of the
parameters to small changes in bandwidth is an indication of potential problems.

Reference 23 also discussed a way to simplify or approximate the criterion, which was
developed into a proposed revision in Ref. 1S. This proposed requirement is a function of
only open-loop characteristics of the pitch response, as shown in Figure 8.

Step Target Tracking

In Ref. 33, Onstott proposes a two-stage model of tracking a step change in aim error
during target tracking. Both models incorporate a 0.3-second tine delay and adjustable
lead, and the second model also has an integral term. The model parameters and the switch-
ing time are selected to maximize time on target (with a pipper diameter of S milliradians).
Onstott used the Neal-Smith data to divide the rms error vs. time-on-target plane into
regions of flying qualities Levels (Fig. 9). His finding that both quickness of acquisi-
tion (small ras pitch error) and time on target determine flying qualities acceptability
is obviously correct in general. This is another approach that we feel would be an aid
in the design process but is not defined sufficiently to be used as the basis for a speci-
fication. Ref. 32a presents some further analysis.

Paper Pilot and Similar Optimal Pilot Models

"Paper Pilot" is now an adult. Anderson proposed this closed-loop flying qualities
prediction technique in 1960 (Ref. 34) as a unified way to specify hover dynamics for
both rate and attitude control systems. Paper Pilot adjusts parameters of a pilot model
appropriate to the task, such as (for hover)

YPe n -1p(TLe S + 1) (3 - 2/T)/(s + 2/T)

YPx a Px (TLx + 1)

to minimize a task-dependent rating function, which he first took to be

R = R1 + R2  R3 + 1.0

R a + a 1Oq-Om, 0 < R, 2.5
a 0
a



R2 = 2. ST L 3.25 sec.

R3  TL < 1.2 sec.

aq In radians/second

a The required performance, determined
m'empirically to be 0.8 feet

for compensating in the presence of atmospheric turbulence. The parameters are bounded
by the limits shown. Several theses extended the model to other piloting tasks. Dillow
and Picha (Ref. 35) used a pilot model with a "smarty-pants Kalman filter" in single-and
dual-axis tracking tasks with thresholds. They were able to find weighting functions
which gave good to excellent correlation between analysis and experiment in hover, pitch
tracking and roll tracking. Using these cost functions they obtained good correlation of
trends, if not rating and performance, with other experimental data. Dillow and Picha's
pilot model uses pilot-perceived control variables and their rates. RMS control rate
(adjusted to correspond to 0.1 sec. neuromuscular lag) is a measure of pilot workload,
although incomplete understanding of the parameter is professed.

More recent closed-loop analyses utilizing optimal pilot models include the work of
Hess (Ref. 36) and Levison (Ref. 32b). Although various investgators have claimed success,
particularly with single-axis tracking, much of the flying qualities community remains
reluctant to use closed-loop parameters directly in a specification (Ref. 37a). For the
present, pilot-vehicle analysis has achieved wider acceptance as a design tool, e.g.,
Ref. 38, than as a form of design requirement.

Heading Control Criteria

The use of "coordinated" aileron and rudder is accepted as normal piloting technique,
provided that the required rudder inputs are not too demanding a task. Reference 14
indicated that the response to rudder inputs necessary to coordinate turns plays a domi-
nant role in evaluations, and proposed a quantitative measure of acceptable and unaccept-
able characteristics. The analysis of coordination in turn entry (defined as keeping
sideslip close to zero, where TB and TSac are the mid-frequency zeros of the 0/6 rc and

0/6ac transfer functions respectively, 6rc and 6ac are yaw and roll pilot's command inputs,

and 6rc (t) is the "ideal" 6rc to accompany a step 6ac)is based on the following param-

eters:
ANALYTICAL PILOT-CENTERED

PARAMETER FUNCTION FUNCTION

Defines shape of Determines complexity of rudder
=J B - I 6rc(3 sec) -1 activity necessary for ideally-rc CF coordinated turns. Also defines

BT ac rc(0) phasing of heading results when
rudder is not used.

N'6as /L#as Defines magnitude Determines magnitude of rudder

of Yrequired and/or high frequency
o CF yawing induced by aileron inputs.

Boundaries developed using data from six sources are presented in Figure 10.

Calspan proposed revisions1 5 to ameliorate some of the problems encountered in appli-
cation of the roll-sideslip coupling requirements of MIL-F-8 785/C. By deleting the spiral
mode from time history traces, the Dutch roll oscillation would be easier to work with.
A further refinement would substitute the bank angle and roll rate at the first peak for
the now-specified average value; new boundaries were drawn in terms of these parameters
and a different phase angle: of the 4 or p response, not the sideslip response. We felt
these changes to be no more than a marginal improvement, while they would add somewhat to
the complications of an already overly complex set of requirements.

It is widely recognized3 , 15, 27, 29 that lateral acceleration is an important
parameter of roll response, heading control and turbulence response. An adequate way to
account for this factor quantitatively in a generalized flying qualities requirement,
however, has not yet been found. The various requirements on dynamic sideslip response
give partial but not full coverage.

We are still looking for a simpler yet more meaningful, more comprehensive way to
specify lateral-directional dynamics.

The foregoing is only an overview in order to illustrate the diversity of critunia
that have been proposed. Other References, such as 32c and two Dutch reports (NLR) , 4 0

present surveys of contemporary flying qualities criteria with checks against flight
simulator results for a transport airplane utilizing active control technology.



CURRENT STATUS

As we have indicated, the past decade saw a large number of criteria proposed,
frequently substantiated by only one data set. The designers were faced with the problem
of deciding which criterion or combination of criteria to use. Bvidence of the dilemma
is presented by Rickard (Ref. 32c) who indicates that thirteen criteria or combinations of
criteria were considered in researching longitudinal flying qualities. The recommendation
for large transport configurations was to use a version of the Neal-Smith criterion plus
the flight path stability requirement from NIL-F-8785B. Yet more evidence of the design-
ers view of the available criteria is contained in Reference 41. For the APTI control law
development (an F-16 modification for technology demonstration) NIL-F-878SB, Ca, Neal-
Smith and Onstott's step target tracking criterion were all used in different combinations
for different modes. Taken at face value this would imply a serious analytical use of the
available criteria. However, "In some cases, what the criteria considered "good" flying
qualities did not provide the desired results in the simulator." As discussed by
Rogers Smith (Ref. 42) the use of a ground-based simulator to "tune" a design is no guar-
antee of acceptable flying qualities. The proof (or otherwise) of the AFTI development
will be revealed by the forthcoming flight tests.

What is our approach? For the 1980 version of the specification, MIL-F-8785C 28 ,
we have retained the large data base of MIL-F-8785B by using primarily the same modal
requirements - but explicitly applied to equivalent system parameters (Figure Ila). In
this way we apply the requirements based on modal characteristics to the overall aircraft
response. There should now be no implication that we are considering dominant modes. We
also believe that this is responsive to the needs of designers. Failure of an equivalent
system parameter to meet the requirement then indicates the nature of the problem (e.g.,
damping, delay or lag). We acknowledge that the use of equivalent systems is not a magic
solution to good flying qualities; however, properly used it is a good tool for designing
or evaluating advanced configurations which are becoming indiscriminately complex.

In the past, both operational experience and flying qualities research were largely
limited to aircraft which behaved in the classical manner: response to control and dis-
turbance inputs characterized by transfer functions of familiar form. The effects of
additional dynamics introduced through the flight control system were recognized at the
time MIL-F-8785B was written, but limited knowledge prevented adequate treatment. Still,
aircraft design developments continue to emphasize equalization to "improve" aircraft
response. Certainly one would expect that failure to consider one or more dynamic modes
in the frequency range of pilot control would give erroneous results. Prime examples in-
clude the F-1443 and the YF-17144 designs. The F-14's stability augmentation system was
designed to increase the low short-period frequency. At one stage of the design it appear-
ed to do that well in landing approach, but it also introduced higher-order dynamics which
resulted in an overall "effective short-period frequency" little changed from augmentation-
off. In a flight evaluation of predicted YF-17 characteristics using the FDL-Calspan
NT-33 Variable Stability Airplane, pilots rated the short-period response poor to bad. It
is pertinent that a configuration intended to have good flying qualities got "good" pilot
ratings in flight only after the flight control system compensation had been simplified.
Reference 14 cites a number of such problems with recent airplanes.

There are several simple mechanizations which can augment stability without increas-
ing the order of the system response. However, prefilters, forward-loop compensation,
crossfeeds, etc. are legitimate design tools which are being used on many current aircraft
and indeed seem to be the norm. These artifacts do increase system order and we need to
be able to account for their effects in the requirements. Thus, with modern flight control
and stability augmentation systems, there has been considerable confusion regarding the
"proper" selection of modal parameters such as short-period frequency and damping. Corre-
lation of Level I flying qualities requirements with characteristics of the bare airframe
is certainly not valid for augmented vehicles. We therefore focus attention on the qual-
ity of the actual overall response perceived by the pilot, rather than imply consideration
of a dominant mode as may be inferred (however incorrectly) for MIL-F-8785B. In concept,
the equivalent system approach is consistent with our belief that the pilot desires a
clean, classical, second-order response. It may not always be clear exactly what the
appropriate variable is, depending on the particular piloting task. We suggest, however,
that the problem is to convince designers to use the new flight control technology to do
the "old-fashioned" flying qualities better. This requires resisting the urge to incor-
porate technology for its own sake; for example, see References 42's discussion of flying
qualities problems of recent advanced aircraft. The message, then, is to satisfy the
intent of the specification. We have assumed that the preceding points will be discussed
in more detail in other papers at this conference. Gibson's paper is one excellent example
of translating the intent of MIL-F-8785B into design guidance.

The preceding discussion should not be taken as implying that only small benefits can
be expected from flight control technology. On the contrary, multimode control allows
tuning the "old-fashioned" flying qualities for each different task. Failure requirements
can be satisfied by redundant and reconfigurable flight control systems, control forces
can be tailored to avoid both the too light and too heavy extremes, etc. Automation of
routine pilot tasks is not new, but it is being expanded into newer areas such as Integrat-
ed Flight/Fire Control. Finally, completely new modes of operation are possible with the
incorporation of direct force control capabilities. The use of direct sideforce control
has been shown to be beneficial for air-to-ground weapon delivery when mechanized as a
Wings-Level-Turn mode controlled by the rudder pedals. In this form, such a mode comple-
ments the conventional flying qualities characteristics instead of replacing them. It is



also interesting to note that, of the various modes evaluated on the CCV YF-16, the best
rating was given to the Maneuver Enhancement mode - the use of blended Direct Lift Control
to increase the bandwidth of the conventional pitch response.

The equivalent system approach to flying qualities criteria will be discussed in de-
tail in John Hodgkinson's paper later in this conference. After the preceding discussion,
however, it is appropriate to discuss the rationale for using equivalent systems in NIL-F-
8785C. One obvious advantage is that it preserves the data base of NIL-F-S78SB. It should
also satisfy the philosophy of the preceding discussion. The overall aircraft response
to pilot input has to meet second-order type requirements. There are still some questions
of interpretation to be answered, e.g. Figure lb. These were the subject of much discus-
sion at the recent Flight Dynamics Laboratory symposium,45 without resolution.

One often encounters more than one equivalent system giving a good fit. Slight dif-
ferences in the frequency range used, differences in initial parameter values, or differ-
ences in optimization procedure can lead to a multitude of "equivalent" systems. The
situation is analogous to the nonuniqueness problem encountered by past researchers in
analog matching. Although this may present a dilemma for purposes of identifying a plant,
in our experience it has not been a problem for purposes of predicting handling qualities
Levels; each "good fit" equivalent system for a given higher-order system has generally
led to the same prediction of pitch tracking flying qualities.

We are currently developing better guidance for applying equivalent system parameters

to the requirements of MIL-F-8785C, (e.g. Reference 45a.

FUTURE DIRECTIONS

We are in the midst of further revision of the specifications into a NIL-Standard and
Handbook. The Standard will be only the skeleton of a detailed airplane specification,
with blanks for the requirements. The Handbook will contain all the information needed to
fill in the blanks for a particular aircraft mission. This will consist of recommended
criteria with substantiation, including the possibility of alternative criteria being
recommended for a certain airplane class, task or form of control. As outlined by
Weingarten37b the Aeronautical Systems Division is in the midst of converting the aero-
nautical specifications it uses to this new format. Coordination with the other Military
services is proceeding, and a widespread changeover to this format is envisioned.

The format of the Handbook will also facilitate making clear what the intent of each
requirement is, by formalizing and expanding the information in the current backup docu-
ment.1 At our recent symposium, discussing the proposed Standard and Handbook, one indus-
try representative was of the opinion that the new documents should be oriented towards
forcing a dialogue between the industry flying qualities and control systems disciplines.
The implication was that flying qualities engineers may understand the requirements but
they probably do not have control over the "output" of the flight control system. An
obvious danger of this situation is that we may end up with "perfect" control of the wrong
variable.

At the FDL symposium, 4S there was a feeling that a small group of researchers were
discussing minute details of the criteria, whereas practical design guidance was at a
premium. A goal of the new NIL-Standard and Handbook is to provide such guidance. One
part of this is to provide alternate criteria in the Handbook. As the earlier discussion
showed, many criteria have been developed which are valid for at least a particular data
set or application. There must be some validity in all of them; an objective in the
Handbook will be to emphasize the similarities between the different criteria and where
they are most effective. The Handbook will also be developed continuously. The first
major activity will be the addition of STOL requirements.

There is a continuing need to define the piloting requirements. As aircraft and
mission tasks become more complex certain tasks may be automated, such as Integrated
Flight/Fire Control (IFFC). Optimum performance is achieved through the correct balance
of manual and automatic control inputs. Operational requirements such as night in-weather
ground attack will only be satisfied by a truly integrated design of the aircraft response
characteristics, display and controller characteristics and the automatic functions. We
plan to add more rigorous consideration of closed-loop or pilot-in-the-loop criteria.

Transfer functions are inherently linear representations of the actual dynamics.
Various requirements state specifically that they apply to all amplitudes of notion and
to each cycle of an oscillation. Generally, the intent in the specification is to estab-
lish bounds on parameters of a rational quasilinear representation of the system for all
reasonable amplitudes of control inputs and airplane motions (with separate requirements
at such extremes as residual oscillations and stalling). The control saturation due to
very high feedback gains can result in poor flying qualities at moderate to large ampli-
tudes, by altering the notion parameters too severely from their values at small ampli-
tude 14 I more general terms, a large portion of the specification is based on small
perturbation analysis. We are initiating an effort to develop non-linear analysis tech-
niques for use in the Handbook.

Lastly, we need to ensure that the new Standard and Handbook will be used in future
aircraft system procurements. This requires that they be validated against a recent,
highly augmented aircraft. We plan to identify the requirements that are critical to both
performance and cost. Piloted simulation will be used to study the sensitivity of critical



requirements, i.e., what 14 the effect of off-nominal conditions? By implication the
process will identify the requirements that should be weighted heavily vs. ones that do
not have much impact. If this can be done, we feel that both ASD and industry will accept
the flying qualities Standard and Handbook as essential to preventing the delays and costs
of curing flying qualities deficiencies during flight test.

CONCLUSIONS

We have seen that the flying qualities research/of the 1970s produced a wealth of
criteria. At the same time the use of flight control technology to modify flying qualities
expanded and the specification lost much of its credibility among flight control designers.
The current solution is to apply the requirements to parameters of an equivalent match to
the actual high-order dynamics. This will make clear that the requirements apply to the
overall response to pilot or external input, not to any particular or dominant mode. A
further revision is currently in progress which is intended to address the mission
requirements more directly. For the future we see even more emphasis on closed-loop
criteria applied to the piloting task.
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STATUS OF VTOL AND VSTOL FLYING QUALITIES CRITERIA DEVELOPMENT
WHERE ARE WE AND WHERE ARE WE GOING?

by
John W. Clark, Jr. and Kevin V. Goldstein

Aerospace Engineers
Aircraft and Crew Systems Technology Directorate

US Naval Air Development Center
Varminster, Pennsylvania, USA 18974

SUMMARY

Over the past decade, a number of weaknesses and omissions have been uncovered In
the VSTOL and Helicopter Flying Qualities Specifications (MIL-F-83300 and MIL-H-8501A).
Identification of these weaknesses has spawned technology development in a number of
areas. This paper presents results (both interim and final) in some of these areas, the
status of existing data bases and the future criteria development needs as perceived by
the US Navy. Specific areas addressed Include: (1) information display and INC
(Instrument Meteorologieal Conditions) flight requirements; (2) criteria definition for
highly augmented, multi-mode control schemes; (3) requirements unique to the small
seaborne platform operational environment; (4) requirements unique to varied rotor
configurations. Both fixed-wing and rotary-wing criteria are consldered.

INTRODUCTION

The US VSTOL Flying Qualities Specification, MIL-F-83300 (reference 1), was adopted
in December, 1970. Since Its adoption, the speoification has never been used in the
procurement of a new airframe (either fixed-wing or rotary-wing). It has, however, been
evaluated through ex post facto application to the characteristics of existing prototype
and production fixed-wing VSTOL configurations including the AV-8A, YAV-8A and VAK-191B
(references 2 through 4). As a result of these applications, a number of potential
weaknesses and shortcomings have been identified In the specification. Both
quantitative requirements and qualitative classifications have been found to be in need
of revision, primarily in the areas of INC operation, display requirements, hover and
low-speed flight control power and response, highly augmented vehicle dynamio response
and small deck shipboard operations. Considerable criteria development effort has been
expended over the past five years to improve the requirements in these areas. This
paper will attempt to provide an overview of resulting proposed criteria for hover and
low-speed flight as well as interim results for the transition/conversion regime for
fixed-wing configurations.

With the development of a new generation of rotary-wing aircraft for military
operations, it has become apparent that the present helicopter handling qualities
specification, MIL-H-8501A (reference 5) cannot accurately assess the characteristics
of these aircraft. The fact that MIL-H-65O1A was last updated 20 years ago only tends
to aggravate the problem. The US Navy Light Airborne Multipurpose Zystem (LANPS)
SH-60B, the US Army Utility Tactical Transport Aircraft System (UTTAS) UN-60A, and the
Advanced Attack Helicopter (AAH) all use advanced flight control systems for stability
and control augmentation. The need to specify the flying qualities of these state of
the art vehicles/control systems has necessitated the use of "type specifloationam or
"prime item development specifications" uniquely devised for each new airoraft/ooatrol
system. Many papers have been written describing the numerous shortcomings of
MIL-H-8501A in realistically regulating handling qualities of present and future
helicopters (references 6 through 10), indicating a very real need for an updated
version of the specification. These areas Include mission oriented criteria and
quantitative criteria addressing degraded flying qualities. To facilitate the
development of revised criteria it Is necessary first to compile a data base of past and
present helicopter stability and control characteristics. This paper presents the
beginning of such a compilation.

The SH-60B and CH-53D single rotor helicopters are comparatively analyzed against
the fundamental flying qualities characteristics addressed by NIL-H-8501A. Vertical
control response and autorotation criteria are not included at this time. Flight test
data for the XH-59A Advancing Blade Concept (ABC), the XV-15 tilt rotor, and the Cl-I6A
tandem rotor are also included and discussed.

In the development of the present day VSTOL handling qualities specifications,
MIL-F-83300 (reference 1) and AGARD 577 (reference 11), extensive rotary-wing pilot
rating data were analyzed to substantiate the finalized hover/low-speed criteria.
Although AGARD 577 is not intended to be a helicopter specification and MIL4-63300 has
not been used by the Army or Navy for a helicopter development program, these
specifications do supply alternative methods of addressing VTOL handling qualities
charocteristics. The alternative criteria from MIL-F-83300 and AGAND 577 are dlreotly
compared with the criteria from MIL-H-8501A to highlight the helicopter specification
deficiencies and vehicle anomalies.

The body of this paper Is intended to summarize the primary areas of weakness in
applying NIL-F-83300 to fixed-wing configurations and MIL-H-SSO1A to rotary-wing
configurations. Progress made in overcoming these weaknesses is detailed and plan a for
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future development efforts are presented. Although there is overlap in a number of
areas, an attempt has been made to separate fixed and rotary-wing developments for the
purposes of discussion.

MIL-F-83300 DEFICIENCIES

As previously stated, experience since the adoption of NIL-F-83300 has identified
deficiencies in the specification. A comprehensive review of the specification and
identification of its potential weaknesses was performed by Hoh and Ashkenas of Systems
Technology, Inc. (reference 12). The significant results of this review are summarized
In the following.

As currently written, the specification assumes that NIFR capability is inherent In
all military aircraft operational missions and, therefore, the detailed requirements are
intended to reflect this assumption*. The Navy's mission is considerably more demanding
than that implied In the specification background. It encompasses operations aboard
small seaborne platforms In a highly dynamic environment (up to Sea State 5) and
extremely low visibility conditions (700 ft visibility). Since required flying
qualities for VSTOL operation In such an environment can be significantly different than
those for VNC and other INC conditions, it is imperative that a specific delineation of
task, environment and information display needs be included when defining requirements.

The MIL-F-83300 requirement on cockpit control gradient requires a smooth and
stable variation of control force with airspeed for both pitch and roll controllers.
While control force gradients of some type are required, it is questionable as to
whether gradients with speed are always desirable - particularly when attitude
augmentation is Implemented. For example, an attitude command control system requires a
force gradient with attitude which is most likely independent of airspeed. Therefore,
the cockpit control gradient criteria should be dependent on the type of control
augmentation Implemented. Likewise, cockpit controllers other than center stick type
(e.g., sidestick controllers) must be considered for advanced VSTOL aircraft.

Dynamic response requirements In the specification (for both hover/low-speed and
forward flight) are based on simulator and flight experience which are now more than 10
years old. For the most part, the requirements are not realistic for the Navy's
proposed mission or state of the art control augmentation schemes which exhibit
responses which are significantly different from the "classical VSTOL dynamics
considered In the development of NIL-F-83300. Revised requirements are needed which
specifically account for characteristics unique to attitude, attitude rate and
translational rate augmentation systems.

MIL-F-83300 specifies required vehicle control power in a general fashion in terms
of attitude change required in one second or less following an abrupt application of
control. With this approach, the breakdown of control power required for trim,
maneuvering and disturbance regulation is not addressed. The "attitude In one second"
specification Is far too general to adequately design highly augmented attitude systems
and Is especially inadequate for direct force driven translational rate control systems.
One iproposed solution to the problem Is the specification of bandwidth limits on
specifically defined equivalent response characteristics. Further analysis, simulation
and flight experience Is needed in this area.

Height control/response characteristics are currently specified In terms of
available control power (both Incremental vertical acceleration and steady-state
thrust-to-weight) allowable control command lag and minimum rate of climb response.
The fact that these parameters are specified independently does not allow for tradeoffs
to meet the overall response requirement for the Navy shipboard lending tosk. It has
been proposed that specifying a critical maneuver In a given disturbance environment
will allow for design trades between available thrust level, engine response time and
inherent aircraft/control dynamics (e.g., equivalent height damping) to achieve the
desired overall response characteristics.

In general, the forward flight (35 knots to conversion speed) and transition
requirements of PIL-F-83300 are inconsistent with the corresponding requirements of the
CTOL specification, PIL-F-8785C (reference 13). Not only Is there inconsistency in the
quantitative level of the requirements but also in the format In which they are
specified. mIL-F-STSSC now uses "equivalent" dynamics where dominant mode dynamics were
previously specified. An update of the appropriate sections of HIL-F-83300 Is required
to be consistent with the equivalent dynamics approach, particularly at the conversion
speed interface.

As indicated by the proceeding summary, a number of sections of MIL-F-83300 appear
to be in need of some degree of revision. Table I lists the specification paragraphs
which have been identified and indicates those areas where effort has been, Is being or
Is planned to be devoted to each by US Navy sponsored research, and whether or not a
revision has been proposed.

The following sections of this paper will detail the results of studies to dote
which have culminated In proposed criteria in two areas - (1) Control/Display System
Criteria and (2) Hover/Low-Speed Equivalent System Criteria. These sections ore
followed by interim results of ongoing analysis looking at Forward Flight/Transition



TABLE 1: SUMMARY OF CRITERIA REVISION EFFORTS

0

4 4
4W*

PARAGRAPH SUBJECT

1.2 Application
1.2.2 Operation under instrument flight conditions ...... 1 0 0 X

3.2 Hover and low speed
3.2.1 Equilibrium characteristics
3.2.1.3 Cockpit control gradients ....................... X X 0 0
3.2.2 Dynamic response requirements
3.2.2.1 Pitch (roll) .................................... X 0 0 X
3.2.2.2 Directional damping ............................. X 0 0 X
3.2.3 Control characteristics
3.2.3.1 Control power ................................... X X 0 0
3.2.3.2 Response to control input ....................... X 0 0 X
3.2.3.3 Maneuvering control margin ...................... x 0 0 0
3.2.4 Control lags ...................................... X 0 0 X
3.2.5 Vertical flight characteristics
3.2.5.1 Height control power ............................ X 0 0 0
3.2.5.2 Thrust magnitude control lags ................... X 0 X 0
3.2.5.3 Response to thrust magnitude control input ...... X 0 X 0

3.3 Forward flight
3.3.1 Longitudinal equilibrium .......................... X x 0 0
3.3.2 Longitudinal dynamic response ..................... X X 0 0
3.3.5 Pitch control effectiveness in maneuvering flight
3.3.5.1 Maneuvering control margins ...................... 0 0 X 0
3.3.5.2 3peed and flight-path control ................... 0 X X 0
3.3.7 Lateral-directional characteristics
3.3.7.1 Lateral-directional oscillations (Dutch Roll)... 0 0 X 0
3.3.7.2 Roll mode time constant .......................... 0 0 X 0
3.3.7.3 Spiral stability ................................ 0 0 X 0
3.3-.8 Roll-sideslip coupling ............................ 0 0 X 0
3.3.8.1 Bank angle oscillations ......................... 0 0 X 0
3.3.8.2 Sideslip excursions .............................. 0 0 X 0
3.3.8.4 Turn coordination ................................ 0 0 X 0

3.4 Transition
3.4.1 Acceleration-deceleration characteristics ......... 0 X X 0
3.4.2 Flexibility of operations ......................... 0 X X 0
3.4.3 Tolerance In transition program ................... 0 x X 0
3.4.4 Control margin .................................... 0 0 X 0

3.5 Characteristics of the flight control system
3.5.1 Mechanical characteristics
3.5.1.1 Control centering and breakout forces ........... 0 0 X 0
3.5.1.2 Cockpit control force gradients ................. 0 0 1 0

3.7 Atmospheric disturbances ............................ 1 0 0 1

4-- ____. ..___.. ..___..... . .. ...___... ....__.... ... .. . ..
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Equivalent System Criteria.

CONTROL/DISPLAY SYSTEM CRITERIA

The complex interaction between displayed information and control augmentation
available to the pilot has been known and studied over the years for CTOL aircraft.
Research has concentrated on air-to-air tracking and, to some extent, on limited
visibiltty, conventional approach and landing. The Navy VSTOL mission requires
operational capability which includes extreme low visibility recovery aboard small ships
In up to Sea State 5 conditions (reference 14). If this goal is to be achieved, the
display systems (both Head Up (HUD) and Head Down (HDD)) must become an active,
integrated part of the aircraft control system design.

The trade between increasing display sophistication and increasing control
complexity was hypothesized in a 1972 AGARD Report (reference 15) and is repeated here
in Figure 1. As depicted in the figure, system capability can be increased by either
"sophisticating" the display (increasing information/integration) or "sophisticating"
the control system (successively augmenting outer loops). Inherent In this hypothesis
is increased system cost regardless of the approach taken. Note that the axes of Figure
1 are not quantified in any way and, therefore, give little specific guidance to the
system designer.

j increasin Cost
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FIGURE 1: AGARD CONTROL/DISPLAY TRADE-OFF

Two recent research programs conducted by Calspan Corporation using the Nuvy's
X-22A Variable Stability VSTOL Research Aircraft attempted to quantify the
control/display tradeoff. The first of these studied decelerating, descending
transition to hover under IRC conditions utilizing an HDD (see reference 16 for
details). Control complexity varied from a basic rate augmentation system to decoupled
velocity control. The display formats were varied from basic position situation
information to integrated flight director information. Figure 2 summarizes the results.
The general conclusion of the study, as evidenced by Figure 2, Is that the hypothesized
interaction between control augmentation and displuy content Is exhibited in flight.
The following specific conclusions also resulted:

The minimal level of displayed information must Include translational velocity
information to obtain acceptable performance, regardless of the level of control
augmentation. This requirement is primarily hover oriented and reflects the
pilot's dislike of having to obtain translational rates Implicitly from the
movement of symbols on the display.

Rate augmentation alone is not acceptable for the total INC task unless full
control director information Is provided. Performance with the rate system In
crosswinds became unacceptable even with full director information.

Decoupling and augmenting the longitudinal and vertical velocity responses to
control inputs considerably enhanced task performance and tended to eliminate the
variation of pilot rating with display sophistication in the configurations where
ground velocity was explicitly displayed.
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The second program (reference 17) investigated control/display tradeoffs for a
vectored-thrust, jet lift VSTOL aircraft performing a "one-step" decelerating,
descending transition to the hover. The primary conclusions of the previous study were
supported by the results of this study.

In general, it has been determined that varying the display content once the
display hardware has been fixed results in insignificant change in total system cost.
Therefore, once the required level of control augmentation is defined based on mission
operating environment, the display content and format may be optimized based on
anticipated visibility minimums. Hoh and Ashkenas (reference 18) have proposed a scheme
to facilitate the specification of control augmentation level and general display format
as a function of visibility level. To better define visibility level, an Gutside Visual
Cue (OVC) scale has been established which provides a finer delineation than strictly
VNC and IMC. The OVC level Is defined as a function of the relative availability of
position, attitude and velocity visual cues (Figure 3). Using the OVC scale, Table 2
specifies the minimum acceptable level of hover control augmentation for a given display
format/content and visibility level. Table 2 is amply supported by available data and
appears to be a reasonable approach to specifying VSTOL design guidelines, particularly
for hover and low-speed flight. Keep In mind that with this approach the displayed
information must be optimized for the given augmentation level and display format.
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FIGURE 3: PROPOSED OUTSIDE VISUAL CUE (OVC) SCALE

HOVER/LOW-SPEED EQUIVALENT SYSTEM CRITERIA

Another area of proposed revision is the application of low-order dynamic criteria
to complex, high-order closed-loop aircraft/control dynamics of the type most likely to
be exhibited by advanced VSTOL aircraft. Current thinking within the Navy and elsewhere
tends to support the "Equivalent System" (ES) approach implemented by Hodgkinson and
LaManna (reference 19) and included in the revision to the CTOL Flying Qualities
Specification, MIL-F-8785C (reference 13). A recent Navy sponsored study (reference 20)
developed guidelines for the application of ES analysis to hover and 1ev-speed flight
and revised dynamic criteria in an ES format have been proposed.
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Highly augmented VSTOL configuration models with overall system response types such
as those of Table 2 must be simplified In some unified manner so that their
characteristics may be readily Identified by a limited number of equivalent parameters.
The frequency response matching ES technique is being utilized in the CTOL regime with
reasonable success and shows promise for similar application to VSTOL configurations.
Briefly, the approach used is to match the frequency response (amplitude and phase) of
the high order system (HOS) over a given frequency range with a preslected low-order
system (LOS) model which minimizes the cost function or mismatch, N, deined by equation
(1).

M : 20/n E((gan(HOS)-gain(LOS)) 2+57.3(phase(HOS)-phase(LOS))2 ) (1)

where gain is in db and phase is in radians. Large amounts of high frequency lag are
accounted for by including a transport lag (delay) in the equivalent system model.

Figure 4 shows the results of applying this procedure to the hover roll attitude
command transfer function of the VAK-191B. In this case the HOS is lst/5th order and
the LOS is Oth/2nd order with a transport lag. The figure shows that, for this case,
the HOS is matched very well (M=2.1) by the specified LOS form. Note that in order to
obtain a good high frequency match, a transport lag of 0.092 second was required in the
LOS model. This case is a perfect example of the potentially erroneous system dynamic
information which might be gained by considering only the dominant oscillatory mode of
the HOS. Here the dominant (only) oscillatory mode of the HOS has a damping and
frequency of 0.89 and 8.59 radians/second, respectively; whereas, the corresponding
parameters of the oscillatory mode of the LOS are 0.89 and 3.75. The time domain
responses are essentially identical (except for the first 0.1 seconds). Applying a
frequency domain criteria based on a second order type response to the HOS dominant
oscillatory mode would most probably be in error.
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FIGURE 4: VAK-191B ROLL DYNAMICS IN HCVER

Simulation results (reference 20) have indicated that, for attitude control in
hovering flight, the equivalent system match should be achieved between 0.5 and 4.0
radians/second to within a mismatch, M, of 100 or less. Equivalent time delay of 0.1
second or less was found to be satisfactory (Level 1) and 0.3 second or less was
acceptable (Level 2). Additional simulation has been performed In this area
specifically addressing translational rate control in hover and attitude control in
forward flight.

Criteria revisions have been proposed which would replace all or part of Paragraphs
3.2.2, 3.2.3 and 3.2.4 of PIL-F-83300. These paragraphs address hover attitude

... -I



stability and control dynamics in terms of dominant modal parameters (frequency and
damping) and response in one second with no differentiation between various types of
augmented response characteristics (rate, attitude, translational rate, etc.). Table 3
sumarxzes the existing specification Level 1 requirements. The proposed revisions to
these requirements are based on an ES approach which allows for several unique LOS
formats including attitude, attitude rate and translational rate systems. The criteria
for each type of response as well as a proposed classification scheme are detailed in
the following.

The proposed LOS form for both attitude and attitude rate augmented vehicle
response is given by equation (2).

attitude change K(s+1/T)e'a

z (2)
cockpit control deflection (s+A)(sS+2C.s *)

For attitude response, the LOS form reduces to that of equation (3).

attitude change Ke
Ts

z '(3)
cockpit control deflection (s' 2+as+.u)

These forms are presented in reference 18 and are based on an extensive compilation of
VSTOL vehicle dynamics. Criteria are defined for the LOS parameters (K, l/T, etc.)
depending upon whether the response is attitude or rate in character. The delination
between the two general types of response Is provided by the time domain criterion of
Figure 5. If the impulse response of the system lies within the boundaries of Figure 5,
it must satisfy the attitude criteria. If it violates the boundaries at any point, it
Is considered to be a rate system.

\- 0 V.S 1fuf 061

i Till .tdi f. a

PROPGOD RATE RESPONSE CRITERIA

PROOSE ATIUERWNECIEI

Once the response type is classified and its LOS equivalent is determined, the
following criteria are used to assess dynamic acceptability. For attitude rate system
to be Level 1, the numerator root must be less than or equal to 0.1. The aperiodic
denominator root must be greater than or equal to 1.5 and the oscillatory damping and
frequency and high frequency gain must satisfy the criteria of Figure 5. Level 1
attitude systems must meet the corresponding frequency, damping and gain requirements of
Figure 5. Acceptable levels of time delay have been previously defined.

i Close comparison of Figure 5 and Paragraph 3.2.2.1 of Table 3 reveals that the
,combined proposed criteria cover roughly the same region of acceptability as the

Le"L,



TABLE 3: MIL-F-83300 HOVER ATTITU)E STABILITY AND CONTROL REQUIREMENTS

3.2.2 Dynamic response requirements

3.2.2.1 Pitch(roll). The following requirements shall apply to the dynamic
responses of the aircraft with the cockpit controls free and with thew fixed
following an external disturbance or an abrupt pitch (roll) control input in either
direction. The requirements apply for responses of sny magnitude that might be
experienced in operational use. If oscillations are nonlinear with amplitude, the
oscillatory requirements shall apply to each cycle of the oscillation.

Level 1: All aperiodic responses shall be stable. Oscillatory modes of
frequency greater than 0.5 radians/second shall be stable. Oscillatory modes
with frequency les than or equal to 0.5 radians/second may be unstable
provided the damping ratio is less unstable than -0.10. Oscillatory modes of
frequency greater than 1.1 radians/second shall have a damping ratio of at
least 0.3.

LEV.L 
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3.2.2.2 Directional damping. While hovering at zero airspeed, the yaw mode shall be

stable and the time constant shall not exceed the following:

Level 1: 1.0 second

3.2.3 Control characteristics. To insure adequate hover and low-speed control
charact-er-isFcs, the following requirements shall be satisfied starting from flight
at constant speed with zero angular rate.

3.2.3.1 Control power. With the wind from the most critical direction relative to
the aircrat, oon-T-r- remaining shall by such that simultaneous abrupt application
of pitch, roll amd yaw controls in the most critical combination produces at least
the attitude changes specified in Table IV within one second from the initiation of
control force application.

TABLE IV. Attitude Change in One Second or Less (Degrees)
Level Pitch Roll Yaw

1 +3.0 +4.0 +6.0

3.2.3.2 Response to control input. The ratio of the maximum attitude change,
occurring within T e- fss-econd following an abrupt step displacement of the
appropriate cockpit control, to the magnitude of the cockpit control command shall
lie within the bounds of Table V. There shall be no objectionable nonlinearities in
aircraft response to control deflections and forces.

TABLE V. Response to Control Input
in One Second or Less (Degrees per Inch)

Pitch Roll Yaw
Level Mim Max Mim Max Mim Max

1 3.0 20.0 4.0 20.0 6.0 23.0

3.2.3.3 Maneuvering control mar in. When automatic stabilization and control
equipment or ev ces are useto overcome an aperiodic instability of the basic
aircraft, both the magnitude of the instability and the installed control power
shall be such that at least 50 percent of the nominal control moment can be
commanded by the pilot in the critical direction through the use of the cockpit
controls.

3.2.4 Control lags. Starting from trimmed hovering or low-speed flight, the angular
acceleration response in the commanded direction shall be developed within 0.1
second after the initiation of step displacements of the pitch, roll and yaw cockpit
controls. In addition, the initial maximum angular acceleration shall be achieved
within 0.3 second after the initiation of the cockpit control command. These
requirements apply for input amplitudes of up to 0.5 inches.
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existing specification does but with better system definition. Further experimentation
is needed to define consistent requirements for Levels 2 and 3.

The third class of hover control augmentation considered is that of translation
rate control (TRC). NIL-F-83300 does not cover this type of response but an ES criteria
has been proposed to specify satisfactory TRC dynamics. The proposed LOS form Is given
by equation (4).

translational velocity K •"Ts

Z - (4)
cockpit control deflection (Ts+1)

The Level I boundaries for K and T are given by Figure 6. These boundaries are based on
results from an in-flight simulation using the X-22A Variable Stability Researcb
Aircraft (reference 21). Further analysis of these data are required to validate the
preliminary boundaries and also to determine the effect of including a transport delay.
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FIGURE 6: PROPOSED TRANSLATIONAL RATE RESPONSE CRITERIA

The hover directional criterion of the specification (Paragraph 3.2.2.2) limits the
allowable first order time constant for Level t yaw rate response to less than I second.
This requirement may be applied directly in the ES format If the following LOS form is
assumed.

yaw rate K
S-(5)

cockpit control deflection (s+I/T)

Acceptable levels of the gain, K, in equation (5) are defined by Figure 7. The
requirement of Figure 7 is merely a reformulation of the yaw criterion of Paragraph
3.2.3.2 of HIL-F-83300.
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FORWARD FLIGHT/CONVERSION CRITERIA

Revision effort on criteria applicable to the forward flight and transition regimes
Is nowhere near as for along as that for hover. The hover regime has received the most
attention to date because, for the Navy mission, it involves the most severe operating
environment and has the most rigorous mission control requirements. Now that hover
requirements appear to be better defined, attention Is being directed to correcting
Identified deficiencies In forward flight criteria. In particular, two studies are
currently underway which address forward flight equivalent system analysis and criteria.

The first of the studies Is being done under contract by McDonnell Aircraft
Company. Through analysis and manned simulation, it Is addressing aspects of applying
the frequency response equivalent system approach to typical VSTOL forward flight system
models. Control mode blending characteristics and attitude retention characteristics
are also being studied. To whatever extent possible, control power usage during the
simulation will be documented. The program is scheduled for completion In July 1982.

The second program Is being performed by Systems Technology, Inc., and Is
concentrating on updating specific criteria. So far, this effort has progressed slowly
due to a lack of availability of reliable data. To remedy this situation, a manned
simulation effort, specifically dealing with transition flight, Is planned for September
1982 at the NASA Ames Research Center. The priority areas planned for Investigation
include: (1) revision of existing Forward Flight Criteria to allow for application to
highly augmented aircraft; (2) investigation of disturbances due to actuation of
conversion controls; (3) unique characteristics of final transition to the hover; and
(4) blending requirements when transittoning between different augmentation schemes.

This concludes the discussion of fixed-wing criteria development. The remainder of
the paper will deal with ongoing and planned efforts specifically addressing rotary-wing
criteria.

MIL-H-8501A DEFICIENCIES

In comparison to the VSTOL specification, NIL-F-83300, very little systematic work
has been undertaken within the past decade to update the helicopter specification,
MIL-H-8501A. As mentioned above the major military helicopter development programs
since 1965 have used type specifications designed exclusively for the flying qualities
characteristics of a particular vehicle mission and rotor configuration. Although the
type specifications were at first basically MIL-H-8501A with slight revisions, recent
development of the SH-60B and the AAM have had type specifications very different from
MIH-8501A. This is due to the need to address the increased mission requirements of
these helicopters. The launch and recovery of the SH-60B from a seaborne platform in up
to Sea State 5 conditions Is an example of these requirements. Recent work with the HIM
type specification highlighted new problem areas, including the need to address any
characteristics that may be unique to a tilt-rotor configuration. Through the past
decade many papers have been written describing specific areas HIL-H-8501A Is deficient
(references 8,9,10). The major problem areas described by these papers are discussed in
the following paragraphs.

MIL-H-8501A presently addresses helicopter flying qualities In terms of the
longitudinal, lateral, directional and vertical axes. There Is no systematic
delineation between hover/low speed characteristics and forward flight characteristics.
In hover a helicopter pilot tends to use longitudinal, lateral, and directional controls
Independently. For example, in a station keeping task translation along the
longitudinal and lateral axes Is implemented by the respective cyclic input, while
heading angle Is controlled by pedal inputs. Forward flight characteristics of a
helicopter resemble those of an airplane, thus the pilot needs to use lateral and
directional controls In a coupled manner. Also many single rotor helicopters show a
coupled pitch-roll dynamic oscillation In hover, whereas in forward flight a dutch roll
type of response Is characteristic. A breakdown of the helicopter specification Into
hover/low speed criteria and forward flight criteria (similar to PIL-F-83300) would be a
means to address the different axis couplings between hover and forward flight.

A suggestion by Key (reference 8) Is that a restructuring of MIL-H-8501A in line
with MIL-F-83300 and MIL-F-8785C would allow for a more thorough covering of degraded
flying qualities. MIL-H-8501A presently has qualitative criteria for failures of power
boosted controls, automatic stabilization systems and engine failures. Table 4 presents
one section of a criterion addressing failure of an automatic stabilization system.
There Is little guidance available on what a sufficient level of control or stability Is
quantitatively. With the complex augmentation systems being employed on the 3H-609 and
the CH-53E there is a need to set minimum quantitative levels of degraded flying
qualities for partial AFCS failures and single or dual engine failures. The three
levels of flying qualities used In the VSTOL and CTOL specifications could be
incorporated In MIL-H-8501A to specify quantitative levels of degraded flying qualities
for control response, static stability, and dynamic stability In any flight mode.

A third area that could benefit from a restructuring of MIL-H-SSO1A Is In defining
criteria that are mission oriented. The helicopter specification currently uses a
weight parameter for hover control power considerations that is the result of scaling
laws and not meant to represent the variations in control response due to vehicle mission
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differences. Both the VSTOL and CTOL specification define four class of vehicles
according to overall mission requirements although in VIL-F-83300 the class distinctions
are only used for control force limits and roll control effectiveness in forward flight.
Table 5 shows a general breakdown of mission as used in MIL-F-83300. Shipboard recovery
and nap-of-the-earth (NOE) flight missions could be incorporated into these type of
cless divisions.

TABLE4: EXAPPLE OF MIL-H-8501A CRITERIA FOR STABILIZATION SYSTE1 FAILURES

3.5.9(d) Helicopters employing automatic stabilization and
control or stability augmentation equipment or both
shall possess a sufficient degree of stability and
control with all the equipment disengaged to allow
continuation of normal level flight and the maneuvering
necessary to permit a safe lending under visual flight
conditions.

TABLE 5: MIL-F-83300 CLASSIFICATION OF AIRCRAFT

CLASS DESCRIPTION

I Small, light aircraft such as
- light utility
- light observation

II Medium weight, low-to-medium
maneuverability aircraft such as

- utility
- search and rescue
- anti-submarine
- assault transport

III Large, heavy, low-to-medium
maneuverability aircraft such as

- heavy transport
- heavy bomber

IV High maneuverability aircraft
such as

- fighter
- attack

The probability that future helicopters will have fly-by-wire (FBW) or fly-by-light
(FBL) control systems is very high. In conjunction with the FBW/FBL technology it Is
planned that 4-axis sidestick force controllers will be part of future helicopter
control systems. MIL-H-8501A, similar to MIL-F-83300 presently specifies attitude
response per inch of control displacement, as well as static stability requirements in
terms of control position gradients. The fact that MIL-H-8501A can not give adequate
design guidance in the areas associated with sidestick controllers or FIW control
systems was highlighted in the development of the HXM type specification. The Army is
currently funding a program to fill in the large gap of necessary handling qualities
data to develop criteria eddressing level 1 flying qualities with FBW/FBL sidestick
controllers, as well as degraded flying qualities due to SCAS failures.

The Navy has begun an independent program assessing the basic flying qualities
criteria in VIL-H-8501A against the VSTOL specifications (MIL-F-83300 and AGARD 577) and
representative present and future rotary wing aircraft. The significant results from
the assessment of hover control power criteria and dynamic response criteria are
presented in the following sections.

HOVER CONTROL POWER

Helicopter control power requirements are usually determined by hover control
mission requirements. As described above, NIL-H-8501A uses a weight parameter to
specify attitude response within one second or less. In an extensive review of
NIL-H-8501A, Walton and Ashkensa (reference 6) suggest that the NIL-H-SSO1A weight
dependency is too simplified to give adequate guidance for various vehicle missions. On
the other hand, the two VSTOL specifications specify a constant limit of attitude
response. A comparison of the VSTOL specification boundaries and the NIL--SSO1A
requirement for roll attitude par inch of lateral control displssment as a function of
the vehicle gross weight is shown in figure 8. The lower boundaries of all three
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specifications are substantiated by the level 2 rating given to the XV-15 with
augmentation off. There are two other major points to be raised from figure S. First
the CH-53D AFCS on response has been described s quite adequate for the assault
mission, yet the vehicle does not satisfy the VSTOL boundary. This then substantiates
the need for some type of weight dependency as used by NIL-H-8501A. It Is questionable
whether or not pilots will accept a lower response for extremely large vehicles like the
HLH (GW-130000 lb). A vehicle in this weight category would only need to attain a bank
angle of 2.1 degrees within one second for a one inch lateral stick displacement to
satisfy the MIL-H-8501A requirement. The second point from figure 8 Is the large
difference in roll response between the similar weight SH-609 and CH-46A (ten degrees
per inch versus four degrees per inch). The CH-46A has been described as having very
adequate response characteristics for Its assault and vertical replenishment missions.
The SH-60B has been qualitatively described as having just adequate response
characteristics for a turbulent, high sea state condition, characteristic of the LAMPS
mission. Yet the SH-608 shows a response well above the visual flight rules (VF) or
instrument flight rules (IFR) PIL-H-8501A boundary. The difference between these two
vehicles then raises the point of having attitude response criteria a function of
mission and weight. In particular the small landing platforms and dynamic atmosphere
conditions Navy helicopters will be expected to launch and recover from are an example
of a mission that may not be adequately designed for by the still wind, out-of-ground
effect control power criteria in NIL-H-8501A.
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To insure that the helicopter response is not initially too sensitive NIL-H-85O1A

also has minimum angular rate criteria for the longitudinal, lateral, and directional
axes. Using these damping boundaries with the above attitude response criteria, rate
damping versus sensitivity boundaries can be developed. Figure 9 shows the ABC and
tilt-rotor compared to the MIL-H-8501A requirements for the yaw axis. The interesting

point here is that neither aircraft satisfied the requirement yet the ABC has been
described in a recent Navy flight test program as having "crisp, predictable' yaw
control and that the "high yaw rates (in excess of i45 degrees per second) that resulted
from one inch pedal step inputs were well-dam ed and easily arrested, allowing large,

~~~rapid heading changes." The XV-15 in coprson was described as sluggish and not
adequate. The ABC develops yaw control through differential collective of the two rotor
systems while the tilt-rotor develops yaw control via fore and ft nacelle tltng. The

~results shown in figure 9 show an apparent anomaly between MIL-HI-8501A and the different

~rotor configuration of the ABC and tilt-rotor. Figure 10 shows the pitch response
~characteristics of the 31H-6OB, CH-53D and the XV-15. Similar to the directional axis

141L-H-85O1A adequately predicts the single rotor vehicle ratings (the 511-605 and the
CH-53D) but again the tilt-rotor shows a discrepancy.
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Overall it was found that the MIL-H-8501A attitude response and angular rate
damping criteria gave minimal design guidance in comparison to the vehicles analyzed.
Further analysis and data are needed to determine the effect of vehicle mission and
varied rotor configurations.

DYNAMIC STABILITY

Following a disturbance (control or atmospheric) to a helicopter In hover the above
rete damping criteria should ensure an Initial satisfactory response. After this
initial response the aircraft may still have an unacceptable dynamic response. In a
precision hover task it is mandatory that the pilot be able to easily correct for
unwanted oscillatory responses. Uncommanded pitch or roll responses can cause tracking
or station keeping errors, plus any short period dynamic responses must be well-damped
so as not to impede precise control of the helicopter.

Satisfactory boundaries for dynamic stability characteristics are defined by each
of the specifications reviewed through the use of second-order response parameters. The
general trend is similar for all the specifications such that short period oscillations
require a damped response while for longer periods, neutral stability to slight
instability is acceptable. Figure 11 shows a plot of nondimensional damping ratio
versus damped natural period with a comparison of the three specifications for pitch or
roll hover dynamic responses. Note that only MIL-H-8501A has a separate boundary for
VFR conditions. As mentioned above, it is assumed within MIL-F-83300 that "IFR
capability is inherent in all military aircraft operational missions." For the limited
data available very few conclusions can be drawn about the adequacy of the
specifications boundaries. Of the three aircraft shown only the SH-60B shows a
"conventional" phugoid mode. Reference 7 presents the point thet for aoderr helicopters
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the figure 11 KIL-F-83300 boundary Is generally undemanding. This is questionable
considering the SH-600 response that Navy pilots deseribed as adequate for the LAMPS
mission. Both the CH-53D and the XN-s9A have also been qualitatively described as
having level I characteristics. In particular the CH-53D has essentially dead-beat
dynamic responses In hover. From the date analyzed It appears that MIL-H-S5OIA gives
adequate guidance for hover dynamic responses.

Just as in hovering conditions, It Is necessary that a helicopter have satisfactory
dynamic response characteristics In forward flight. For example, In contour flying or
mine swoping missions, a slowly divergent phugoid response with a gradual altitude loss
would be objectionable. 141L-H-SSO1A specifies VFR and IFR dynamic response criteria for
the longitudinal axis (the same as the above hover requirements), while only stipulating
IFR criteria for the lateral-directional ones.

Looking first at the longitudinal criteria, figure 12 shows a comparison between
the VSTOL and helicopter specification boundaries. The helicopter specification Is by
far the most lenient in specifying stability requirements, In particular for long period
responses (-20 seconds) under VFR conditions. In contrast, the VSTCL specifications do
not allow divergent long period dynamic responses. With augmentation on, the three
vehicles shown on figure 12 easily satisfied all the specifications. Each aircraft has
also been given level 1 ratings, In particular the SH-60B is described as having
excellent phugoid damping It should be noted that both VSTOL specifications have
additional requirements for short period oscillations such that the damping ratio must
be at least 0.3. AGAND 577 defines a short period response such that the damped period
is less than 3 to 6 seconds. NIL-F-83300 specifies short period requirements according
to figure 13. Note that the frequency boundary is a function of the vehicle n/e ratio.
The CH-53D was the only vehicle analyzed that showed a short period type response, and
it compared favorably with the figure 13 boundaries (e.g. C)0.3). For the vehicles
compared against NIL-H-6501A, the specification gives lenient but adequate guidance for
normal flight conditions.
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The lateral-directional dynamic stability requirements as specified by the VSTOL
and helicopter specifications are shown on figure 14. The aame general trend Is
followed by each criterion. Note that MIL-H-8501A has no requirement for VFR
lateral-directional dynamic stability. The cluster of open symbols shows a common
damped dutch roll response for the single rotor helicopters (SH-60B, CH-53D, SH-3A)
analyzed. This type of yaw-roll coupled dynamic response has been given unsatisfactory
ratings for single rotor helicopters. Thus there should at least be a baseline criteria
limiting allowable divergent responses for VFR conditions. For augmentation on the
responses are all well-damped over a wide range of frequencies. An Interesting
comparison between varied rotor configurations is shown on figure 14 as the ABC has a
dutch roll response that falls right on the MIL-F-83300 level 1 boundary. Pilots
described the ABC as having very satisfactory lateral-directional forward flight
characteristics that were very similar to a fixed wing aircraft. A Sikorsky report
(reference 22) on the ABC compared this response to MIL-F-8785, the fixed wing flying
qualltites specification. The ABC again appears as an anomaly in comparison to the
helicopter specification boundary. For the vehicles analyzed MIL-H-8501A gives adequate
guidance for IFR lateral-directional dynamic responses but has no guidance for VFR
conditions.
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FIGURE 14: FORWARD FLIGHT LATERAL-DIRECTIONAL
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CONCLUSIONS

FIXED-WING

Since the acceptance of NIL-F-83300, sufficient Insight has been gained to warrant
the revision Of some sections and the addition of others to the specification. This
revision process must be an Interactive one including Inputs from all elements of the
YSTOL community - both government and Industry. This paper has presented the status of
recent developments in the establishment of revised criteria. Specifically:

Available visual cue information level must be adequately
defined and included within the specification of minimum
control augmentation and display levels.

Equivalent, low order system definition appears to be a
viable approach to the specification of levels of hover
stability and response of highly augmented VSTOL configurations.

Unique specification of response parameters for attitude
rate, attitude and translational rate augmentation Is required.

Continuing work Is planned to validate proposed criteria revisions through
In-flight simulation. Other areas of the VSTOL flight envelope (i.e., transition and
conversion) are also being examined.

ROTARY-WING

Although the need to update NTL-H-8501A has been known for many years, very little
systematic work has been directed towards developing modern criteria. A step towards
this goal Is the future Army-Navy program designed to develop an updated rotary-wing
handling qualities specification. This paper has presented the major deficiences In
NIL-H-8501A as cited by many previous papers as well as the significant results of a
preliminary Navy assessment of MIL-H-8501A. In particular:

MIL-H-8501A does not give adequate guidance to address the



2-17

differences in handling qualities characteristics between
hovering and forward flight conditions.

1AIL-H-8501A has very limited guidance tor degraded flying
qualities, especially towards defining minimum characteristics
for AFCS failures.

The hover control power criteria (attitude response and
rate damping criteria) inadequately address varied mission
characteristics or rotor configuration differences.

Dynamic response criteria are in general adequate but
very lenient, in particular for VFR mission requirements where
no guidance Is given for lateral-directional responses.

Analyses in the areas of height control response, aerodynamic and gyroscopic
cross-coupling characteristics, and autorotation criteria are underway.



*2-18

REFERENCES

1. Anonymous, "Flying Qualities of Piloted VSTOL Aircraft,w MIL-F-83300, Dec 1970.

2. Scheuren, MAJ W. J. and Dunn, J. L., "Flying Qualities and Performance Trials of the
Model AV-8A Airplane," Naval Air Test Center Report FT-27R-71, 28 Apr 1971.

3. Lacey, T. R., "MIL-F-83300; View from an Aircraft Designer," Proceedings of the
Navy/NASA VSTOL Flying Qualities Conference. pp 21-52, Apr 1977.

4. Anderson, S. B., "A Comparison of the VSTOL Handling Qualities of the VAK-191B with
the Requirements of AGARD Report 577 and NIL-F-83300," NASA TP-1494, Jul 1979.

5. Anonymous, "Helicopter Flying and Ground Handling Qualities; General Requirements
for," MIL-H-8501A, 7 Sep 1961.

6. Walton, R. P. and Ashkenas, I. L., "Analytical Review of Military Helicopter Flying
Qualities," Systems Technology, Inc., Technical Report No 143-1, Aug 1967.

7. Green, D. L. and Richards, R. B. Jr., "Review of MIL-F-83300 'Flying Qualities of
Piloted VSTOL Aircraft' to Assess the Applicability to Helicopters," Pacer Systems,
Inc., Technical Report No PWR-054-72, Mar 1972.

8. Key, D. L., "A Critique of Handling Qualities Specifications for US Military
Helicopters," AIAA Paper 80-1592, Aug 1980.

9. Dooley, L. W., "Handling Qualities Considerations for NOE Flight," American
Helicopter Society Journal, Vol 22, No 4, Oct 1977.

10. Pitt,D. M. and Heacock, F. E., "Advanced Scout Helicopter Flying Qualities
Requirements, How Realistic Are They?" AHS Report 79-28, May 1979.

11. Anonymous, "VSTOL Handling Qualities Criteria, Part I - Criteria and Discussion Dec
1970; Part II - Documentation," NATO AGARD Report 577, Jun 1973.

12. Hoh,R. H. and Ashkenas, I. L., "Identification of Priority Deficiencies in
MIL-F-83300 and Possible Improvements Required for Navy Sea-Based Operations," STI
Working Paper No 1116-1, Feb 1978.

13. Anonymous, "Flying Qualities of Piloted Aircraft," MIL-F-8785C, Nov 1980.

14. Anonymous, "NAVTOLAND Navy Vertical Takeoff and Landing Program," Naval Air Systems
Command, NAVTOLAND Project Office, Sep 1976.

15. Anonymous, "VSTOL Displays for Approach and Landing," AGARD R-594, Jul 1972.

16. Lebacqz, J. V. and Aiken, E. W., "A Flight Investigation of Control, Display and
Guidance Requirements for Decelerating Descending VTOL Instrument Transitions Using the
X-22A Variable Stability Aircraft," Calspan Corp., Report AK-5336-F-1, Sep 1975.

17. Lebacqz, J. V., Radford, R. C. and Beilman, J. L., "An Experimental Investigation
of Control/Display Requirements for a Jet Lift VTOL Aircraft in the Terminal Area,"
Calspan Corp., NADC 76099-60, Jul 1978.

18. Hoh, R. H. and Ashkenas, I. L., "Development of VTOL Flying Qualities Criteria for
Low Speed and Hover," Systems Technology, Inc., NADC 77052-30, Sep 1979.

19. Hodgkinson, J. and LaManna, W. J., "Equivalent Systems Approach to Handling
Qualities Analysis and Design Problems of Augmented Aircraft," AIAA Paper No 77-1122,
Aug 1977.

20. Carpenter, C. G. and Hodgkinson, J., "VSTOL Equivalent Systems Analysis," McDonnell
Aircraft Co., NADC 79141-60, May 1980.

21. Radford, R., "An Experimental Investigation of VTOL Flying Qualities Requirements
for Shipboard Landings," Calspan Corp., NADC 77318-60, Jun 1981.

22. Ruddell, A. J., et al, "Advancing Blade Concept (ABC) Technology Demonstrator,"
USAAVRADCOM-TR-81-D-5, Apr 1981.



EQUIVALENT SYSTEMS CRITERIA 
FOR

HANDLING QUALITIES OF MILITARY AIRCRAFT
J. Hodgkinson

MCDONNELL AIRCRAFT COMPANY
MCDONNELL DOUGLAS CORPORATION

P.O. BOX 516
ST. LOUIS, MO 63166

Introduction - Low order equivalent systems appear viable for mapping high order augmented
systems into a lower-dimensional form suitable for specifying flying qualities. Degrees of
allowable mismatch between high and low order systems are defined in tentative new
criteria. Alternative specification methods, such as the Neal-Smith method and the band-
width method, are fundamentally similar to equivalent systems. Because the alternative
methods involve mapping, they too exhibit mismatch.

Simulation and Specification for Aircraft - In the pest, the short term pitch rate dynamics
of aircraft were readily represented by this linear second order response to stick force.

K(S + l/T82) (1/Ta 2-

FS S2 + 2 w5+ 2

Texts such as Reference 1 define all of the terms in this function, using aerodynamic
characteristics, aircraft speed, inertia, etc. This expression ignores some other higher
order terms which have to be assessed separately - for example, structural modes, stick
dynamics, and the interaction of other aerodynamic modes of motion such as the phugoid.
The effects of these terms were small, as were the effects of linearization; or if they
were significant, they could be considered separately. Thus this transfer function defined
a well-accepted mathematical "simulation space" in which the response was defined.

All of the parameters in this response appeared (explicitly or implicitly) in the fore-
runners of the flying qualities Military Specification MIL-F-8785C (Reference 2). There-
fore, this set of parameters was entirely suitable for defining flying qualities regions.
The four parameters K, T82, 'SP. and CSP defined a well-accepted "specification space".

For past aircraft, the dimension of the simulation space and the specification space
was the same. In emerging designs the flying qualities were determined by interpolation
between known research data points in the space. Incidentally, it requires about four
pages in KIL-F-8785 to specify flying qualities in this four-dimensional space.

Simulation and Specification for Modern Aircraft - Figure 1 illustrates a pitch rate
transfer function which emerged during development of the F-18 flight control system. The
simplifying assumptions are similar to those used in Equation (I). This is a digital
system and some digital effects, such as aliasing filters, are included, but the effects of
sample and hold and computational delay are not. Given that the designers will make allow-
ance for these elsewhere, Figure 1 was the accepted simulation model of that particular
system. The simulation space for this example had 89 dimensions. Following our experience
with past aircraft, we might estimate that to define flying qualities regions in the 89-
dimensional specification space would take 89 pages in MIL-F-8785. Clearly another
approach was needed.
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FIG. I MODERN HIGH ORDER RESPONSE

Finding alternative methods of specifying the flying qualities of these high order
systems is a challenge. Analytical tools have emerged so that high order systems can be
specified in fewer dimensions. Examples for short-term pitch dynamics are. the equivalent
system approach, which approximates high order responses with low order responses; the
Neal-Smith method, which uses a mathematical model of the pilot; and the bandwidth method,
which takes simple frequency response measurements. If the gain parameter K is specified
separately, equation (I) has a three-dimensional specification space. The other two
methods are only two-dimensional. Human pilots, of course, process these systems to
produce a one-dimensional specification of flying qualities, namely, the Cooper-Harper
rating, as shown in Figure 2.
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FLYING QUALITIES SPECIFICATION COMPLIANCE FOR PAST AND MODERN AIRCRAFT

Equivalent SgtTMa - As mentioned, one approach to specifying high order responses such as
that of Figure 1 is offered by the use of equivalent systems. MIL-F-8785C requires manu-
facturers to match the high order frequency responses with lower order classical forms
(e.g., equation 1). A computer program is used for matching.

Most of our experience has been with longitudinal equivalent systems, though ma.ched
equivalent systems are required for lateral-directional dynamics also. Matching disallows
the often misleading procedure of extracting a subset of the high order roots for
evaluation.

Equivalent Time Delay - Early equivalent systems studies by DiFranco, Neal and Smith, and
MCAIR (References 3, 4, and 5) determined quickly that the specification space of classical
systems defined by Equation (1) was insufficient for high order systems. For one thing,
the phase lags of high frequency modes were not accounted for. As mentioned in
Reference 1, "for low-pass inputs the major gross effect of the highest frequency modes,
assuming that they are well beyond the crossover frequency, is an initial time delay."

As Figure 3 points out, an equivalent time delay approximates the high frequency terms
quite well. Surprisingly, in the DiFranco and Neal and Smith investigations, these delays
consistently degraded pilot ratings down. Therefore, time delay must be used in any viable
equivalent system, adding one extra dimension to the specification space in MIL-F-8785.
Equivalent delays of .1, .2 and .25 seconds are the upper Level 1, 2, and 3 limits. More
recently we have defined phase delay, Ep (Figure 4). This enables the engineer to extract
the time delay effect from a phase frequency response by hand. Usually, Tp is numerically
very similar to equivalent delay.

Some idea of the importance of delay effects is gained from regression analysis of
Neal and Smith's 61 configurations. The simple equation

Pilot rating - 3.7 + 24.8 Tp

has a correlation coefficient of .70. The multiplier of 24.8 on T shows that it would
take only 40 milliseconds of equivalent delay to degrade a configuration by one Cooper-

Harper point.



The later data of Smith (Reference 6) were analyzed also. The equation w

Pilot rating - 2.5 +25.3 Tp

The correlation coefficient was 81%.
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These correlations show that the Calspan experiments of References 4 and 6 success-
fully defined the added specification dimension needed for augmentation systems. These
experiments are the basis of the equivalent systems work which eventually led to the formal
requirements of NIL-F-8785C.

In the V/STOL experiment of References 7 and 8, we varied both time delays and gain in
the command path. Figure 5 illustrates that without time delay, a high gain produced an
excellent rating but even small delays led to pilot-induced oscillations. Similar results
(to be published by Calapan shortly) have been obtained in flight using the CTOL NT-33.
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FIGURE 5
INTERACTION OF STEADY STATE GAIN AND TIME DELAY

The pilot rating degradation due to delays (as discussed in Reference 9) has not been
predicted consistently in ground-based simulation. Exaggerating the simulated command gain
is one possible way of forcing the pilot into the task and producing more reliable rating
degradations in ground-based simulators.

Equivalent delays are used to approximate the effects of many different flight control
components. These include stick prefilters, feel systems, actuators, and structural
filters. Perhaps surprisingly, digital systems need not be large contributors. Sample and
hold times, computational delays, aliasing prefilters and postfilters add to the "overhead"
of delay which must be accounted for. But these have often produced less equivalent delay
than analog components.

Equivalent System Misr"atch Envelopes - Because equivalent low order systems approximate
high order systems, there is a need to define what differences are allowable in order to
evaluate the precision of match. Valuable exploratory data were gathered in a joint
USAF/USN/MCAIR simulation in 1978, using the Calspan variable stability NT-33
(References 10 and 11). We designed high order and low order equivalent systems with
mismatches of various magnitudes in various frequency ranges. We expected large mismatches
to be directly correlated with pilot rating differences. Instead, we could see little
correlation. High order systems had the same ratings as their low order equivalents, even
if the mismatch was large.

When we performed a later study for V/STOL aircraft, we took these data into account.
On that basis it seemed unlikely that our ratings would show the desired differences if we
simply minimized the frequency response difference between the high and low order systems.
So, this time we simulated local mismatches in various frequency ranges by adding higher
order terms to low order systems. By doing this progressively - for example, adding more
and more high frequency lag - we were able to note the point where pilot ratings became
significantly different on the two systems.

We sunmarized these fixed-base V/STOL simulation results (References 7 and 8) by
drawing an envelope around the frequency responses of the added terms. The result
(Figure 6) suggested a reason for the pilot's insensitivity to mismatch in the earlier

MT-33 study. Even though the mismatches were far larger than those usually generated by a
computer program, they were still within the envelopes and therefore remained largely
unnoticed.

Calepan, in the CTOL, in-flight simulation studies ot Neal and Smith (Reference 4) and
Smith (Reference 6) also evaluated high order effects by adding them to low order systems.
Although in their experimental design they did not have mismatch in mind, we were able to
use their results to generate envelopes (Reference 12). The esvelopes (Figure 7) appear in
the proposed flying qualities Military Standard, Reference 13. Again, the envelopes are
quite large. When we reanalysed the NT-33 data of References 10 and 11, those mismatches
which were not noticed generally fell within the envelopes.

L '1



The envelopes emphasize the Lmportance of a good match in a oentral froquenoy regiom
(about 2 to 4 radians per second). We therefore modified our computer program so that the
match process can be weighted more heavily in the central region. In practice, the
weighting changed the equivalent system parameters very little.

0101

-u I I II
dm

so

-D

ILI 10

FIGURE S
ENVELOPES OF MAXIMUM AUGMENTATION

ADDED WITHOUT AFFECTING RATING
20 1 10

Original *nveopea

-- 0- Transfer fun rction mathee 90

GAIN 0 PHASE

do DEG

0.1 1 10 1000.10I

FREQUENCY- RA•iAEC FREQUINCY. RAD•IE

FIGURE 7
CTOL ENVELOPES AND TRANSFER FUNCTION MATCHES

In the experiments mentioned so far, the high order terms were added to the low order
system one at a tim. However, it is recognised that an equivalent may have more than one
distinct region of mismatch. We would hope that any such system, even if the mismatches
fell within the envelopes, would be questioned by the procuring activity.

The Mismatch Problem

It is frequently said that a fundamntal drawback of equivalent systems is the need to
define an acceptable level of mismatch.

Other criteria have emerged, however, such as the geal-Smith and bandwidth method,
which simply use the response of a systm, regardless of its order, and do not involve a
matching process. Therefore it is frequently said that the question of mismatch does not
arise, which is a fundamental advantage.

C --- .- --- --
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However this statement turns out to be quite untrue. This can be seen by viewing any
specification method heuristically as a mapping process, as follows.

Specification space is the image space, and the simulation space is the inverse image
space. For every system in the image space, there is an infinitely large inverse imago set
in the inverse image space. *Mismatch" is the difference between any member of the inverse
image set and a "minimum order system" which maps one-to-one onto the image space.

An an example, a specific equivalent system, with given specification parameters,
could result from a number of different higher order systems. Mismatch defines the differ-
ence between any of these higher order systems and the equivalent system. For example,
sum-of-squares frequency response mismatch (a scalar with a value of about 10 or loe for a
visually acceptable match) has been defined in Reference 5. The minimum order system for
the equivalent system method is the equivalent system itself.

The challenge is to find minimum order systems which, conceptually, span the specifi-
cation space of other specification method.

Neal-Smith Method - As shown in Figures 8 and 9 the Neal-Smith method (Reference 4)
uses pilot lead or lag compensation as a measure of system, and cloned-loop resonance as a
measure of vulnerability to pilot-induced oscillation. A pilot model is used which
maintains a fixed pilot-in-the-loop bandwidth.
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Figure 10 compares pilot lead with equivalent short period frequency. The two
parameters are closely related, as would be hoped.
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More complex, but equally valid, correlations were found between bleal-Smith and other
equivalent system parametorst in particular, equivalent delay. Apparently the Real-Smith

adequivalent systems methods caq~lement each other while producing essentially similar
information (Reference 14).

Finding a minimum order system for the Real-Smith method is not simple. We examined
various transfer functions and allowed a time delay as part of the form. Preliminary
results suggest that different order systems are required for different regions of the
Neal-Smithi specification space. However, a large region of the space in sapped by

K K

ndthis is sufficient to demonstrete an example of mismatch for the Heal-Smith method.

Figure 11 shows three high order configurations with essentially the same parameters
in the Heal-Smith specification space. Two are high order systems, and one is the minimum
order syste..

t According to the Weal-Simith specification parameters, the mismatches shown in
Figure 11 (1108 for configuration 2-2, and 1116 for 5-4) should be insignificant to the
pilot. Equivalent systems separately determined for the two high order configurations in
Reference 15 obtained mismatches of 24 and 2 respectively. Because of their higher
dimensionality, equivalent systems produced loes mismatch then the Real-Smith method. The
goal-Smith method probably produced similar specification parameters for these three
different systems because they are dynamically similar in the 2 to 3 radians/seoned region.
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The Bandwidth Method - Figure 12 defines bandwidth as proposed for the flying
qualities Nilitary Stand&.d and Handbook. It reverses the Meal-Smith philosophy by
defining the bandwidth for gain-alone pilot compensation. It is used with phase delay,
defined in Figure 4, to specify flying qualities (Figure 13). Figure 14 shows the high
correlation of bandwidth frequency with equivalent system frequency.

For the bandwidth method, the minimum order system iss

8  
-TS

Figure 15 shows two different high order systems and their minimum order system. Again,these all have the same specification parameters according to the bandwidth method. The
phase responses are very similar in the 45' phase margin region (about 2 to 3 radians/
second). The mismatches are 519 and 84 for configurations 2-3 and 4-11 respectively.
According to Reference 15 equivalent system mismatches were far lower -36 and 0.3. Again,
the higher-dimensioned method produces the lowest mismatch.
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conclusions - Low order equivalent system appear to be suitable for specifying the flying
qualities of high order augmented system, as proposed in Reference 16. Even though
augmentation systems increase the dimensions of the specification space, an equivalent time
delay term can be used to approximate these effects.

However, other methods also can be used to produce similar information, though their
underlying assumptions may appear different.

Any method for specifying high order systems involves a reduction in dimension. This
means that some high order effects are ignored. Those effects are quantified as "mismatch"
in determining equivalent systems. Mismatches can also be quantified for the other
methods, such as the Neal-Smith and bandwidth method, using concepts of mapping and a
'minimm order system'. Therefore, mismatch should not be viewed as peculiar to the equiva-
lent system method.

Predictably, the more a specification method reduces the dimension, (i.e., the lower
the order of its minimum order system) the larger the mismatch can be. Thus the two-dimen-
sional Meal-Smith and bandwidth methods typically produce more mismatch (i.e., ignore more
high order effects) than the four-dimensional equivalent system method.

All methods for high order systems are in a real sense equivalent system methods.

Acknowledgements

The contributions of J. A. Koegler and J. R. Wood of MCAIR are acknowledged.

REFERENCES

1. McRuer, Duane; Ashkenas, Irving; and Graham, Dunstan, "Aircraft Dynamics and Automatic
Control," Princeton University Press, 1973.

2. Moorhouse, D. J., and Woodcock, R. J., "Background Information and User Guide for
NIL-F-8785C, Military Specification-Flying Qualities of Piloted Airplanes,"
ANWAL-TR-81-3109, June 1981.

3. Dilranco, D. A., "In-Flight Investigation of the Effects of Higher-Order Control
System Dynamics on Longitudinal Handling Qualities," AFFDL-TR-68-90, August 1968.

4. Neal, T. P., and Smith, R. E., "An In-Flight Investigation to Develop Control System
Design Criteria for Fighter Airplanes," AITDL-TR-70-74, Vol*. I and II.

5. Hodgkinson, J., LaManna, W. J., and Heyde, J. L., "Handling Qualities of Aircraft with
Stability and Control Augmentation Systems - A Fundamental Approach," J. RABS,
February 1976.

6. Smith, R. E., "Effects of Control System Dynamics on Fighter Approach and Landing
Longitudinal Flying Qualities," AFFDL-TR-78-122, March 1978.

7. Carpenter, C. G., and Hodgkinson, J., "V/STOL Equivalent Systems Analysis,"
NADC-79141-60, May 1980.

8. Carpenter, C. G., Clark, J. W. Jr., Hodgkinson, J., "Quantification of V/STOL
Equivalent System Characteristics Through Analysis and Ground-Base Simulation," AIAA
Atmospheric Plight Mechanics Conference, Danvers, Mass., August 1980.

9. Hodgkinson, J., and Snyder, R. C., "Flight Evaluation of Augmented Fighter Aircraft,"
AIAA Atmospheric Flight Mechanics Conference, Danvers, Mass., August 1980.

10. Smith, R. E., Hodgkinson, J., and Snyder, R. C., "Equivalent System Verification and
Evaluation of Augmentation Effevts on Fighter Approach and Landing Flying Qualities,"
AFWAL-TR-81-3116, September 1981.

11. Hodgkinson, J., and Johnston, K. A., "Initial Results of an Inflight Simulation of
Augmented Dynamics in Fighter Approach and Landing," AIAA Guidance and Control
Conference, Boulder, Colorado, August 1979.

12. Wood, J. R., and Hodgkinson, J., "Definition of Acceptable Levels of Mismatch for
Equivalent Systems of Augmented CTOL Aircraft," MDC A6792, 19 December 1980.

13. Kob, R H., et al, "Proposed NIL Handbook - Handling Qualities of Piloted Airplanes,"
AFWAL TR (Preliminary) December 1981.

14. Hodgkinson, J., "Comparison of Two Flying Qualities Design Criteria for Advanced
Flight Control Systems," in Crcubie, R. B., and Moorhouse, D. J., "Flying Qualities
Design Criteria," Proceedings of AFFDL Flying Qualities Symposium held at WPAFB
October 1979.

15. Johnston, K. A., and Hodgkinson, J., "Flying Qualities Analysis of an In-Flight
Simulation of High Order Control System Effects on Fighter Aircraft Approach and
Landing," NDC Report A5596, 22 December 1978.

16. A'Harrah, R. C., Modgkinson, J., and LeManna, W. J., "Are Today's Specifications
Appropriate for Tomorrow's Airplanes?", AW Plight Mechanics Panel Sympoium on
Stability and Control, Ottawa, Canada, September 1978.



Piloted Handling Qualities Design Criteria
for High Order Flight Control Systems

by
John C. Gibson

British Aerospace
Public Limited Company

Aircraft Group, Warton Division
Norton Aerodrome, Preston, Egland.

SUMMR

In the period broadly under review, the 1970's, several aircraft have been brought into service
which utilise full authority fly-by-wire (7BW) control systems, firstly with analogue techniques and more
recently with digital computing. While many benefits have been obtained, it is true to say that sach
systems have not always reached their full potential to provide handling qualities superior to such
simpler aircraft of the past. In particular, sluggish response and pilot induced oscillations (PlO) in
both pitch and roll axes typify the experience with a high proportion of F7W aircraft.

To avoid such problems it Is necessary to maintain a clear understanding of the basic response
characteristics of "low order" aircraft, that is sircraft with insignificant control system dynamics. The
relationships between these are discussed and satisfactory ranges derived from in-flight experiments are
presented. It Is shown how "high order" aircraft responses can be directly and simply related to "low order"
requirements as expressed in 1IL--8785. Several criteria are presented which permit adjustment of handling
qualities for some specific tasks, including one assuring satisfactory control at touchdown.

While this paper is almost exclusively confined to the pitch axis, similar methods can be applied to
the roll axis. These methods are in routine use at British Aerospace and are proving highly effective in
providing excellent handling qualities.

1. INTRODUCTION

The most significant change affecting handling qualities in the Seventies has been the widespread
adoption of FBW control systems with full control authority, replacing the small authority stability
augmentation systems which were mainly effective in small perturbation manoeuvres. FW has given the flight
control system (FCS) designer the power to modify handling to an extent never before possible, more
especially with newer digital FCS where complex gain scheduling and filtering, cross-feed paths, multiple
feedbacks etc. become feasible. It should have been possible to ensure outstandingly good handling on all
these aircraft, but sometimes experience has failed to match expectation.

In contrast, there have always been examples of low order aircraft through aeronautical history
rated as "pilots' aircraft" because of their excellent handling qualities. As performance increased so
that powered controls became necessary, problems including PIO's arose caused by valve forces, actuator
lags, spring-and-bobweight pitch feel, and so on. Solutions to all these problems were found during the
1950's. Especially noteworthy were the efforts by STI and others to determine pilot-aircraft closed loop
behaviour and PIO causes by pilot modelling. By the early 60's this work was essentially complete in that
the knowledge available then is still largely sufficient to avoid most of today's handling problems.

It remained true that "pilots' aircraft" were those departing least from traditional low order
characteristics. A classic example is the Lighting, still in service with high performance even by today's
standards, whose prototype flew in 1954, which explored its complete flight envelope Initially and safely
without stability augmentation, including very high speeds "on the deck" despite being designed as a high
altitude supersonic interceptor. Close attention to the quality of its control circuits, actuator
performance, use of hydraulic pitch 0-feel and a simple 3-axis damper system were combined with its
aerodynamic qualities into an aircraft always greatly liked by its pilots for its handling qualities.

With today's FCS technology it has proved easy to eliminate the uncommanded nuisance responses of
past aircraft, for example the pitch trim changes with flaps, reheat, airbrakes and transonic effects,
dutch roll and sideslip excitation in coarse manoeuvres, and so on. It is impressive to a pilot to be able
to open the throttle at low speed and simply await the arrilval of maximum speed without touching the stick -
but it is not essential to his mission task. It is essential that when he does touch the stick the response
is predictable in attitude and flight path, and it is here that it has proved equally easy to introduce
undesirable characteristics. Invariably these turn out to be unlike traditional ones, and the question to
be answered is "haat are the desirable traditional characteristics?".

MIL-F-8785B specified such characteristics and provided a large body of beck-up information and
guidance. It was the intention of 8785C and will be the intention of the new revision to require aircraft
with any FCS to have essentially the same handling qualities. While the spirit of such a complex

*specification can sometimes be beaten by an absolutely strict adherence to the letter, such an intention is
unquestionably the right one in general terms. Because it is mostly defined by low order parameters, for
example the pitch short period frequency and damping, difficulties have often arisen in its application to
a high order FCS where such parameters are either not identifiable or are srely part of several which
dominate the response.

To resolve this difficulty, two approaches have been developed at Warton. The first Is a time domain
one, in which pilot ratings and especially comment data from in-flight simulation have been correlated to the
five basic step response time history features seen by the pilot, which are normal acceleration, flight path
angle, pitch attitude, pitch rate and pitch acceleration. The broad outline of 8785 can be divided into
subsets of desirable ranges for combat manoeuvring, precision tracking, flight refuelling and landing approach.
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The second approach is a frequency domain one in which optimum frequency response boundaries are derived
for precision attitude tasks accounting for optimum pilot model characteristics. This was done using the
above in-flight comment data and the pilot-vehicle systems analysis methods of 20 years ago.

The result is a range of time response boundaries, frequency response boundaries, and parameter
limits which are applicable to aircraft with any order of FC3 and which are direct and easy to apply.

2. FUNDAMENTAL TIME DOMAIN RESPONSES

A large part of any flight is conducted in an open loop precognitive manner. The pilot is able to
apply discrete, step-like inputs which more or less exactly produce the desired aircraft response. Some
closed loop tracking many also be required if continuous disturbances prevent the desired steacy flight
path from being achieved, either "pursuit" where it is possible to distinguish the effects of his control
inputs from the external effects or "compensatory" when this Is not possible. Tight closed loop operation
is of course necessary in target tracking, and sometimes in instrument flight if the aircraft is very
susceptible to turbulence upsets. While closed loop operation depends upon the frequency domain response
characteristics, successful precognitive control requires the time domain response to lie within acceptable
limits. Failure to satitsy this may well result in additional closed loop control being forced upon the
pilot as he endeavours to compensate by overdriving or smoothing unsatisfactory time responses.

Fig. 1 shows the five basic pitch step time responses which collectively determine the predictability
and nature of the pilot's task. In particular, the attitude response has an important characteristic
labelled either drop back or overshoot. These terms describe the behaviour as the control input is removed
when the attitude approaches the values required. If the attitude stops and returns to some previous value,
it is called drop back, while if it continues on to some increased value it is called overshoot. These
characteristics can of course be measured equally well at the time of the initial control input but they
are not of the same direct significance to the pilot because the response is moving in the desired
direction. Their magnitude is determined by the ratio of the areas in the pitch rate response labelled A
and B.

Fig. 2 shows the relationships of normal acceleration, flight path angle and attitude in more detail.
The short period frequency and damping determine the time response of normal acceleration. Integration of
this gives the flight path angle time response. The attitude response leads flight path by the time
constant Te2 in the attitude transfer function (Table 1) and is greater by the increment in angle of attack
required to produce the normal acceleration. These elementary relationships are fixed by the aerodynamics
of the aircraft and are independent of the FCS. They therefore provide a means of assessing the handling
qualities of any aircraft provided that satisfactory characteristic limits can be defined.

Extrapolation of flight path angle response back to the time axis defines what is in effect an
equivalent flight path time delay, positive to the right of the initial time. This delay is independent
of input and response amplitude for a linear system. Similarly the attitude response yields a constant
time parameter equal to the attitude drop back divided by pitch rate, positive to the left. Attitude
overshoot results in a negative time parameter to the right of the initial time. In either case the sum of
the attitude and flight path time parameters equals Te2. Examination of the two series of in-flight
simulation by Calapan, Rets. 1 and 2, has resulted in indications of satisfactory task-related values for
these time parameters.

Before these are discussed it is necessary to consider how low order short period frequency and
damping requirements can be related to aircraft responses where they cannot be identified meaningfully, am
is often the case with a high order FCS. Fig. 3 shows in simplified boundary form the unit time response
of normal acceleration at the 8785 low and high damping limits. The low damping boundary includes only the
first overshoot, the subsequent decaying oscillation having little effect on the mean flight path angle.
When these boundaries are integrated into the unit flightpath angle responses it can be seen that for any
given frequency, the flight path time delay can vary by a factor of nearly six depending on the damping
ratio.

The 8785 Level I boundaries for frequency have been redrawn to give instead the length of the time
response associated with the permitted frequency, Fig. 4. Here the slowest response is given by the low
frequency high damping limits and the fastest by the high frequency low damping limits. Any aircraft
response which lies within these boundaries satisfies the intent of the low order 8785 requirements and does
not need the equivalent of frequency and damping to be identified.

Some additional provisos should be noted. Any oscillations after the first overshoot must have an
amplitude ratio per half cycle of less than 0.3 to satisfy the minimum damping. The first overshoot should
not breach the upper right hand boundary which represents the low frequency low damping limit. The Control
Anticipation Parameter (CAP) implicit in 8785 frequency limits need to be explicitly stated, that is that
the initial pitch acceleration divided by steady E should lie between 0.28 and 3.6 rad/aeo2 /g. Finally, a
response with pronounced "hang on", that is for example one which follows closely the left hand and upper
boundary limits (very unlike a second order response, but not impossible with a high order PCS) would
introduce a significant flight path drop back with a negative value of flight path delay. The effect of
this is indicated in Fig. 5. It is probably desirable to specify positive delay values to prevent this.

3. DESIRABLE TIM DOMAIN RESPONSE

8785 does not explicitly place bounds on either the time or frequency response of pitch attitude.
Given that most aircraft have had sufficiently similar response dynamics, then empirical frequency and
damping limits have tended to result in acceptable attitude behaviour. The latter's importance in
determining response predictability, closed loop tracking performance, PIO tendencies and so on haa been
recognised and investigated for over two decades. The advent of full authority FCS has made the absence of
attitude criteria unaoceptable for several reasons:-

- Mditional high order response modes oan result in poor or dangerous attitude behaviour.



- Attitude behaviour can be easily modified and so it is necessary to understand its acceptable limits.

- The historic link between between flight path and attitude, that is T2, can be broken by the use of
additional direct lift control.

Calapan In-flight simulations of high order FCS pitch handling using their NT33 aircraft have provided
an invaluable source of information about acceptable attitude and flight path characteristics. In Ref. I
the tasks of air combat manoeuvring, air to air tracking and flight refuelling and in Ref. 2 the approach
and landing tasks were assessed for wide ranges of basic frequency and damping modified by stick
prefiltera to simulate high order effects.

Step responses were calculated for all these configurations and their features compared with pilot
rating and comment data. Some quite clear results were obtained which can be sumarised as follows:-

- Negative attitude drop back (i.e. overshoot) was associated with sluggish, unpredictable response

both in flight path control and in tracking.

- Attitude drop back from 0 to about 0.25 seconds was excellent for fine tracking and was associated
with comments typified by "the nose follows the stick".

- Increasing attitude drop back led to abrupt response and bobbling, from "slight tendency" to
"continuous oscillations", in tracking tasks. Sometimes this was called PlO but It did not caube
concern for safety.

- Attitude drop back had little effect within the range tested upon gross manoeuvring without target,
landing approach or flight refuelling, provided it was not negative.

- CAP up to 3.6 rad/sec
2 
/g was satisfactory for gross manoeuvring without a target, but was

unsatisfactory above 2 rad/sec
2
/g for the landing approach, above 1 rad/sec2 /g for fine tracking,

and below 0.28 rad/sec
2
/g for any task.

- The pitch rate overshoot ratio seems to qualify the drop back behaviour, with a value greater than
3.0 resulting in unacceptable drop back as small as 0.25 seconds. The trends are indicated in
Fig. 6.

- Small values of flight path time delay were associated with excellent flight refuelling control, but
were not essential for good gross manoeuvring and did not on their own ensure predictable behaviour.

- Overshoots In normal acceleration did not cause unpredictable behaviour unless associated with low
frequency, breaching the upper right hand time response boundary of Fig. 4.

The above factors point to a number of design criteria and trend indicators which have been put to use
in control law developments with excellent results. No attempt has been made to define the equivalent of
level 1, 2 or 3 limits and it may be that the most appropriate location would be in the 8785 Handbook, for
example as background guidance. However, one result stands out clearly as a candidate for a new
requirement. This is to specify that attitude drop back be zero or positive, as negative values were always
rated sluggish and unsatisfactory in these experiments. This leads also to the result that some pitch rate
overshoot is always necessary for optimum handling, with the function of minimising drop back for tracking
inputs or of rapid generation of the angle of attack increment required for crisp flight path response in
gross manoeuvres, landing flare, etc. It has no significance otherwise for the pilot unless it bocomes too
large.

It is possible to construct a low order boundary set connecting all three pitch response parameters,
as shown in Fig. 7. This is a modified version of a proposal in the revised 8785 Handbook now being
reviewed (Ref. 3), and fits the supporting data presented there equally well. From Fig. 2 it can be seen
that for zero attitude drop back the equivalent flight path time delay must be Te2 seconds. For any short
period frequency this delay is fixed by the damping ratio, as seen in Fig. 3. The bottom righthand boundary

of Fig. 7 is the resulting zero drop back limit. The bottom lefthand boundary is a PIO criterion based on
pilot-airframe closed loop attitude tracking taken from Ref. 4 and which is discussed later in the section
on frequency response characteristics. If valid it must represent a level 3 limit and therefore some margin
is required from it for level 1, though no PIO data are available to fix the amount, and the boundary drawn
here is based on the CAT.A data points from Ref. 3.

The short period frequency required to achieve zero attitude drop back is expressed in Fig. 8 as a
proportion of the minimum Level 1 Cat.A frequency permitted by 8785, for three damping ratios and several
altitudes over a typical range of wing lift slope and wing loading combinations. It can be seen that heavy
damping permits the widest achievement of this characteristic and that this is increasingly difficult as
altitude and wing loading are increased and lift slope decreased.

The conclusion to be drawn is that for low order aircraft with elementary pitch damper augmentation,
a low manoeuvre margin should be aimed for, with its inherently high natural damping, If precision pitch
handling is required. This is completely consistent with the excellent Lightning low altitude high speed
CLAHS) pitch handling characteristics where in fact a frequency lower than the 8785 minim is satisfactory,
together with only 2.0 lb/g stick forces. The much larger TSR2 prototype also had a low manoevure margin
with good damping in the LAHS region and wax taken on only its 20th flight to 550 knots at 250 feet over
hilly terrain without any stability augmentation. It was rated as having control and response well matched
to this task.

Apart from its use as an indicator of desirable manoeuvre margin trends for one specific task
requirement the Fig. 8 criterion need not be followed very strictly. If the 8785 minimum frequency is
adhered to and this is twice the "optimum" value, for example, then the flight path time delay would be
half the value of T02. As the latter would be quite typically about 0.5 seconds in LARS conditions the

t1



rejulting attitude drop back would only be about 0.25 seconds, which as shown above can be satisfactory
for precision handling. For a high order FCS the application of Fig. 8 is somewhat indirect, indicating
rather the "optimum" normal acceleration tiae response via fig. 3 or 4. For such an aircraft the more
direct approach of specific shaping of the attitude response woul4 of course be adopted instead.

From the combination of the facts that the 8785 frequency is proportional to speed (Table 1) and the
flight path time delay is inversely proportional to frequency (given cohatant manoeuvre margin and damping),
and hence that this time delay is inversely proportional to speed, it will be obeerved that the path
distance represented by the delay is constant. In effect this reveals that the flight path response
bandwidth could be considered to be constant and independent of speed, which may be of relevance to close-in
air-to-air combat. If this is the case then this result is compatible with the concept of a fixed attitude
frequency response bandwidth independent of speed also, a subject discussed here and also in Ref. 3.

4. ATTITUDE FREQUENCY DOMAIN RESPONSE (UP-AND-AWAY FLIGHT)

In the late 1950's and early 1960's the systems analysis approach to the pilot-vehicle closed loop
control in tracking tasks was widely investigated and reported. Ref. 4 was based on such methods and
contains many references to the literature. The more recent "Neal and Smith criterion" is based upon this
method also. The pilot is assumed to act as a linear servo element with gain, time delay, and phase lead
and phase lag equalisation to proe .ce satisfactory tracking performance. ",'racking" of course covers a wide
range of tasks, from controlling ircraft attitude in turbulence to actual tracking of a target. In most
cases the pilot is assumed to respond to the stimulus of the error between the desired attitude and the
actual one, an error assumed to be random in appearance in which the pilot is unable to distinguish the
effects of his control inputs from external effects. This is the pure compensatory tracking situation and
represents the other extreme of the pilot task from the precognitive time response situation.

Mich work was done in attempting to predict pilot opinion from such analyses, though this does not
seem to have been followed in more recent years with the exception of the Neal and Smith criterion. With
the advent of the computing power potential of digital FBW it is now much more useful to the FCS designer
to attempt to shape the aircraft frequency response into a form known to be attractive to the pilot, with
which he can perform both well and easily and hence will result in a good opinion rating. The pilot model
which achieves this aim is well known to be the simple gain and time delay, the latter always being present
in random error tracking. It is possible to define an envelope of aircraft attitude response which is very
"robust", in the sense that the pilot can achieve good closed loop control witha wide range of gain and delay
only. In this approach it is unnecessary to define a pilot-vehicle bandwidth since he has a wide choice
according to the needs of the task.

The classical aircraft dynamics w:hich have always been shown to achieve the best ratings in simple
tracking experiments are a pure gain pitch rate response and the resclting attitude response of K/S. Real
aircraft have inertia, control power limits, and pilots who dislike excessive pitch acceleration, and can
only be represented by this model at low frequencies. These attitude responses are indicated in Fig. 9
using the Nichols' chart form on which open loop and closed loop responses are related. Because of this
facility these charts are often more useful to the FCS control law designer than the more usual Bode plots,
even where no pilot model is being added to the aircraft response. In Fig. 9 a pilot gain and oelay model
is added to a pure low order attitude response to show good closed loop performance with negligible droop
or resonance. The gain is chosen to give the pilot-vehicle open loop crossover frequency of 0.3 Hz and a
small delay typical of simulation results is selected. A K/S response is included for comparison with the
aircraft response with the same crossover frequency.

This basic pilot model assumption underlies the aircraft response boundary limits used as a design
criterion. The crossover frequency typifies the upper end of the 1 to 2 rad/sec. range and the 0.2 second
time delay typifies the pilot delay noted generally in the literature in simulation experiments. Ref. 5
measured the difference between flight and simulation and showed that, while the lead or lag equalisation
did not change, the pilot gain was lower and the time delay was larger in flight.

Choice of these values therefore represents an upper limit on pilot performance in the definition of
aircraft response boundaries. The choice of frequency in Hz rather than radian/second is deliberate since
the pilot sees frequency behaviour in terms of its period or cycles per second, and this serves to present
a more obvious view of the effect of such boundaries.

Fig. 10 shows optimum aircraft pitch attitude response boundaries for precision control tasks, in
which the crossover frequency of 0.3 Hz is inherently assumed. To apply this criterion the aircraft
attitude response to the stick input is plotted so that its open loop amplitude at 0.3 Hz is OdB. The phase
difference between this and the OdB closed loop line represents the allowable pilot phase lag for optimum
tracking. If this criterion is satisfied, all the pilot phase lag can be attributed to his time delay and
no further equalisation is required from him. If the pilot chooses a lower crossover frequency the
allowable lag increases, and he can adopt a larger time delay without departing from a good closed loop
performance.

These boundaries do not represent overall Level I limits. Depending on the task, responses outside
them can be very satisfactory. General characteristics associated with areas outside the boundaries are
indicated, and were derived from correlation with comment data from Ref. 1 and up-and-away flight
configurations. While the boundaries represent the small number of Ref. I cases which were optimum for all
tasks, some cases attained Level 1 ratings for flight refuelling despite bobble severe enough to degrade pitch
tracking to Level 2, and the best flight refuelling case ("really excellent") lay within the boundary confines
but was still a poor Level 2 for tracking because of a subtle blend of large attenuation at higher frequencies
and unbalanced initial-to-final time response. This case had excellent flight path control with small delay,
provided that aggressive attitude control was not attempted. More generally, excessive attenuation at all
frequencies is associated with sluggish unpredictable flight path control also.
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5. PILOT INDUCED OSCILLATIONS

PIO tendencies were noted in Ref. 1 for several cases which were related to low damping or resonance
of the pilot-aircraft closed loop combination. Apparently these could readily be stopped by abandoning
the task or reducing the pilot gain, and flight safety did not seem to be threatened by sustained "locked-in"
oscillations. This result is probably general provided that the response remains linear and predictable
although unsatisfactory or even unacceptable for performance achievement. Ref. 4 discusses the probable
causes of a number of PIO events and concludes that for aircraft with pure low order characteristics, PIO
is impossible. Where the gain margin suddenly reduces by a significant amount, however, a sustained PIO may
result due to the pilot's inability to reduce gain quickly enough. This has been caused in the past by
spring-bobweight pitch feel systems, for example, but a more likely cause with FBW would by actuator
saturation effects, more easily provoked than before because of high forward path gains. Dramatic changes
in gain and frequency can result from increasirg amplitude inputs which outstrip the pilot's ability to
adapt. It has to be accepted by weight-conscious systems managers than an aircraft designed for "Active
Control Technology" really does require active controls!

Ref. 4 proposed a PIO criterion, given in Fig. 7, which was applicable to low order aircraft. It
results from the condition for the open loop frequency and damping at which pilot-aircraft closed loop
damping tends to zero, when the pilot is responding without phase lag to a sustained attitude oscillation
at the frequency where the aircraft phase lag is 180 degrees. While such a condition requires very
unconventional aerodynamics in principle, it is certainly possible to achieve it with variable stability
aircraft and simulators. In such cases it is invariably seen to result in poor opinion ratings and
examples of this are given in Ref. 3, Ref. 4, Ref. 6 and Ref. 7, though they are not always identified as
sueh.

The concept of the "synchronous pilot" who can eliminate phase lag from his inputs in a sustained PIO
because of the predictable response is a very powerful tool in designing to avoid PIO. Such behaviour can
be seen in almost any overcontrol situation involving attitude control, which comprise the great majority
of PIO's. It may not always be absolutely exact but it is close enough to permit consideration of only the
attitude response at 180 degrees phase lag without attempting to predict how the pilot will actually get
into a PIO. If the oscillation is sustained for any length of time the pilot can sometimes be seen to
advance his phase by as much as 90 degrees, but at the beginning he will drop immediately into the
synchronous mode.

No hard and fast PIO avoidance criteria can be given with assurance for up-and-away flight but if the
attitude response remains reasonably linear wizh amplitude, follows tte criterion boundaries in Fig. 10
reasonably closely, and crosses 180 degrees phase lag at a high frequency beyond the range of significant
pilot activity (say above 1.5 Hz), then PIO in up-and-away flight is remote. It is also certain to be
avoided regardless of handling ratings if at the 180 degrees phase lag frequency the application of stop-to-
stop stick inputs results in small attitude response, say ± 2 or 3 degrees. Exactly similar considerations
apply to bank attitude PIO, and the same rules should be applied here also.

While these criteria are intended to permit design of control laws without pilot models, not all
projects will offer the flexibility of a FBW system, and it is always of value to acquire some appreciation
of the pilots' capabilities and limitations. Ref. 7 discusses these as derived from a fixed base simulation
and covers a very wide range of characteristics such as linearity, non-linear remnant, output frequency range,
the por correlation of pilot opinion and tracking performance, the good correlation of tracking performance
with output linearity, and so on. Fig. 11 illustrates the pilot's ability to equalise four widely different
attitude responses from Ref. 7. In three of them his output is largely linear and he is able to reproduce
surprisingly well the K/S aircraft response in the 0.1 to 0.2 Hz frequency range where his output is most
significant. In the fourth case he is quite unable to achieve this and the linear model represents only 50%
of his output while the other 50% is non-linear and results in a rather frantic switching technique. The
boundary found in these experiments between linear and significantly non-linear behaviour, which always
results in poor opinion can be shown to lie along the line of 2wn = 1/T62, the Ref. 4 PIO criterion.

It is therefore possible to construct a set of worst case never-exceed low-order boundaries for
different damping levels at any value of 1/T02, in Bode form to separate them clearly. Fig. 12 shows these
for 1/792 of one radian per second. For any other value the boundary shapes remain identical but the
frequency points are multipled by 1/T02. Note in all cases the low frequencies at which the normal maximum
phase lag value of 180 degrees is reached, and indeed exceeded despite the absence of control system dynamics
in Case 4 of Fig.11 which lies beyond these boundaries. It is of interest to note that such combinations of
low frequency and low damping can be shown to satisfy 8785 requirements, for example CAT.B, with perfectly
reasonable values of wing loading and lift-slope. As discussed earlier, however, it would require unusual
aerodynamics because low frequency is associated normally with low manoeuvre margin and high damping.
Application of these boundaries to a high order system, which could very well display large phase lags at
low frequencies if incorrectly designed, has to be qualitative in nature. This is because the low order
steep attenuation near 180 degrees lag is usually replaced in such cases by a rapid traverse in phase lag
across 180 degrees finishing up eventually with much higher lags, probably resulting in worse PIO
tendencies.

The part played by normal acceleration in PIO's can be no more than qualitative in the sense of
increasing the pilot's cnncern about the structural safety of his aircraft. Ref. 8 clearly demonstrates
the inadequacy of the human linear acceleration sensor, the otolith, to provide accurate feedback. Humans
are indeed able to sense acceleration as small as 0.01g, but the latency time before a steady g of this
level is detected is about five seconds. The dynamic response has large attenuation and phase lag at
frequencies beyond 0.25 Hz, and its actual gain seems somewhat indeterminate.

While it ib certainly difficult to provoke PIO in fixed base simulators it is by no means impossible,
and the resulting pilot behaviour is indistinguishable from typical flight records. The "synchronous pilot"
response to attitude is very easy to demonstrate also. The fact that fixed base simulation is an unreliable

guide to PIO seems certainly due to absence of attitude acceleration cues from the semicircular canals,
probably poor visual display dynamics in the past, and in particular poor cues representing close approach
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to the ground in landings. Lateral PIO's in bank attitude have the same observed synchronous pilot
behaviour as pitch PIO's and obviously can have no input from a linear acceleration. It has always proved
sufficient to treat the "rapid PIO" as a single loop attitude response.

6. THE LANDING APPROACH

This task deserves separate treatment because it can never be avoided and has sometimes revealed marked
tendencies to PIO below 50 foot altitude even where this is not detectable in circuit flying or in
simulations. It is certainly a multi-loop task in attitude, flight path apd speed, and poor achieved
performance is penalised by a bad and possibly damaging landing. The drag and thrust characteristics which
determine whether the aircraft is a "floater" or a "sinker" at touchdown are not discussed here and have not
usually been the direct concern of the FCS designer, although this will change with the introduction of
integrated engine and flight control management for special configurations. In the following paragraphs
it will be shown that satisfactory pitch attitude and flight path response characteristics can be defined
for low or high order FCS systems without difficulty.

Ref. 9 proposed a mechanism for the initiation of landing PIO which has been successfully extended to
include all the cases for Ref. 2. The PIO starts when the pilot begins to perceive the attitude oscillation
in the stick pumping activity in the flare manoeuvre. The latter, noted first in Ref. 10 seems to be a
subconscious testing of the pitch control by pumping at a frequency where pitch acceleration is nearly in
phase with the stick, and at an amplitude of about 6 deg/sec2 . In consequence the attitude oscillation is
180 degrees out of phase with the stick, so that the pilot is already "set up" for a PIO if he detects it
consciously.

In the true low-order aircraft there is substantial attitude response attenuation before the pumping
frequency is reached, itself considerably higher than the bandwidth used by the pilot, and the phase lag
only gradually approaches or exceeds 180 degrees so that the frequency choice is not critical. The high
order FCS can transform this so that the frequency is low, giving a large attitude response at the constant
acceleration level, and the phase lag may rapidly pass through and far beyond 180 degrees. These factors
are sufficient to switch on the latent "synchronous pilot" into a PIO.

Fig. 13 shows an open loop criterion which incorporates all the relevant Ref. 2 cases. Neither the
attenuation (effectively a gain margin of a sort) nor the amplitude alone are a sufficiently accurate metric
but combined as shown they form a clear indication of potential PIO. Although the rating is generally
predicted only to an accuracy of 3, all serious PIO cases with an 8 to 10 rating are unambiguously identified
with large criterion values and all very highly rated cases with small values. However, a further factor is
that no PIO can occur if the response amplitude at 180 degree phase lag is so low that even stop-to-stop
stick inputs generate only a small oscillation e.g. 2 or 3 degrees attitude, as noted earlier.

Although a great deal can be inferred about touchdown behaviour from a very small slice of the
attitude frequency response, overall open loop boundaries are necessary to complete the design process. Those
in Fig. 14 were derived from the Ref. 2 cases. They effectively divide the response regions into two at a
bandwidth limit set by the frequency at which phase lag is 120 degrees. Above this frequency the PIO
tendency at touchdown is determined as in Fig. 13, and reponses satisfying the boundaries automatically
achieve low PIO criterion values. Below the bandwidth frequency the responses useful for flight path cQntrol
are defined. The satisfactory range of bandwidth limit frequencies lies between about 0.25 and 0.5 Hz.

Briefly discussed in Section 3 above, the Ref. 2 cases provide data on satisfactory landing approach
time responses. Large values of attitude drop back, at least up to 1.0 second, which would be wholly
unacceptable for precision tracking, seem to be acceptable with some constraint on initial acceleration and
pitch rate overshoot ratio. This is probably because attitude is not controlled agressively in the landing.
The flight path time delay should not exceed 2.0 seconds for satisfactory approach control and should
certainly be less for optimum touchdown control.

It will be observed from the above results that satisfactory approach handling can be achieved with
values of T02 as large as 3.0 seconds. For quite typical wing loading and lift slope this could be associated
with normal accele'ation per radian of 2.0 for example, well below the 8785 minimum. For equally typical
flare responses of 1.0 deg/second pitch rate or 0.1g, such a configuration needs only an increase of 3.0
degrees angle of attack to achieve this. Stall margins do not impose a limit so long as conventional speed
margins apply. Such considerations strongly support the results in Ref. 11 which conluded also that
minimum approach speed should be set by T02.

It may also be observed that at the 8785 Level 1 minimum frequency and maximum damping the flight path
time delay is 3.0 seconds and the time response takes more than 10.0 seconds to settle after an input, which
are certainly not satisfactory values. For a damping of 0.7 however, these values reduce to a satisfactory
1.9 and 4.0 seconds.

In all cases where such landing approach criteria have been tested they have successfully described
the aircraft behaviour, commencing in 1972 with use of the stick pumping criterion (Ref. 10) to predict prior
to first flight the final approach control activity at engine idle conditions, through the initial criterion
development described in Ref. 9, followed by expansion into the present forms described here using the Ref. 2
data with recent application to published characteristics and comment ratings of the Fl4, YF12, Space Shuttle
and BI. It is especially interesting to note that aircraft as large as the latter two are described as
sluggish or satisfactory by exactly the same criteria as small Class 4 aircraft.

The final proof of validity has been demonstrated by the digital FUW Jaguar, with probably the first FCS
designed with a specific process for avoiding landing PIO as well as providing excellent approach and landing
characteristics, in both the pitch and (by similar methods) the roll axes. The handling has turned out as
predicted, down to the precise stick pumping amplitude and frequency, and remains excellent in severe
crosswind and turbulence conditions. It is believed with confidence that application of these criteria to
other new desgns will ensure similar handling despite the inability to detect PIO reliably on fixed base
simulators.



7. DELAYS AND PHASE LAG

Time delays or transport delays essentially do not occur in analogue FCS, whether high order or not.
They occur in digital FCS, of course, but it is rather unlikely, when limited to values essential to attain
system stablity, especially so for increasingly unstable airframes of the future, that they will have any
discernible effect on handling. As noted in the PIO discussion, discontinuities and nonlinearities due to
actuation rate and acceleration limits are potentially far more serious in a high gain FBW system and require
careful treatment.

Phase lags are inseparable frm analogue or digital control systems and excessive values have been the
root cause of most FIW handling problems. However, it is a mistake to believe that specification of in-flight
stick to control surface phase lag is either necessary or sufficient to prevent such problems , as two
examples will demonstrate.

- In a low seeod landing configuration where a low short period natural frequency has been augmented
to a higher value, the airframe will of couse lag the control surface by large phase angles at
frequencies used in control inputs. It is therefore essential to ensure phase lead in the surface
activity to obtain acceptable airframe phase lags. Meeting s phase lag requirement only would
probably ensure PlO.

- A very high short period natural frequency (16.0 r/a) configuration was simulated in Ref. 1 Case 8,
which would of course have required surface phase lead in the WT33 airframe . The optimum version,
8D, had a stick lag prefilter with 0.3 seconds time constant, which has about 60 degrees phase lag
at 1.0 Hz. If a "real" airframe had had such a high frequency it would have required the same lag
prefilter. In this case meeting a small phase lag requirement would ensure an excessively abrupt
pitch response and prevent precision control achievement.

While low actuation phase lags are necessary for FBW systems, which could legitimately require some
specification, control surface behaviour in flight is not uniquely definable except as the indirect result
of achieving satisfactory attltude or flight path response.

The latter can be completely described and specified by the criteria presented in this paper without
reference to the control surfaces.

No definition has been seen so far ,ihich adequately defines the difference between the low order and
high order FCS. It is suggested that what matters to the pilot is not the transfer function order but the
apparent "order" of the response which he sees. This can be defined qualitatively by the maximum possible
phase lag of any of these responses, for example zero degrees for pitch acceleration, 90 degrees for pitch
rate, 180 degrees for pitch attitude, and 270 degrees for flightpath angle, for the pure low order aircraft.
Long experience has shown that the addition of moderate actuation phase lags need not alter the essential
low order characteristics so far as the pilot can observe them. It is also well established that good
handling qualities are confined to regions within this broad definition of low order responses.

Hence an overriding consideration for high order FCS design should be an attempt to contain phase lags
to values no greater than the above plus say an extra 30 degrees for all frequencies below 1.5 Hz or
preferably even 2.0 Hz.

8. CONTROLLER CHARACTERISTICS AND STICK FORCES

It is well known that rigid centre and sidesticks have been flown in a number of programmes. ?Ore
satisfactory characteristics have also been shown to result from introduction of some motion of sidesticks
and considerable research has been conducted in recent years on the Calepan T33 to determine the required
force-displacement gradients.

Centre sticks will probably continue to be widely used for many years. The lack of clear guidance to
optimum force-displacement gradients probably reflects the ability of most pilots to perform most tasks
acceptably with a wide range of gradients. (See for example Ref. 12). The exceptionally demanding LARS
environment was studied in a g-seat simulator experiment reported in Ref. 13, in which great care appears
to have been taken to validate results against flight and to involve an unusually large number of pilots.
This did produce clear guidance which has subsequently correlated well with a series of aircraft designed
for the LAHS role.

It is worth noting that the inadvertent pitch stick displacement caused by arm jostling in turbulence
was only weakly related to feel stiffness. Consequently the effective comand disturbances tended to
increase as the feel stiffness increased, roughly in the proportion of stiffness ratio to the power of 0.75.
Pilot overall rating was found to correlate with feel stiffness rather than force or displacement per g,
but satisfactory values lay between 3 and 25 lb/in. (0.5 to 4.4 N/m). However, the simulated terrain
following performance achieved minimumheight errors for moderate stiffness around 7 to 12 lb/in (1.2 to 2.1
N/rm) with light stick force per g. Hence aircraft intended for LA operation should have a pitch feel
stiffness in this region, which will be satisfactory also for other taska.

Ref. 9 discussed the 8785 stick force per g boundaries and noted that the minimum value should
increase at low speeds rather than remain constant as permitted. This view can be further substantiated by
consideration of the following:-

The Ref. 1 data showed the need for the same attitude bandwidth for flight refuelling as for combat
at higher speed, a quite well established value from a wide range of experiments. 3f. 14 obtained
satisfactory rating for a range of pilot gain per degree of attitude error between 3 and 12 lb/degree
(13 to 53 N/dagree), which agrees well with the 15 to 25 N/degree noted to be within satisfaotory
limits in Ref. 9. A constant value of this gain implies an inverse function of speed for stick force
per g. At higher speeds where a constant stick force per g is desirable for compatibility with
structural limits the consequential reduction in attitude response gain with increasing speed Is



probably also favourable for LAHS and it can be contained within satisfactory limits in any ease.

- Analysis of the stick command gains selected by the Ref. 2 pilots shows poor correlation with stick
force per g. Chosen gains were 6 to 60 lb/g (27 to 270 N/g) with a general trend to low values for
low bandwidth configurations, but Level 1 cases lay between 14 and 38 lb/g (62 to 170 N/g).

In fact the Ref. 2 results indicate that pilots prefer stick force gains related to pitch attitude
response for landing approach. Fig. 15 shows the striking correlation of their chosen gains with attitude
response at the bandwidth frequency where the phase lag is 120 degrees. The higher response of the group
of low damping cases simply reflects pilots' ability to distinguish and tolerate the open loop response
resonance, usually near its peak at this frequency, provided that the phase lag and attenuation at higher
frequencies resemble low order behaviour.

Ref. 7 proposed an attitude tracking sensitivity criterion which quite successfully matched the
ratings for the 40 simulated configurations. This added the proposed opinion rating penalties for sluggish
response at 1 rad/seec, excessive response at 5 rad/sec, and excessive phase lag at 0.2 deg/lb response
amplitude. The latter represents the phase margin for the "pure gain pilot" at 5.0 lb/deg. gain. The three
corner points beyond which rating decrements were indicated are shown in Fig. 16. This accurately
differentiates the characteristics of two FCS standards flown in the development phase of a recent combat
aircraft and a brief survey of some other cases suggests that it could be the basis of a very useful
criterion for high order FCS. It is proposed that a wide survey of available flight data should be made to
establish valid limits for general application. Note however that there appear to be national preferences
for stick force levels which may need to be allowed for. UK pilots for example generally seem to consider
8785 stick forces on the heavy side.

9. CONCLUDING REMARKS

The use of digital computing has permitted the FCS designer to modify the handling qualities of
aircraft to levels never before experienced. The first lesson to be learned from almost universal
experience is that significant departure from the classic low order aircraft dynamic response characteristics
will probably lead to poor handling qualities.

The second lesson is that the intensive study and analysis of handling qualities conducted in the
1950's and 1960's provides most of the information necessary to design the modern high order FCS control
laws. This paper has presented a variety of methods for interpreting the intrinsic pitch behaviour of
classic airframe response in ways not solely dependent upon a definition of low order parameters which may
no longer exist meaningfully. From a study of in-flight experimental data a range of satisfactory responses
related to flight phase has also been identified.

The importance of time response criteria is strongly emphasised, each individual facet having an
influence on rating which can often be adjusted to advantage. Some of these facets can be qualitatively
identified from frequency responses but the latter should never be adjusted without consideration of the
time repsonse changes.

The criteria described are coming into routine use and have already proved easy to use, presenting to
the engineer a clear view of the handling as seen by the pilot and thus enhancing the communication between
them.

The power of the combined application of time and frequency response criteria is such that a good
appreciation of the handling qualities of a configuration can be obtained almost on sight of the calculated
response. Often the required adjustment for final optimisation can be defined by a simple inspection
process.

The gains achieved in the 1970'a have already been considerable. The foundations for the future
development of CTOL aircraft in unconventional directions have been firmly laid by the fresh Insights into
handling qualities resulting from application of FBW to conventional aircraft.
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SUMMARY

A criterion is presented that allows an evaluation of the longitudinal maneuvering
characteristics of modern fighter aircraft. The required parameters are the 'gain margin'
and the 'phase margin' of the frequency response characteristic of pitch attitude to
control force. This criterion permits an evaluation of the dynamic characteristics as
well as the steady-state and assumes that the pilot is always looking for a compromise
between stability and response time. The criterion enables the estimation of PIO-tenden-
cies, gives a survey about the influence of different parameters like time delay, lead
time, natural frequency, damping ratio and the ratio of control force per normal load
factor. The design of an advanced flight control system as an example illustrates the
conformity of this criterion with MIL-F-8785.

1. INTRODUCTION

The classical requirements of the longitudinal flying qualities are given in MIL-F-
8785C (1). In the case of longitudinal maneuvering characteristics these specifications
evaluate the handling qualities on the basis of a low order system whereby airplanes
presenting a high order system must be reduced by application of a matching method. This
report represents a criterion for the evaluation of the longitudinal maneuvering charac-
teristics that is independent of the order of the system. This criterion integrates the
evaluation of the dynamic characteristics as well as the steady-state. It has been de-
veloped for airplanes of Class IV and for flight phases of Category A as defined in (1).
Fundamentally the criterion itself is applicable for other classes of airplanes and
other flight phases, but in this cases the limits must be changed and validated.

It is assumed here that for flight phases of Category A, like air-to-air combat or
close formation flying, the pilot closes the attitude control loop. Therefore this loop
has been selected for the development of the criterion.

For the evaluation of the maneuvering characteristics the frequency response character-
istic of the pitch attitude/control force transfer function is chosen. The pilot rating
applies to this part of the control loop which includes subsystems like control stick,
linkage, flight control system, sensor, actuator and the airframe itself. Together with
an assumed unity gain for the pilot, the open loop attitude control characteristic is
fully realized. Consideration of the open loop characteristic gives the possiblity of
applying control theory. The characteristic parameters for the design of a control loop
with the aid of the frequency response characteristic of the open loop are the 'gain
margin', the 'phase margin' and the 'crossover frequency'.

2. GENERAL REQUIREMENTS FOR THE DESIGN OF A CONTROL LOOP

Figure 1 shows the block diagram of the attitude control loop. In this loop the pilot
acts as a controller by applying forces on the control stick and observing the pitch atti-
tude.

This loop, closed via the pilot, can be considered as a general control loop. The
classical requirements of control theory are valid. They include the following aspects:

1. The control loop has to be stable
2. A certain steady state accuracy must be attained
3. A sufficient damping is necessary
4. An adequate time response is needed

The 1st requirement is a necessary condition and the 2nd is fullfiled by including an
integration term in the pitch attitude/control force transfer function. The remaining re-
quirements may be evaluated by considering the frequency response characteristic of the
open loop.

However, the characterization of this open control loop is very difficult because it
includes the pilot. The pilot of course is a very complicated system and cannot be exactly
described by a linear transfer function. Normally the pilot changes his gain, varies his
time constants and shows a nonlinear behaviour. Therefore only simple pilot models are
used, but their application may lead to an incorrect evaluation. For this reason here the
pilot model is excluded by setting the simulated pilot to unity. Thus making the ratio
pitch attitude/control force to be the open loop transfer function of the control loop.

Now the problem of control loop design is a conflict of the above 3rd and 4th require-
ment. If the damping is decreased the response time is less and vice versa. Therefore the
design of a control loop always has to be a compromise between quality of damping and re-
sponse time. Considering a pilot and a control engineer both should arrive at approximate-
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ly the same solution. A control engineer would use a deterministic approach applying
control system theory to design a controller. In case of the attitude control loop, the
pilot takes over the function of the controller. He adapts himself intuitively in such a
manner that an acceptable compromise between quality of damping and zesponse time results.
Therefore, the pilot evaluates intuitively the same parameters as the control engineer.
This is the reason why we must look to the design parameters used in control theory.

3. GAIN AND PHASE MARGIN

According to control theory there are three parameters giving a good measure of quali-
ty of damping and response time. These are the 'crossover frequency', the 'gain margin'
and the 'phase margin' of the open loop. These parameters are illustrated in figure 2 and
defined as follows:

- Crossover frequency wc is the frequency at which the
gain curve crosses the OdB-line.

- Gain margin Gm is the difference of gain between
the OdB-line and the gain at the frequency with a
phase lag of 1800.

- Phase margin Pm is the difference of phase between
the phase at the crossover frequency and a phase lag
of 1800.

The phase margin can be considered as an appropriate measure of closed loop damping,
if the gain attenuates near the crossover frequency. In order to evaluate this attenua-
tion the gain margin is needed as a further parameter. If the gain margin is low the gain
attenuation is small and vice versa. Therefore we can say: The magnitudes of gain- and
phase margin of the open loop express the quality of damping of the closed loop.

The crossover frequency wc is a measure of the response time. The larger the value of
wc the shorter is the response time of the closed loop and vice versa. However, increa-
sing the crossover frequency in order to shorten the response time generally lowers the
gain- and phase margin and results in poor damping. Therefore the design of a control
loop is a compromise between crossover frequency, gain and phase margin.

Now the crossover frequency is a function of the steady-state gain of pitch rate/
control force which is proportional to normal load factor/control force. In practise the
pilot controls with a larger gain than the assumed unity gain and thus shifts the cross-
over frequency. In attemping to get a good closed loop characteristic the pilot has to
intuitively adjust his gain. If he selects a large gain in order to decrease the response
time he reduces the gain- and phase margin which represents the system damping. Reducing
the gain increases the response time, but improves the damping. By means of gain adjust-
ment the pilot is able to find a compromise between damping and response time. Thus pos-
sible shifting of the crossover frequency and therefore the resulting response time is a
function of the gain- and the phase margin.

Due to this we can say that the two parameters, gain and phase margin of the open loop
frequency response characteristic, pitch attitude/control force, may be a good measure of
both damping and response time.

4. DEVELOPMENT OF THE LIMITS

For development and validation of a criterion, based on gain and phase margin, the
frequency response characteristics and the pilot comments from Neal and Smith (2) were
used. The dimension of the gain curve is deg/ilb]. This investigation shows that envelopes
of gain- and phase margin can be assigned to levels of handling qualities. Figure 3 pre-
sents these results in a gain/phase margin diagram.

Handling qualities of Level 1 assume a phase margin about 95 degrees and a gain margin
above 20.5 dB. An increasing or decreasing of the phase margin needs a higher value of
the gain margin to maintain Level 1. When decreasing either or both margins, the handling
qualities degrade below Level 2 to Level 3. However, the most direct way to degrade hand-
ling qualities is to decrease both margins simultaneously.

In case of a phase margin less than 100* the boundaries between Level 1 and Level 2
and also between Level 2 and Level 3 indicate that a decreasing of the phase margin must
be followed by an increasing of the gain margin to maintain the handling quality level.
The reason is that lower values of phase margin correspond to a larger phase lag of the
system. This means the system itself responds slowly and the pilot may shorten the re-
sponse time by using a larger gain. This requires a sufficient gain margin.

An increase in phase margin corresponds to a shortening of response time. In this case
the pilot is satisfied with a lower gain margin because he only has to control with a
lower pilot gain to reach a desirable response ime. For phase margins larger than 100*
and hardling qualities of Level 1, an increasing of phase margin requires a higher value
of gain margin. In this case the system quickly responds and the pilot prefers a high
damping for good handling qualities.
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Up to now an upper limit of the Level I area cannot be proven until more flight test-
ing is done in this area. It is assumed that a limit exists in the vicinity of a gain
margin of 35 dB.

The maximum amount of the gain curve deviation from the 2a dB/decade line
(I Max, figure 2) proves to be a further parameter influencing the handling qualities.
For Level 1 it must be less than 10 dB and for Level 2 less than 20 dB.

Figure 4 shows typical pilot comments for the different areas in the gain/phase margin
diagram. If we keep a constant gain margi. it has been found that with an increasing of
phase margin, the comments change from 'slow' to 'good' to 'too fast' initial response.
If we keep a constant phase margin a decreasing of gain margin results in comments vary-
ing from 'steady on target' (Level 1) to 'tendency to oscillation' (Level 2) to 'PIO-
tendency (Level 3). Obviously the value of the gain margin, depending on the phase margin,
is a measure of PIO-tendency.

5. COMPARISON WITH MIL-F-8785

The so called gain/phase margin criterion is able to evaluate low and high order
systems. For low order systems the evaluation should yield the same as given in the MIL-
specifications. Therefore the criterion has been further proven by evaluating low order
systems. The selected transfer function is presented by the following equation:

-L = K . 1 1 + Tes (1)
Fs  s I+Ts 1 +2t/wnS + /wn-7s

Hereby gain K is the steady-state ratio of pitch rate/control force which is propor-
tional to the ratio normal load factor/control force (equation (2)).

K -2 -n..S. (2)F#1 EsVTAS
Steady-State Steady-State

The limits of the ratio control force/normal load factor (Fs/n) are defined in Para.
3.2.2.2.1 of MIL-F-8785 (1). For further calculation it has been assumed that Fs/n has a
value of 5 lb/g. With a selected true airspeed VTAS of 800 ft/sec a value of K = 0.46
deg/sec lb results. The term 1/(1+Ts) of Eq. (1) represents the control system. For the
lag time constant T a value of 0.05 sec has been selected. According to Para. 3.5.3 of
MIL-F-8785 B this value causes the allowed phase lag of 30* at w = 11.5 rad/sec and
therefore fullfils the requirements of Level 1 up to this frequency. The lead time con-
stant TO has been varied from 0 to 2 sec. The damping ratio and 1he natural frequency
wn have been varied within the limits of the NIL-specification.

Figure 5 presents the result of a lead time variation. Fs/n and wn has been kept con-
stant within optimum of Level 1 (n/a = 20 g/rad). With a damping ratio of = 0.3, which
is near the lowest allowed limit, even high value of the lead time constant do not bring
the system to Level 1. An increasing of the damping ratio to an acceptable value of

= 0.67 results in Level I in the range of lead time constants from 0.2 sec to 0.8 sec.
A further increasing of the damping ratio (C - 1.5) produces a slower system and there-
fore higher values of the lead time constant are necessary for Level 1
(-0.4 sec <T 0 <-1.5 sec). The optimal area of Level 1 is reached with optimal values of
damping ratio, natural frequency and proper values of normal load factor/control force
and lead time constant. The gain/phase margin criterion is in agreement with the NIL-
specifications.

Figure 6 indicates the effect of variation of the natural frequency. Fs/n and C are
in an optimum range of the MIL-specifications. Without any lead only high values of
wn 1wn >10 rad/sec) produce Level 1 handling qualities, and then only within a limited
area. However, with wn = 30 rad/sec handling qualities must be degraded to Level 3
because the maximum amount of the gain curve (I IMAX, figure 2) is larger than 20 dB.
A proper lead time of 0.5 sec brings the system to Level 1 for a range of wn from
approximately 2.5 rad/sec to 7 rad/sec. The configuration with wn = 30 rad/sec is again
degraded to Level 3 (I IMAX > 20 dB). A lead time of 1 sec increases the initial response
and therefore the frequency range of Level 1 decreases (from 2 rad/sec to about 4 rad/sec).

Figure 7 presents the result of a variation of the damping ratio (C = 0.3 Z 1.5).
In case without lead Level 1 area cannot be reached. With a lead time constant of 0.5 sec
the criterion gives the same evaluation as the NIL-specifications. A further increase to
To - 1 sec, which provides a faster initial response, needs a higher value of the damping
ratio. This evaluation indicates that with a proper value of To the MIL-limits of the
damping ratio 4 are correct, but that with an increase of the lead time constant the
limits must be reduced accordingly.

Figure 8 shows the effect of a variation of the steady-state value of Fs/n. This factor
influences the gain/phase margin and therefore the handling qualities. Without any lead
only a higher value of Fs/n causes a ",evel 1 rating. Again with TO - 0.5 sec a confirmity
with the NIL exists. In case of larger lead time constants higher values of Fs/n are
necessary for Level 1.



I 5-4

Figure 9 indicates the effect of an additional time delay. The parameters of the
transfer function are all inside of the Level 1 limits of the NIL-specifications. Inde-
pendent of the lead time constants all systems with T = 0 are within the Level 1 area.
Already a small time delay degrades the handling qualities from Level 2 to Level 3.
A time delay of only 0.05 sec causes a degradation from the optimal area to the boundary
of Level 1/Level 2.

6. ADVANTAGES

Due to the recognizable effect of various parameter variations an advantage of this
criterion emerges: it facilitates the design of good handling qualities. For example
figure 10 shows clearly how a case of bad handling qualities, caused by a time delay, is
improved by a higher value of Fs/n. Figure l0also shows how a decreasing damping ratio
may be improved by increasing the ratio of control force/normal load factor and vice
versa.

A further advantage of the gain/phase margin criterion is a possible PIO-evaluation.
As presented in figure 4, PIO-tendency increases by a decrease of the gain margin.
Figure 11, which includes the effect of all parameter variations, indicates that the
variation of C, Fs/n and T directly shifts the gain margin. These parameters are mainly
responsible for PIO-tendencies. An increasing of the time delay, a decreasing of the
damping ratio as well as a decreasing of the ratio control force/normal load factor
causes an increasing PIO-tendency. The variation of the remaining parameters To and wn
have a lower influence on PIO-tendencies because their direction of shift is almost
parallel to the phase margin line. These results are confirmed by special PIO-criteria
as (3) and (4).

7. DESIGN OF A FLIGHT CONTROL SYSTEM

The gain/phase margin criterion has already been applied to the design of a Command
and Stability Augmentation System (CSAS) for a high performance fighter in a Delta-
Canard-configuration. The object has been to calculate the coefficients of the given
flight control system in such a way that handling qualities of Level 1 result according
to both the MIL-specifications and the gain/phase margin criterion. The design has been
made over the whole flight envelope, which requires a large number of flight cases. For
a true airspeed VTAS less than 800 ft/sec, the steady-state ratio of pitch rate/control
force has been selected to 0.46 deg/sec lb while for a true airspeed above this value,
the ratio of pitch rate/control force has been calculated according to Eq. (2) with
Fs/n = 5 lb/g. Applying the gain/phase margin criterion the frequency response character-
istic of pitch attitude/control force has been used whereas for the MIL-requirements the
roots of the airframe plus CSAS' has been chosen. These roots represent the equivalent
short-period characteristic.

Figure 12 gives the handling qualities evaluation of these two criteria. The damping
ratios and the natural frequencies of the equivalent short period are within the limits
of Level 1. The lead time constant ranges from about 2 sec to about 0.5 sec. This indi-
cates that this time constant is situated in the area of high performance fighter. At
the same time all design points are also within the limits of Level 1 of the gain/phase
margin-criterion, even near the optimal area. As a result it has been found that there
are no obvious discrepancies between these two criteria. However, it must be mentioned
that the evaluation according to MIL-specifications only considers the roots representing
the short-period chararacteristic and neglects the further roots of the transfer function
of the closed control loop.

This design of a flight control system has been accomplished to fullfil both of the
criteria. This indicates that the gain/phase margin-criterion may yield to the same re-
sults as the MIL-specifications.

8. RULES OF APPLICATION

The gain/phase margin-criterion needs the frequency response characteristic of pitch
attitude/stick force including the steady-state ratio. This characteristic shall not in-
clude the dynamic characteristic of the cockpit controller. The considered frequencies
range from about 0.4 rad/sec to about 10 rad/sec.

If only the frequency response characteristic of the pitch rate/control force is
available that of pitch attitude/control force can be calculated by the addition of a
phase lag of 900 and the addition of a gain line with an attenuation of 20 dB/decade.
Thereby the crossover frequency of this line is determined by the steady-state value of
pitch rate/control force (figure 2).

In case the steady-state value of pitch rate/control force is not known, this parameter
can be calculated according to Eq. (2) by using the values of control force/normal load
factor and the value of true airspeed. If the steady-state ratio cannot be calculated be-
cause the value of Fs/n is not known, it may be assumed that for VTAS larger than
800 ft/sec, Fs/n has a value of 5 lb/g and for VTAS less than 800 ft/sec, the steady-state
ratio of 6/F. has a value of 0.46 deg/sec lb.



When the value of Fs/n is within the limitH of para. 3.2.2.1 of the MIL-F-8785 C, the
the handling qualities of the longitudinal maneuvering characteristics can be evaluated
as follows:

1. Calculation of the gain margin Gm (figure 2)

2. Calculation of the phase margin ,om (figure 2)

3. Calculation of the maximal gain amount I IMAX (figure 2)

4. Evaluation according to the gain/phase margin diagram
(figure 3)

5. Degradation to Level 2 if I JMAX > 10 dB and to Level 3
if I IMAX > 20 dB

9. CONCLUSION

The parameters gain and phase margin of pitch attitude/control force has proven to be
a reliable measure of the longitudinal maneuvering characteristics with and without a
Command and Stability Augmentation System. In the same manner as the NIL-specifications
the gain/phase margin criterion defines ranges for different levels of handling qualities.
The application of the described method is very simple to use and does not require exten-
sive calculations.

The criterion gives an overall evaluation of all systems situated between the control
force and the pitch attitude. Compared with the MIL-specifications, this method offers
the advantage of a complete evaluation of all parameters such as damping ratio and natural
frequency of the short period, lead and lag time constants, time delay and even the value
of control force/normal load factor. This means the criterion evaluates the dynamic cha-
racteristics as well as the steady-state. This makes it possible to perform a PIO-evalua-
tion.

This criterion does not overcome the general weakness of neglecting nonlinearities.
Further it does not include the dynamic behaviour of the control stick and the ratio of
control force to stick deflection. There is another aspect which is generally neglected
but must be considered in future: the speed of pilot adaption capability.

Our effort in the future will be a further improvement of this criterion so that it
will be applicable to different classes of airplanes and different categories of flight
tasks. Special attention will be given to PIO-evaluation.
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LES COMMANDE DE VOL MLECTREOLU s

VERS DE IJOUVELLES NORUES 0E SIJGEENT DES OUAWJTE W VOL

UN RXUMPLE a LE SAGE BS

par
Psad-Louis MAATHS

Chef du Dpartement Dynamique du Vol
AVIONS MARCEL DASSAULT-BREGUET AVIATION

78, qua! Carnot - 92214 ST CLOUD (France)

Le MIRAGE 2000 est tan avian iquip6 dun systitme de commandos de vol strictement 6iectrlques. Le
choix drune tell. solution r~pondait i deux objectif s principaux.

Le Oir Se cs: obectlfs 6tait de rendre ravion capable de voler dana des conditions dinstablI11th
longitudinal. naturele ntable. Lesavantages directs de telles conditions de vol sont blen comuus et a traduisent
en termes de gains de performances, en particuffer star les vitesses crapproche, star lea marges et limites de
manoeuvres, tant subeoniques qua supersoniques. Ces gains sont particuirement aensibles pour am avion de formule
Delta comme le MIRAGE 2000. Les avantages indirecta ne sont pas moins importmnta sIs suppression de I&
contrainte do stabllit~i longitudinal. danm floptlmsaii Trdynamique de Ilavion a permis de retenir des dlmpostlls

tela qu e es Ze bord d'attaque de grandam surfaces, dont lea effets star Ia finesse mont spectaculaires, mals dont
lea c=n =uecs i Ia stabillt4 longitudinale sont telles que four adoption pour am avian 6quip6 de commandas do
vol claualques weait delicate. Enfin, ?adoption dun aystame de commandes do vol iectriques ayant Is apacit6
d'asarer Ia stabilisatlon dun avion naturellement Instable, permet de r6duire a de simples problnmes do
compatibiliti structurale lea exigences cremport de multiples charges externes sans conis~quence vraiment
p~nallsante star Ia d~finition gdnrale de l'avlon.

Ce premier objectif, vls6 par l'adoptlon de commandes de vol strictement ilectrlques sur Ie
MIRAGE 2000, eat fondamentaL. La conception rneme de flavion en d6pendait. C'est iui qul permet d'explolter
pleinement lea avantages de Ia formule Delta (aventages structuraux et adrodynamiques) sans en subir le principal
handicap qui risida darn l'mposslbifit6 de 1 6qulper de diapositifa hypersustentateurs efficaces.

Le ecod tdifs jctf talt do riallser, par rapport &un avian 6quip6 de commn devol
classiques, am pans sgificatlf ansraiiiloraton des qualites de pilotabilit6 de ravion. Ce second objectif, bien qua
nWitant pas en molt fondamental pour is conception de ravion, nWen eat pas moins primordial dana le blmn fina
exprlmi en termes d'ef ficaclt6 opirationnelle.

0
0 0

iLe premier des objectifa qua nous &aons d~crit a exiiii, pour fte atteint, tan effort de conception
technologiue du systime do commandes de vol hiectriques, afIn dasourer un niveata suffisamsment ilevi de
s~curiti. Deux grands principes ant pr~sd4 i cette conception i

- choix dun niveaa do radondance adapti a Ia criticiti des fonctiona riallsies par lea diffirents 46menta du
systime ; en particuller, ama redondance dordre 4 (capact6 da starvie i una double panne) a alnal iti retenue
pour rSlaboratlon dam ordres do contral. des ilevons at saulemeant d'ordre 3 pour P61aboration des ordres de
direction.

- capaclti drune certaina reconfiguration fonctionneile das chalnas en fonction dui niveaa 4dnt~griti de ses
constituants.

L~e dauxi~me objectif najotaalt en molt qua pata do dlfficultis techniques & celles qu'll fallalt
sormonter pour atteindre Ia premier objectif t un syst~me de commandas de vol 4lectriques, capable d assurer in
stabilisatlon damn avion natureilement Instable, posalde I& varl6t6 do dhtectaurs et ia capaclt6 do traltement exigie
par uma optimisation pousade du comportement g6ral de rayion vu do pilote, cemst-4-dire da sa tjj djj. En
fait, Jom dlfflcultha r~adalent a priori beaucoup plum, duine part dons ia choix mAma des objectifa de plablt6 &
vise, dautre part dens celui des crit~res A prendre en compte pour l'dtablissement des r6giages do systime do
comemandas do vol permettant detteindre cam objectlf a.



6-2

Le prototype n* I dui MIRAGE 2000 effectue son premier vol, le 10 Mars 1973, Son systime do
commandes de vol iftectrlques avait alans atteint imi stado de d~veloppement sutfisemment avanci, et Is conflance
que Ilan pouvait avoir en son ban fonctionnement, asise sur de multiples campagnes dessais star bane eau sol, 6taat
suffisante pour que los respansables des essais an vol de l'avion nthaltent pas I 1wl faire ouvrir, dis ce premier volt
un domalne incluant des vitesses supersonlques (Mach 1.3).

Ce premier vol et les sulvants confirmirent Ia vaidlti des solutions technologies retenues et
celles des principaux regiages des commande. de vol qul rigissent le comportement statique et dynamkie do
l'avion piloti, clest-i-dire en d~finitif sos qualiteis de vol

Et il est important de precisor que los principlux regieges, qui ant voI6 au cours des premiers vol. dui
premier prototype, ant a quelques ddtails pr~s A6d conservs pour los command.. de vol dii MIRAGE 2000 de adrie.
Certes queiques ajustements ant 6t4 indispensables eu cours des esaes en vol. Mel. ces ajustements turent
minim... Par ailleurs, sils so sont avdr6s ndcessaires, c'est qu'en rason de certaines divergences dicouvertes en
vol, essentieliement en transsaniquo, entre lea vdritables caractirlatlques adirodynamiques do l'avlon et nos
prdvisions, le comportoment re do ceiui-ci sest rivWl diffdrent dui comportement souhaite, et non perce que it
comportement souhat6 ne sa-EMeisait pas les pilotes. Coci signifie bien quo los crlires do qumlitis do vol. pris en
compte pour rFdtablissement, avant volt des riglages dui systime do commandos, do vol, ont 6t6 partaltement
virilis par l'expirimentation.

C'est un succis certain ; mels, en toute hanneteti, it nly a pas lieu d'en tirer urn glaire excessive,
car ce succis oat parfaitement logique et la consduence directe des possibilitis offertes per los commandos do vol
iectriquos.

En effet, tous los critires do quallads do vol, quil s'agisse do critires universellement connus
(au point qulils constituent la base do certainos normes) ou do critires momns connus et propres au constructeir,
prientont la particulariti do n'Atre significatits, et done vraiment applicables, quo sous deux conditions:

- quila concornent des comportoments do l'avion relativement "simple.": modes ddcouples, quasl-lingariti do ces
modes. ..

- qudils soient viriflis tis "largement", c'est-i-dire quo lon reste dana leur application taujours ties icigne des
limites do validiti do .05 critires.

Or les poslbifitds offertes par ies commandos do vol oilectriquos permettont aisdment do remplir ces
deux conditions ; elles permettent do "simplifier" le comportement do Jravion vui du pilote, on rnasquant lea
dventuels accidents airodynamiques duneo pert, en dicoupiant los modes do comportement do flvion sur ses trols
axes d'autre part. Elles permettent, par ailleus, do rdaliser une tris large gamme do riglage dos parametres
prmncipaux do comportement do l'avion, et done do satisfairo ce% critires au pius procho do leur optimum.

11 nest done pas itonnant, dens ces conditions, qu'aucunke difficulti nWait iti rencontrde en vol pour
virifier Ia validiti dos critires utilisis pour retabilssoment des reglages dui systime des commandos do vol dui
MIRAGE 2000.

Encore fallait-il, pour assurer co succis, quo deux conditions soient romplies:

- in choix uudicieux dos critires,

- une rdalisation matdrielle des divers 4kdments constltutifs dui systimo de commandes do vol (ilectranique
d'dlaboration dos ordres, servocommandes ifectro-hydraulique do puissance) i Is hauteur des ambitions do ces
critires.

La tis longue expirience acquise par lea AVIONS MARCEL DASSAULT - BREGUIET AVIATION,
quA rappelons-le, ant toujours convu otproduit eux-mmos lea 6idments essontlels des systimes do commandos do
vol do sos proprs. avions, a bien aide i remplir co. deux conditions. Cette expirience sappuie sur une suite
continue do reallstions (MIRAGES III, MIRAGES a dicoligge vertical, MIRAGES F, MIRAGES G i Ifiorntrie
variable, etc .. ) dont lea systimes do commandos do vol prdfiguralent, sous do multiples aspects, le syst~me do
commandos do vol strictement 6lectriquos dui MIRAGE 2000 et dam rexpfirimentation en vol a permis do d4gager
in certain nombre do "rigles do rart" en matlcire do qualith de pilotabillt6.

0 0



Cependant, un examen d~taili~ du schima fonctionnel des commandes de vol du MIRAGE 2000 de
salie, compari au schima de ce qui volait en 1975 Sur le prototype, montre des dlff~rences notables. CC fait nest
W~ en contradiction avec ce que nous venons d'exposer ; iI ne traduit pas une mise en cause des critires de

comportement i virifier pour satisfaire certalns objectifs de pilotablIlte, mals une iouind issouhaitee par les pilotes, au fur et i mesure de leur d~couverte des posbillths quloffralent lscom'rngdeide VOl1
ilcbiques. Et ii est bien certain que les objectifs atteints par les commandes de vol du MIRAGE 2000 de s6rie
dipassent tris largement ceux que nous nous itions fixis prialablemnent i tout essal en vol et que nous avions
atteints avec le premier prototype du MIRAGE 2000.

Cette 6volution des objectif a de pilotabiliti cit tris caractiristique de la situation nouvelle cride
par l'apparition des commandes de vol 6lectriques : pleinement satisfalts des qualitis de pilotabllti (stabllit6 de I&
plateforme, temps de reponse aux ordres de commande, "pureti" de comportement..) que foumissent de tels
systimes de commandes de vol, les pilotos ont progressivement deplace6 leurs exigences dans le seni dunme
simplification, voire dune suppression complite, des consignes de pilotage exigees pa le respect du domaine
d'emploi de l'avion. Et c'est ainsl gu'a kt6 divelopoi. darn les commandes de vol du MIRAGE 2000. un certain
nombre de fonctions de lmitations autornatipues de plus en plus perfectionnees.

Cette ivolution peut 6tre illustrie pW deux: exemples vicus aui cours de la mise au point des
commandes de vol du MIRAGE 2000.

Le premier de ces exemples concerne le contr8le longitudinal de l'avion et ses limitations en
incidence et en lacteur de charge.

Bans le choix des fonctions et des riglages de Is chalne de tangage du MIRAGE 2000, un certain
nombre d'options avait it initialement retenu et cest d'ailleurs dans Ia configuration correspondante que les
premiers yous furent effectuis. Parmi ces options, les deux principales italent les suivantes :

- Le systime de commandes de vol comporterait un dispositif assurant urn limitation automnatique des incidences
de l'avion de ia~on i supprimer les risques de perte de contr~ie en manoeuvres. 11 avait alors 6ti admis qu tel
dispositif serait opirationnellement tris int~ressant, m~me ii son efficaciti 6tait limitie aux configurations de
combat (masse et configuration de charges externes) Ics plus courantes et pour des vitesses supericures a une
valeur de lordre de 100 kts. Ceci supposait donc que pour certaines configurations de combat et en dessous de
cette vitesse, Ia sicuriti vis-i-vi des pertes de contr8le itait assur6e par des consignes de pilotage.

- Hors de la zone de domnaine de vol darn laquelic lavion est limiti pa son incidence maximale, le facteur de
charge maximum qu'il serait possible d'obtenir, manche en butie, weait compris entre le facteur de charge limite
et le facteur de charge extr~me de I'avion, cc qui impliquait, ividemment, une consigne particuli~rce de pilotage.

Clest darn cette configuration de commandes de vol que les premiers yols de l'avion furent
effectuis. Les piotes Iurent tris satisfaits do cette solution .... mai pas longtemps.

Be nouvelles exigences, clest-i-dire de nouveaux objectifi de pilotabiliti, furent aloes precisecs. Le
choix d'wn riglage permettant d'obtenir, sur Is but~e du manche en profondeur, un facteur de charge supirieur au
facteur de charge limite do lavion fut tris vite critiqu6, bien qua ce choix ait it retenu i Ia demande m~rne des
pilotes en vertu du Principe de sicurite sclon lequel il vaut micux "plier" un avian que de percuter le sol. La
critique portait essentiellement sur Ia difficulti i respecter scrupuleusemnent les facteurs de charge limites do
lavion : ou le pilotage du facteur de charge en manoeuvre itait relativement "Aiche" et, dens cci conditions, de
nombreux dapassements du facteur de charge lmite pouvaient 6tre observis avec toutes lea consiquences qua cei
d~passements peuvent avoir sur Ia fatigue de Is structure et dui Pilate, ou le pilotage du facteur do charge, pour
iviter ces dipassements, itait un pilotage "serrW et, dans cci conditions, I& charge do travail du Pilate 6talt
augmentee &'nsi d'ailieurs qua les temps de riponsc effectifs do l'ensernble avian + pilote. Pour satisfaire ic
Prmncipe do s&uriti pr~cidemment dicrit et le souhait d'avoir Line limitation automnatiquc du facteur de charge de
ravion & valeur limite de la structure, nous avons adopti tin systime do restitution d'efforts i double butie i ne
butee &iastique sur laqualle Ic facteur limite cit obtenu ; une buteie m~cniu permettant d'obtenlr tin facteur de
charge compris entre le facteur do charge limite et le facteur de charge extrIme de ravion.

Pour un certain nombre de configurations do charges externes tres lourdes, It facteur de charge
limite de l'avion cit riduit. Initialement, if avait iti privu que Ic respect do cette limitation serait rials6 par
simple consigne do pilotage. LU encore, urn ivolution tris ncttc des souhants des pilotes 3e fit jour au fur et i
mesure do f'expdrimentation en vol do i'avion et aboutit & l'adoption d'une commutation, i Is disposition dui pilote,
lui permettent do choisir, selon Is configuration de son avian, Ia valcur dui factcur de charge limnite
automatiquement respecti par le systeme dos commandes do vol pour un ordre du pilotc correspondant la but6e
ilastique du manche.



&-4

Le dispositif de limitation automatique de l'incidence, principal. ci de Is protection de flavion
via-i-via des pert.. de co-etr~io, subit de mme un certain nombro dfevobutiona allant toutes dans Ise sona d'uno
diminuion des contraintes do pilotage. Le premier souhait des pilotes fut que toutes lea configurations de combat
do ravlan soient couvortes par ce diapoaltif. Le second, que Is protection via-i-via de la pert* de contr6lo, pour ces
configurations, soit itendue juaqu'i Is vitesse nuLle. Ce qui fut felt mel. au prix, on le congoit, d'une complexiti
accrue du dispoaltdf.

Le second exomplo concerne, cette fois-ci, le contr8ie transversal de l'avion. La protection vis-i-vis
d'iventuelle3 perte. de contr~l. dipend, itous P'avans vu, de Ia quaii dui diapositif de limitation automatique
d'incidence; 1 ee dipend aussi de la qualitA dui contr~le transversal do l'avlon au cours de manoeuvres a grand.
Incidence. Cette quallti eat obtenue par tine adaptation soign~e des chaln.. de roulis et do lacet du systime de
commandos vol. Cette adaptation, rialisdo dana fhypothkbse (fun contr~l. transversal do l'avion au gauchissemrent
soul, pout L&tre mis en difaut, dens certaines conditions particui~ros, si lo pilote pour ces manoeuvres veut "5'akdor"
du plod. La consigne de pilotage, qui en r~sulte, do limiter los ordres aui palonnier dans ce genre do manoeuvres, fut
tres rapidoment critiqudo par lea pilot..; et tout urn iou de modifications do In chatne transversal. fut applique pour
qu'en aucun cas une manoeuvre intempostive dui palonnier no puiss. mettre en difaut le contr~lo transversal do
ravion i grand. incidence.

Et coest ainsi quo le MIRAGE 2000 eat doventi tn avian pour lequel los consignos restrictives do
pilotage ant pratiquement compitement disparu : quelles quo soient los manoouvres du piloto aur sea commandos,
Is protection do lasatructure, ainsi quo la protection do l'avion vis-i-vis des portea do contr~le sont
automatiquomont assuries et ce, jusqu'i vitesse nutl.

0
0 0

Nous evans citi ces quelques exemples, v~cus au cours do la misc au point dui syat"m do commandes
do vol dui MIRAGE 2000, pour souligner revolution des normes do jugement do qualitis de vol qui semblent
aujourd'hui so dossiner avec lapparition d'avions equipes do systimos do commandos do vol ilectriques.

Do teis systimes do commandos do vol permettent, sans trop do difficult6, do "modeler" le
comportement piloti do ravian do fagon tres souple et tris eff icace et do r~aliser ainsi tine optimisation, aussi
poussee qu'on le souhaite, des qualitis do vol do l'avion au sons classigae dui terme. C'est ce nisultat qui conduit les
pilotes 1 d~placer leurs exigences : ploinoment satisfaits des qualites do vol quo 1e systime do commandes do vol
Clectriques conire a reavlon dana son domaine normal d'utilisation, its souhaitent quo ce aystime lea aient i
respecter lea limites do ce domaine. Ce gouhait eat d'allours d'autant plus justifli quo, aui moins danas un certain
nombre do cas, Is pureti do comportoment do i'avion, assuree pa lea commandos do vol 6lectriques, no permet plus
aui piloto d'avoir tine perception instinctive do l'approche des limites do flavion (limite en incidence en particulier).

La forme la plus perfoctionnee do cotte aide consiste i introduire des fonctions do limitation
automatique dana le systime do commandos do vol, et eost en difinitive bien plus la nature et Is qualit6 do ces
fonctions quo la qualiti dui comportement g6n6rai do i'avion (quo Pon sait do tout. fa~pon rendro excellente) qul
constituent los itiments primordiaux do jugement do bonnes qualitis do vol d'un avion A commandos do vol
ilectriques.
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HANDLING QUALITIES OF TRANSPORTS WITH ADVANCED FLIGHT CONTROL SYSTEMS
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SUMMARY

The application of Active Control Technology concepts and in particular the relaxed-static-
stability principle applied to future transport aircraft will lead to the introduction of closed-loop
primary flight control systems. Adequate handling quality criteria applicable to system design as well as

to airworthiness rule-making are required.

Flight simulation and in-flight simulation using mathematical models of aircraft with rate-
command/attitude-hold primary flight control systems have been performed for the approach and landing
flight phase in order to generate data for criteria development. Configurations featuring in addition
blended direct-lift control have been evaluated as well. Based primarily on pilot ratings and commentary,
boundaries between "satisfactory" and "acceptable" handling qualities (Cooper-Harper rating 3.5) have been
established for a number of criterion formats. While several criteria related to aircraft response are
discussed for pitch and roll control, pilot-in-the-loop criteria are proposed for high-precision pitch
attitude and altitude control tasks especially.

1. INTRODUCTION

Systematic correlation of pilots' opinions on the aircraft's flying qualities with measured
airplane stability and control characteristics was started around 1930(Ref. I). Somewhat more than ten
years later, the first specification for flying qualities based on a series of flight tests of current
airplane designs was published by NACA (Ref. 2). This document formed the basis for the first (US)
Military Specification with generalized criteria issued in 1943 (Ref. 3). This specification has evolved
into the present status, the MIL-F-8785 C (Ref. 4). - ;- specification is basically applicable to aircraft
with mechanical primary flight control systems witho, with "augmentation" (e.g. rate damping).

With the introduction of closed-loop fligh -ontrol systems with non-mechanical signal trans-
mission in aircraft, the flying qualities will be determined to a high degree by the characteristics of
this system. Unfortunately, the establishment of handling quality criteria for aircraft equipped with such
systems is significantly lagging behind the development of flight control system technology. Such criteria
are needed as guidelines for adequate system design.

Most flight experience with closed-loop flight. control systems in transport aircraft accumulated
until now is derived from a limited number of ad-hoc type experiments performed with modified production
aircraft and in-flight simulators. The numbe- of reported research programs aimed at the development of
generalized handling quality criteria of this category aircraft is disappointingly low. The theme of the
present symposium states correctly that the most suitable format of criteria for handling qualities of
piloted aircraft depends on the type of contri system used in the aircraft. It may be assumed that in
many cases the properties of these systems in future transport aircraft will lead in principle to the
elimination of the attitude and airspeed stabilization function as part of the task of the pilot. In that
situation the remaining control functions to be performed by the pilot will be the establishment of
equilibrium states and maneuvering.

A flight control system based on rate-command/attitude-hold for pitch, roll and yaw in combi-A-
tion with an auto-throttle system for airspeed-hold is a logical follow-up of the combination of the Control
Wheel Steering (CWS) autopilot mode and an auto-throttle of the more advanced contemporary transports.
if part of the existing handling qualities criteria are to remain useful for aircraft fitted with the
above indicated systems it is quite reasonable to expect that the elimination of attitude and airspeed
stabilization from the piloting task will influence at least the limits/boundaries of the parameters used
in existing maneuvering criteria. That in addition new criteria will be needed is easily understood. It is
hypothesized that intermittant control, with relatively long periods without any pilot commands leads in
general to a more relaxed type of controlling by the pilot. This will lead to a rather critical attitude
of the pilot towards the response of motion variables to manipulator deflections. The response is more
clearly observable in the aircraft types under consideration here in comparison to contemporary aircraft
which have a more pronounced response to atmospheric turbulence.

Moreover, the pilot is aware of the behaviour of the automatic system at the termination of an
input. For pitch control this means that "nod-back" at the termination of pitch commands should be within
bounds. For roll control the behaviour of the wings-leveller, a system function indispensable for a roll-
rate-command/bank-angle-hold system, must be satisfactory.

It would be very useful if the pilot/aircraft closed-loop control structure could be analysed
using mathematical models for both the aircraft and the pilot. Although models for the aircraft dynamics
are well-known and well-established, models describing the control behaviour of the pilot are still a
subject of continuing research. For a mathematical model describing the control behaviour of the human
pilot to be useful in handling qualities research, a quantitative and absolute "pilot opinion metric"

This research has been sponsored by the Netherlands Agency for Aerospace Programs (NIVR) and the Department
of Civil Aviation (RLD) of The Netherlands.



associated with the model is a requirement. Such a model is at present not available for t"l .irframe/
flight control system combination and non-stationary flight phase (flare and landir& aider consideration
here. Therefore the experimental approach was selected to study the pilot/aircraft combination.

It is considered of importance for the f.,a.2 ., future development of transport aircraft to give
serious thought to the lessons learned in Ii recent past concerning the introduction of modern ":'y-by-
wire" technology into today's fie' , aircraft. It is observed that despite the application of sop isticated
design methodology these new aircraft continue to suffer from basic flying qualities deficiencies ('efs. 5, 6).
Two of the main points of these lessons as formulated in reference 5 are considered of special impor %nce.
One is that in order to achieve the potential of "full-authority augmentation systems", a "logical fly. 'g
qualities development process must be created which includes sound technical communication among manager .
engineers and test pilots". The other one is that, "complexity should be sacrificed for simplicity every
time".

In conclusion of this introductory chapter a survey is given of the main programs performed in
The Netherlands by the National Aerospace Laboratory (NLR) during the last 10 years.

The NLR activities in the general area of closed-loop flight control systems started in 1972
with a flight test program using an aircraft equipped with a pitch-rate-command/attitude-hold flight control
system in combination with a side-stick controller during two-segment noise abatement approaches, reference 7.
This was followed in 1974 by a flight simulation program directed at the determination of generalized
longitudinal maneuvering criteria for the landing approach and touchdown flight phase (Refs. 8 and 9).

Flight tests on stick force stability as a cue for manual airspeed regulation during approach in
aircraft with primary flight control systems featuring pitch attitude-hold, was performed in 1975 and 1976
(Refs. 10, 11, 12: using the NLR-owned Beechcraft Model 80 and the Fokker F-28 prototype.

Flight simulator programs directed at the development of longitudinal (Ref. 13) and lateral-
directional (Ref. 14) maneuvering criteria have been performed in 1978 and 1979 using the flight simulator
of the NLR.

Selected configurations from the above-mentioned programs were evaluated again in flight using
the USAF/Calspan Total In-Flight Simulator (TIFS) during the end of 1980 and the beginning of 1981,
reference 15.

The emphasis of the underlying paper is on handling quality criteria related to changing the
aircraft attitude and the direction of the velocity vector during the approach and landing based on experi-
ments in the 1978 - 1981 time period.

2. CLOSED-LOOP FLIGHT CONTROL SYSTEMS

2. i Ducumented experience

On the basis of the predicted trend in fuel prices it is to be expected that futuee transport

designs will incorporate full-time stability augmentation in order to exploit the gains obtainable from
the so-called relaxed-static-stability concept (Ref. 16).

Another development towards the improvement of overall aircraft performance will be the accep-
tance of the "all-electric aircraft" concept which means that all engine loads, normally associated with the
bleed, pneumatic and hydraulic systems are transferred over to the electric power generation system,
(Refs. 16, 17 and .8).
These developments will fcrm the powerful drivers towards the introduction of closed-loop flight control
systems with non-mechanical sigAal transmission in transport L.ircraft. In this section documented flight
and flight simulation experience with closed-loop flight control systems will be reviewed.

Otservations will first be made with respect to two categories of longitudinal flightt control
systems:
I: Closed-loop flight control systems which use the horizontal tail as the only aerodynamic control surface.
II: Systems as mentioned under I, which in addition enhance the maneuverability by using lift-modulating
aerodynamic surfaces on the wing.

The observations are restricted to programs before 1978, reported in the open literature, in
which actual landings were carried out.

Sub I: Closed-loop flight control systems (Refs. 9 and 19 through 26)
Systems based on pitch rate as the primary controlled aircraft motion variable have been favourably
commented upon; this holds for flight test as well as flight simulator results. An attitude-hold
feature, when available was appreciated.

A system based on normal acceleration as the primary controlled motion variable evaluated
in approach and landing (Ref. 23) was not well received by the participating pilots.

Sub IT: Closed-loop flight control systems with maneuver enhancement (Refs. 9, 19 and 27 through 29)
In the tests considered, maneuver enhancement resulted in:
- smaller pitch attitude variations during approach path following,
- more precise ILS-glide path tracking,
- suppression of "initial acceleration reversal" at the center of gravity,
- better touchdown position accuracy during flight tests; based on subjective observation (Refs. 28, 29
- improved control of sink rate at touchdown during flight simulation tests based on objective
measurement (Ref. 9).

There are indications that maneuver enhancement can be used to either improve the touchdown position
accuracy or to improve the control of sink rate at touchdown.



With respect to lateral flight control systems the following observation is in order. Once an
aircraft has a pitch-rate-command/attitude-hold flight control system a roll control system with similar
characteristics should be installed for reasons of control harmony and aircraft stabilization. Therefore a
roll-rate-command/bank-angle-hold system is the logical choice.

Concerning the documented experience with respect to an appropriate type of pilot's controller
for closed-loop flight control systems the following is remarked.
Transport aircraft with closed-loop flight control systems and non-mechanical signal transmission will most
probably be equipped with a moving type side stick controller. In a number of the above-mentioned
experimental programs such a manipulator has been used (Refs. 9, 21, 23). Without exception favourable
opinions were reported in these programs concerning this type of controller in the context of the
evaluations performed.

2.2 Selection of flight control systems for the experiments

Based on the observations discussed in section 2.1 the form of rate-command/attitude-hold has
been selected for experiments by NLR, the results of which will be discussed in this paper. In addition it
is mentioned here that this principle is well-suited for aircraft in which artificial longitudinal stability
has taken the place of inherent airframe stability (relaxed-static-stability).
Low-speed handling flight simulator research performed recently as part of NASA's Supersonic Cruise Research
program (statically unstable cc -eptual aircraft) indicates the use of similar concepts, see references 30
and 31.

It was decided to use manual airspeed control in the piloted evaluations. This decision was based on:

- The experience with respect to the combination of a pitch-rate-command/attitude-hold flight control
system with manual throttle on the approach during flight test programs (Ref. 12)

- The desire to minimize the number of automatic (sub-)systems required during normal operation as a design
philosophy.

For the ground-based simulations (Refs. 13. 14) the mathematical model of an existing medium-
weight t in-engined jet transport aircraft was adopted. The combination of horizontal tail area and the
center of gravity location were cbosen in such a way that a static margin of zero resulted (the horizontal
tail area was reduced by 40 %). This mathematical model is called Baseline aircraft A. Starting from this
model an aircraft with a 40 % higher gross weight has been defined, called Baseline aircraft B. The latter
model was used in relation to criteria development for maneuver enhancement through the application of
(blended) direct-lift control.

For both models a primary flight control system was developed in such a way that the dynamics of
the aircraft plus flight control system were selectable by changing a limited number of gains and time
constants in the mathematical model of the flight control system.

A functional block diagram of the longitudinal flight control system is presented in figure 1.
The lateral-directional flight control system is presented in figure 2. In references 13 and 14 the
rationale for the flight control system lay-out and the choice of flight control system parameters are
discussed in detail.

Next the main characteristiiof the flight control systems are described; the way in which the
dynamics of the responses to manipulator deflections have been varied is indicated as well.

LONGITUDINAL SYSTEM

The closed-loop formed by the aircraft and the feedbacks of pitch rate and pitch angle functions
as a pitch angle stabilizer ("attitude-hold"). Commands generated through manipulator deflections and passed
through a low-pass filter and through an element (prefilter) which consists of a proportional and an integral
part drive the closed-loop ("rate-command"). For Baseline aircraft B the commands were also passed through
a low-pass filter and a wash-out filter in order to deflect aerodynamic surfaces on the wing for direct-
lift generation.

The longitudinal short-period frequency was varied in the program through variation of the gain
of the pitch attitude and pitch rate feedbacks.

The pitch rate overshoot after a step command input was varied in the program through variation
of the relative gains of the proportional and the integral parts of the prefilter (prefilter time constant).

The level of maneuver enhancement was varied in the program through variation of the gain in the
path between the manipulator and the direct-lift aerodynamic surfaces.

In addition the longitudinal flight control system features:
- Two-gradient force-versus pitch-rate-command relationship,
- Bank compensation.

LATERAL-DIRECTIONAL SYSTEM

The closed-loop formed by the aircraft and feedbacks of roll rate and bank angle functions as a
bank angle stabilizer ("attitude-hold"). Commands generated through manipulator deflections and passed
through a lead/lag filter drive the closed-loop formed by the aircraft with roll rate feedback while the
bank angle feedback is disabled through logic ("rate-command").
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Fig. I Block diagram of the longitudinal flight control system.

GAINYA -ROL ATE

Fig. 2 Block diagram of the lateral-directional flight control system.

The roll mode time constant was varied in the program through variation of the lag time constant
of the ]eaO,/lag filter.

A pure time delayv in the roll command path was varied in the program by delayring the command
signal a number of computational steps.

In addition the lateral directional flight control system featured:
- Three-gradient force versus roll-rate command relationship,
- Wings-leveller, active for bank angles between plus or minus 3 degrees,
- Yaw-rate feedback to increase Dutch Roll damping,
- Turn-co-ordinator.

3. EXPERIMENT MECHANIZATION

3.1 Ground-based simulation facility

~The ground-based flight simulator used for the experiments is developed and operated by the
.National Aerospacc Laboratory NILR (Pig. 3). At the time of the experiments the equipment included a compiater

~installation, a single seat cockpit with pilot's controllers, flight instruments, a visual system end a

motion sy. tem.

___lIT



7474

Fig. 3 Cockpit,motion base and visual display system of the NLR
flight simulator.

The instrument panel is based on the conventional lay-out for civil aircraft. The pilot's
primary instruments are elements of an Integrated Instrument System with an Attitude Director Indicator
above a Horizontal Situation Indicator. The pilot's primary (hand) controller was an in-house developed
deflection-type side-stick controller. The rudder pedal forces are generated through a control loading
system. The (left-hand) throttle was of the type used in fighters.

The visual system consists of a terrain model viewed through a closed-circuit color television
system. The visual scene presented to the pilot is collimated to provide images at infinity. The field of
view is 43 degrees in the horizontal plane and 16 degrees in the vertical plane.

The motion system has four degrees of freedom corresponding to the following aircraft motions:
heave, pitch, roll and yaw. Due to the hydrostatic bearings in the jacks the acceleration noise level and
the threshold value of the accelerations are kept very low. High-pass filters for simulation of rotational
accelerations and low-pass filters for simulation of specific forces (through tilt-angles) are used.

3.2 In-flight simulation facility

The USAF/Calspan Total In-Flight Simulator (TIFS) was used as the test vehicle in the in-flight
validation experiment. A description of the capabilities of this in-flight simulator is given in reference
32. TIFS is a highly modified C-131H (Convair 580) configured as a six degree-of-freedom simulator (Fig. 4).

Fig. 4 USAF-AFWAL/Calspan Total In-Flight Simulator (TIFS)

Computer driven direct-lift flaps, side force surfaces and throttles have been added to yield direct force

capability. Moment control is through the elevator, ailerons and rudder. It ham a separate evaluaticn cockpit

forward and below the normal cockpit. When flown from the evaluation cockpit in the simulation mode, the pilot

control commands are fed as inputs to the model hybrid computer which calculates the aircraft response to be
reproduced. These responses, along with TIFS motion sensor signals, are used to generate feedforward and

response error signals which drive the six controllers on the TIFS. The result is a high-fidelity reproduction

of the motion and visual cues at the pilot's position of the model aircraft.
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For this experiment, the evaluation cockpit was set up similar to that in the NLH ground-based
simulator. This included the same side-stick controller which was used in the ground simulations. The
cockpit side windows were masked to duplicate the peripheral visibility from a typical transport aircraft.
The forward field of view was larger than normally encountered in transport aircraft, especially in
downward direc.ion. For attitude reference a mark was put on the front screen.

3.3 Dynamics of the configurations

In the ground-based investigation the characteristics of the pitch and roll control systems have
been varied in order to generate experimental configurations with varying flying qualities. One configuration
having good pitch and roll flying qualities was selected as the base configuration and changes in the
characteristics with respect to this base configuration have been investigated. A limited number of
descriptors is used to characterize the configurations as indicated in table 1. For the longitudinal
dynamics the values of the "equivalent system" parameters are used. The "equivalent system" is the best
frequency domain fit of a system with transfer function

K (s + I/T ) e-T q

qe (s2 + 2 qn s + Un2)
q q

to the actual high-order transfer function. Also the values of the normal acceleration sensitivity parameter
n. (normal load factor change per unit change of angle of attack) and of the level of the maneuver
enhancement with respect to the maximum level (KDLC/KDLC ) are presented in table 1. The time constant of

max
the wash-out filter has been kept constant at 5 s.
For the roll dynamics the equivalent roll mode time constant T' and the equivalent time delay T are
presented. These parameters are defined using the roll rate response to a step-type roll command input as
indicated in figure 5.

MAX SLOPE

L RT MAX ROLL RATE

63% OF MAX
ROLL RATE

0 T, TIME

rR A EQUIVALENT ROLL MODE TIME CONSTANT
T & EQUIVALENT TIME DELAY

Fig. 5 Definition of equivalent roll mode time constant
and equivalent time delay, using the roll rate
response to a step-type control input.

As can be observed in table 1 five types of variations have been realized.
A selection was made from these configurations to be validated in the in-flight investigation.

The base-line configuration and one configuration out of every group was selected. The 7 configurations
selected for in-flight validation will be characterized by the acronyms used in the gr-and-based
investigation:

E-5/T-I: base configuration (pitch and roll)
E-1 : low longitudinal short-period frequency
F-i : large pitch rate overshoot
G-I : low n ; no DLC
G-3 : low na + DLC
T-4 :large roll mode time constant
T-7 : roll command time delay

The dynamics of the computer models used ground-based and in-flight were identical, as was verified by
comparing responses to step-type control inputs. Assuming no difference in instrument dynamics ground-based
and in-flight, the configuration dynamics as observed during flight on instruments were identical.
The visual system used in the ground-based investigation and the model-following system in the in-flight
investigation introduced additional dynamics such that in some respects the information as obtained from
the outside visual scene differed between ground-based and in-flight investigations. This difference will
be taken into account when analyzing the results.

3.4 Experiment design

The piloting task consisted of performing approaches in INC conditions, using only raw ILS
information for guidance followed by a VMC segment below 91 m (300 ft) terminated by a landing. Offsets in
the glide path and localizer indications were removed at certain points during the approach, thus forcing
the pilots to maneuver the aircraft, thereby facilitating their evaluation of t!ie configuration's handling
qualities.



In both ground-based and in-flight investigations one configuration was evaluated per session
in which three to fivz approaches and landings were carried out. Ample time was devoted to familiarization.
In both types of investigations three pilots have evaluated all configurations.

In the ground-based investigation the environmental conditions consisted of wind shear and light
to moderate turbulence with mean wind at runway level in runway direction for the longitudinal investigations
and 15 kts crosswind in the lateral-directional investigations. In the in-flight investigation the existing
natural crosswinds were cancelled for the longitudinal configurations and for the lateral-directional
evaluation flights cross-winds of 10 to 15 kts were simulated. Natural turbulence was used to disturb the
model and where necessary artificially generated turbulence was introduced into the model.

Each pilot received a written briefing guide and rating information. Before flying they were
verbally briefed on basic experiment purposes and simulation procedures. In all experiments the pilots have
evaluated all configuration in a randomized order. To minimize carry-over effects (usage of experience
obtained in one configuration during the next), averaged results of the three pilots have been analyzed.

4. CRITERIA FOR LONGITUDINAL MANEUVERING

4.1 Results of experiments

Three groups of configurations (E, F and G) are discussed. The Cooper-Harper ratings given for
the configurations with varying short-period frequency are presented in figure 6. In this figure the results
for the in-flight configuration E-1 is compared to the result for the ground-based configuration E-2 for
reasons explained later.

E-5 E-4 E-3 E-2 E-I
z0

LEGEND Fig. 6 Cooper-Harper ratings for

SO PILOTA the configurations with different
A PILOT B GROUND short-period frequency.

& PILOT C

W 6PILOT D

u PILOT E FLIGHT
5 a PILOT F

3 f -~ -

1.31 1.12 0.94 0.75 0.68

Wnq (rad/s)

The degradation of handling qualities with decreasing value of the short-period frequency is
clearly indicated both ground-based and in-flight. Configuration E-S was rated 3-4 on the Cooper-Harper
scale in the flight evaluations while ratings of 2-3 were obtained during the evaluations on the ground.
According to pilot commentary obtained in flight, a relative high level of attention was required for air-
speed control in the in-flight simulator. Two pilots stated that for this reason they rated the configu-'ation
in the unsatisfactory region. They stated that when the speed regulation task would be eliminated they would
certainly end up in the satisfactory region (Cooper-Harper ratings of 2 and 3 were mentioned).

The rooper-Harper ratings given for the configurations with varying pitch rate overshoot after
a step command input are presented in figure 7.

The result for the in-flight configuration F-i is not directly comparable to the result for the
ground-based configuration F-i for reasons explained later. In figure 7 an additional"F-1/flight" has been
introduced for a value of Tq somewhat higher than the value existing in the ground-based experiment. The
result obtained in flight is in concurrence with the trend indicated by the ground-based results.

The Cooper-Harper ratings given for the configurations with varying degree of maneuver enhancement
are presented in figure 8. The rating for configuration G-1 for pilot D is considered an outlier and is not
considered further (see reference 15). For configuration G-3 the mean of the ratings in flight was higher
than the mean of the ratings on the ground. Two of the pilots in the in-flight evaluation complained
explicitely about disturbing heave motion associated with stick motions. This was their prime reason not to
rate the configuration better. Non-intentional amplification of the high-frequency content for the normal
acceleration at the pilot seat of the model output by the model following system has been established. No
proper judgement of this configuration is possible therefore. It is of interest to mention that the in-
flight measured vertical speed at touchdown reduced substantially through addition of maneuver enhancement
from a mean value of 0.7 m/s for configuration G-1 to 0.3 m/s for configuration G-3.

Remarks concerning the dynamics of thi visual system of the flight simulator in relation to the
dynamics of the model-following system of thE in-flight simulator are in order here.

In the above presented comparison for the E- and F-configurations the slight differences due to
the different additional dynamics of the visual system and model-following system have been taken into
account, thus emphasizing the comparison for the visual flight phase.



E-5 F-3 F-2 F-I F-I/FLIGHT
LEGEND9"

0 PILOT A G
8, - PILOT 8BtGROUNI

0 PILC01

6 I PILOT D

8 PILOT E FLIGHT
u 5 PILOT

2

I ______________1I
0.96 1.45 2.56 5.26 6.67

Tq()
Fig. 7 Cooper-Harper ratings for the configurations with different

levels of pitch rate overshoot.

G-i G-2 G-3 G-4
z LEGEND

O PILOT A
A PILOT B GROUND

C 13 PILOT C

A PILOTD 1

I! PILOTE FLIGHTU 5. 1 st PILOT F

0 0.32 0.68 1.00
KIDLC/"KDL~a

Fig. 8 Cooper-Harper ratings for configurations with different
levels of maneuver enhancement.

When the pilot was using the outside visual scene, the dynamics of the visual system of the
flight simulator and the dynamics of the model-following system of the in-flight simulator are superimposed
on the model dynamics. The dynamics of the visual system of the flight simulator can be characterized as a
time delay of 0.05 s and a first order low-pass filter with a time.constant of 0.08 s. The effect of these
additional elements can be expressed as an increase of the value of the equivalent time delay with 0.13 s,
resulting in T = 0.2 s.

Analysis of the pitch rate response to a step-type command input of the in-flight simulator
suggests that the model-following system can be represented by a time delay of 0.07 s and some additional
"lead" to quicken the response after the delay.

With respect to the comparison ground versus flight the additional "lead" of the model following

system warrants the conclusion that:
Configuration 9-1/flight should be compared to configuration E-2/ground
Configuration F-i/flight should be compared to a configuration with a pitch rate overshoot larger
than existing for configuration F-i/ground. An additional configuration "F-i/flight" with T = 6.67 is
therefore incorporated in figure 7. q

Reference 15 discusses these matters in detail.

In conclusion of this section an observation related to the heave response of the motion system
during ground-based simulation and of the model-following system during in-flight simulation is necessary
for the configuration with maneuver enhancement (configuration G-3).

In the ground-based simulator the heave response is attenuated by the filters used in the command path to
the motion system; in principle this can mask a problem area which can develop in real flight. After close
examination of in-flight recorded data it was established that the calibration step responses for the in-
flight simulator indicated a non-intentional initial overshoot of the normal acceleration response at the
pilot station. Amplification of the high frequency content of the model output by the model following system
is apparent on the flight records of approaches flown. A flexible mode of the TIFS airframe plays a role
in the observed phenomenon. These observations have led the authors to the conclusion that it cannot be
determined how much the pilot complaints concerning the "disturbing" heave motions mentioned before are
related to the nominal configuration dynamics.



4.2 Criteria

Both open-loop and pilot-in-the-loop maneuvering criteria have been evaluated on the basis of
experimental results.

OPEN-LOOP CRITERIA

On the basis of the Cooper-Harper ratings of the flight simulator investigation, the correlation
with the following criteria has been analyzed:
-C-criteria, reference 33
-Large advanced supersonic aircraft criterion, reference 34
-US Military Specification short-period response criterion, reference 4
-Criterion on the compatibility of steady maneuvring forces and pitch sensitivity, reference 35

The flight simulator results have shown that the first two criteria are not applicable to the type of control
system under consideration (Ref. 13).

Analysis of the MIL-F-8785 C short-period response criterion, when interpreted through the useV
of equivalent system parameters (w versus n ; n a 1/ . q ) led to the conclusion that this criterion has

q e e
shortcomings when used for aircraft with the flight control systems considered here. The criterion allows
lower w values than the results indicate, while also a configuration characterized here as having toon

much oveshoot after a step comand input, configuration F-2 (CH=4.3) lies well inside the level 1 area,
as is shown in figure 9.

LEVEL 3

na*

' / LEVEL I (raWis241

FZI F= F-3 F- _.

0.5 /9)1 2 --- _/PE 5

n2 s
q

frqecnddmigrtiosold be consder stimrultersuslL8o. hr-pro

A proposed criterion which takes the effect of these three parameters into account while it
incorporates the effect of tame delays as well is the "rise time" of the pitch rate response to a step
coemiand input.

Rise time (T •) as defined here: the time in which the pitch rate response to a step-type
control input reaches 9Or~,ercent of the (final) steady state value. The prOposed criterion is:

1.< 1.0 D 91.7

[Although time delay was not varied in the experimets, it is possibly of interest to observe that an
equivalent time delay of 0.2 a in combination with the equivalent system parameters un , q and Tq of* I configuration E-5 has not degraded pilot opinion in the ground-based experiments]. nq~

i i l i ~ l ,. i l l | " - "E -....
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Settling tine of the pitch rate response to a step command input is also considered of
importance and possibly usable as criterion. Settling time (T set ) as defined here; the time after which
the pitch rate response remains within a band of values which n

e 
from 90 percent to 110 percent of its

(final) steady state value. In the determination of T the effect of low-frequency dynamics should be
eliminated. A second-order equivalent system description I one means to generate the required time
responses. Pilot evaluation of configuratiom with various values of the equivalent damping ratio, q as
well as the equivalent undamped natural frequency wn is required to propose a criterion for Tsette

o

q e
The format of the fourth criterion mentioned in the beginning of this section, "criterion on

the compatibility of steady maneuvering stick forces and pitch sensitivity", is considered especially
appropriate in the area of high levels of pitch rate overshoot after a step command (e.g. large lead in the
flight control system, F-configurations), see also reference 36.

A criterion format proposed in a document discussing proposed revisions to MIL-F-8785 B (ASG)
(Ref. 35) is directed at the compatibility of appropriate control gains for "stick force per g" and pitch
acceleration. These two control gains can become incompatible in the sense that the pitch control sensitivi-
t is too high relative to the "stick force per g". The criterion puts limits to the expression

This parameter can be considered as an appropriate description for the Control Anticipation Parameter (CAP,
reference 37) for aircraft for which the pitch rate to stick force transfer function deviates appreciably
from classical (bare airframe) expressions due to their flight control systems. For the type of control
system considered, side-stick controlled pitch-rate-command (plus attitude-hold), the following criteria
have been established for the approach and landing flight phase:

Level 1 Level 2

's Fe mx <0.7 rad/s .g < 2.9 rad/sel 12 2.g

These limiting values for{] _ x1 (proposed in the present paper) deviate, however,
pss emax

considerably from the values published in reference 35. When attention is focussed on the substantiation
of the criterion for Category C flight phase in that reference it has to be deduced that no data at all
have been available to substantiate the limit values published. These values are the same as the numerical
values of the upper limit of the CAP of the present Military Specification (Ref. 4). Also the upper limits

F e
forLeel ad , "erinl figt has" fo 1;p . 2F Ima published in recommended flying qualities

criteria for supersonic transports (Ref. 38), although more restrictive than the values for CAP of the
Military Specification, are not in correspondence with the experimental results obtained here.

Alternative approaches to define the CAP based on time history measurements, are discussed in

references 38, 39, 40 and 41.

PILOT-IN-THE-LOOP CRITERIA

On the basis of the Cooper-Harper ratings of the flight simulator investigation the correlation
with the following criteria has been analyzed:
- Simplified pitch dynamic response criterion, reference 35
- Inferred closed-loop criterion, reference 42
- Original pitch dynamic response criterion, reference 43.

Although closely related to the "original pitch dynamic response criterion", the "simplified pitch dynamic
response criterion" has shown to be less useful in practice as is discussed in reference 13.

No correspondence between th ". erred closed-loop criterion" and the experimental results have
been shown, reference 13. The'briginal pitch dynamic response criterion" or Neal-Smith criterion is clearly
the most versatile. Applying the value for "minimum bandwidth" as is proposed in reference 35 for transport
aircraft in terminal flight phases, w- = 1.2 rad/s, the resul jf ground-based simulation and in-flight
simulation has indicated that for Level 9 handling qualities the following criteria should apply:

8-a < 0 (d) and4pc < + 45 (deg)

c max P
The limit value on resonance deviates appreciably from the boundaries of the original pitch dynamic response
criterion. In figure 10 the experimental results are plotted. The dynamics of the visual system (of the
flight simulator) are incorporated in the transfer function used to calculate resonance and pilot lead.

With respect to aircraft deficient in flight path response and for that reason incorporating
maneuver enhancement as part of the flight control system, no criteria are in existence. It is not possible
to give an "open-loop" type of criterion to specify the amount of maneuver enhancement through blended DLC
required for aircraft deficient in flight path response (n too low), reference 13. The reason is that
altitude loop performance obtainable depends among others on pilot compensation used in the inner loop
(attitude). As a possible format for a criterion, a series closure structure is envisaged in which the
innerloop is closed according to the principle discussed above ("minimum bandwidth" 1.2 rad/s, while
observing the 10/0 I and- boundaries) and the outerloop is closed (with only a gain to represent the
pilot action) in sucXa way Fat a phase margin of 30 degrees is obtained. The proposed criterion, see
figure 11, is the "minimum bandwidth", W BW-h' unich should result after the loop closure. Based on flight

L-AL,



simulator evaluations only the criterion for Level I handling qualities proposed is:

'BW-h 0.55 rad/s

0
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Fig. 11 NLR proposed criterion with respect to

maneuver enhancement (Ref. 13).

5. CRITERIA FOR LATERAL MANEUVERING

5.1I Results of experiments

Two groups of configurations will be presented. The Cooper-Harper ratings given for the configura-
tions, for which the equivalent roll mode time constant was the parameter varied, are presented in figure 12.
The degradation of handling qualities with increasing values of the equivalent roll mode time constant is~clearly observable both ground-based and in-flight. However, a value of 2 seconds being rated unacceptable

. in the ground-based experiments (average Cooper-Harper rating 7. 3) is rated unsatisfactory but acceptable
~in-flight (average Cooper-Harper rating 5.7). The Cooper-Harper ratings given for t~. configurations, for

which the equivalent time delay in the roll command path uas the parameter varied, are presented in figure 13.

__
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Fig. 12 Cooper-Harper ratings for the configurations with difforent
equivalent roll mode time constant.
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Fig. 13 Cooper-Harper ratings for the coafigurations with different
equivalent time delays in the roll command path.

Degradation of handling qualities with increasing values of equivalent time delay is very similar ground-
based and in-flight.

It must be emphasized that this comparison is based on equivalent roll mode time constant and equivalent
time delay as determined from the computer model step responses. The pilot commentary indicated, however,
that the Cooper-Harper ratings were largely determined by the impressions that were obtained in the final
approach and landing (visual segment). In that situation the dynamics of the visual system of the ground-
based simulator and of the model-following system o the in-flight simulator are superimposed on the model
dynamics. The dynamics are not the same. The ground-based visual system can be approximated by a small time
delay of 0.03 s and a first-order low-pass filter with a time constant of 0.08 s, thus increasing both
equivalent time delay and equivalent roll mode time constant. The roll response of the in-flight simulator
suggests that the model-following system can be represented by a time delay of 0.12 s and "some additional
lead", to quicken the response after the delay. The effect is an increase .n equivalent time delay and a
decrease in equivalent roll mode time constant.

5.2 Criteria

In the ground-based investigation the correlation of the Cooper-Harper ratings with a large
number of criteria parameters based on computer responses has been analyzed. Parameters included bank
angle in one second, time to reach 3C degrees bank angle, maximum available roll rate, maximum available
roll acceleration, equivalent roll mode time constant, equivalent time delay etc. The result was that
equivalent roll mode time constant and equivalent time delay of the computer model showed the best
correlation. In reference 14 it is shown that a regression equation of the following form

C~est =1.6 + 2.7 TH + 10 T

predicted the ratings for all twelve configurations evaluated in two flight simulator experiments with



good success (All act tal ratings were within one rating unit from the estimate). The regression equation
does not include the effect of the visual system dynamics. If the parameters are modified as follows:

T' = TA + 0.08 and Tpv = Tp + 0.03, the regression equation changes into CHe t = 1.1 + 2.7 V + 10 TPv

Using actually measured equivalent roll mode time constant and equivalent time delay, this equation predicts
the following ratings for the three configurations that have been evaluated in-flight:

Conf. T-1,CH = 2.9 (CH = 2.5)
Cest actual

Conf. T-4,CHes = 8.0 (CHaetual = 5.7)

Conf. T-7, CHest 5.1 (CHactual = 4.3)

The fact that the actual rating for configuration T-4 was significantly lower than predicted indicates that
probably the coefficient of TA is a little too high.

In MIL-F-8785 C (Ref. 4), no link is put between allowable roll mode time constant and roll time delay.
For Class II and III aircraft (medium to heavy-weight transport) a boundary on roll mode time constant reads:
Level I TR < 1.4 s
For time delay a general boundary is mentioned
Level I T < 0.1 s
The modified regression equation mentioned can be used to validate these boundaries assuming the other
parameter is kept at some specified value. Assuming that time delay is negligible (T f 0)
the criterion on roll mode time constant for Level 1 handling qualities is: Pv

TB < 0.9 s,

which is a value that is smaller than the MIL-F-8Y85 C criterion. Assuming that the roll mode time constant
is small (e.g. T' o 0.3 s) the criterion on time delay for Level I handling qualities is:

v T <0.1
6

s.
Pv

This value is considerably larger than the value of 0.1 s mentioned in MIL-F-8785 C (Ref. 4) but comparable
to the boundary of 0.17 s mentioneO in reference 38.
The equation suggests that for larger equivalent roll mode time constants, the boundary on allowable
equivalent time delay becomes more restricted.

These results seem to indicate that limitations on rise time of roll rate to a step-type command
input may have merit as a criterion.

6. CONCLUDING REMARKS

Ground-based and in-flight experiments have been carried out to investigate the pilot opinion
on handling qualities of transport aircraft equipped with side-stick controlled rate-command/attitude-hold
flight control sy.tems. The dynamics of the pitch and roll control system have been varied such that boundaries
in handling quality criteria could be established.

The in-flight simulation program has been extremely valuable in supporting most of the results obtained
during ground-based simulation programs and in providing new insight. In the in-flight experiments a higher
piloting effort for airspeed regulation became apparent, whereas large roll mode time constants degraued the
pilot :pi'io, less than in the ground-based experiments. A general conclusion is that in order to obtain
"satisfactory" pilot opinions these aircraft must possess a somewhat higher equivalent short-period undamped
natural frequency and a smaller equivalent roll mode time constant than those allowable for contemporary
transports with conventional flight control systems.

More specifically the observations with respect to the longitudinal handling quality criteria are as follows:
- When comparing the values of equivalent system parameters of the investigated configurations with the
MIL-F-8785 C short - period response criterion, it appears that the minimum value of short-period undamped
natural frequency is too lenient.
A more comprehensive criterion applicable in this area which incorporates uhe effects of the numerator time
constant, the undamped natural frequency and the damping ratio simultaneously as well as the equivalent time
delay, is the "rise time of the pitch rate response to a step command input". Limit values for Level I and
Level 2 flying qualities have been proposed.

- Limit values for Level 1 and Level 2 flying qualities have been proposed for a criterion concerning the
compatibility of steady maneuvering stick forces and pitch sensitivity which is appropriate for configura-
tions with high levels of pitch rate overshoot after a step command input.

- It is shown that a pilot-in-the-loop criterion based on limiting closed-loop resonance and pilot-lead
compensation has merit for pitch control of transport aircraft in the approach and landing flight phase.
Based on a "minimum bandwidth" of 1.2 rad/s a tentative boundary for Level I flying qualities is presented.

- Based only on the ground-based experiments a criterion has been specified concerning the minimum amount of
maneuver enhancement for aircraft deficient in flight path response to attitude changes (n too low). The
criterion uses the minimum bandwidth of the outer-loop obtainable after sequential closure of attitude
and altitude loops.

The observations with respect to the lateral handling qualities are as follows:
- For negligible equivalent time delays the maximum allowable value for the equivalent roll mode time
constant is smaller than the value published in MIL-F-8785 C.

- The allowable equivalent time delay in combination with a small value of the equivalent roll mode time
constant is larger than the value published in MIL-F-8785 C, which is, however, mainly based on fighter
experience.

A __ " ...,mU I
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TABLE 1

Aircraft/flight control system parameters derived from the

computer model for the configurations investigated

Parameter Config. Equivalent system DLC System parameters

varied parameters (pitch) gain (roll)

flq q Tq Tq (g/rad) DLC A T

(rad/s) (s) ks) KDLC (s) (s)
max

Long.short 1.31 0.62 0.96

period E-4 1.12 0.63 1.15

frequency E-3 o.94 o.66 1.37 0.07 4.71 0 0.23 0.02

C-2 0.75 0.74 1.67

Pitch 1.3 o.6 o.964' 4
rate F-3 1.27 0.61 1.45 0.7 4.1 0 0.23 0.02

overshoot F-2 1.24 0.62 2.56

- 1.23 0.63 5.26

Maneuver E ] 1.30 4' 0.93 0 '4
enhancement G-2 1.31 0.62 0.93 .7 3.41 0.32 0.23 0.02

G-43 1.33 .2o6

G-4 1.33 0.92 1 .0

Rol). mode E D 7117 79 0' 0.23 0.02

time constant T-2 I31 0 62 0.96 0.07 4.71 0.52 0.03

T-3 o . I I .86 0.4

Ei] 1.96 0.04

Roll time E6 4' 717707 0.02

delay T-6 1.31 0. 62 0.96 0.07 4.71 0 0.2 0.12

T- 0.32

Configuration evaluated in-flight.

*) The prefilter time constant has been varied such that 1/i q0.8 qq n
q

I 1
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SUMMARY:

Current specifications (e.g. IL-F-8785) are not fully applicable for augmented
airplanes (high order systems). Major shortcomings are due to unsuitable mathematical
representation of criteria. In addition current criteria are not precise enough, both
for augmented and unaugmented systems.

Detrimental effects to flying qualities are discussed. Means to reduce these effects
are proposed, including nonlinear methods.

With respect to the pitch short period a criterion (based on MIL-F-8765 and others)
is presented, which states a more precise relationship between the relevant parameters.

When transformed into time history and frequency response, this criterion is
applicable for any system.

Especially it is shown, that Nichols-plots can be a useful tool for handling qual-
ities evaluation.

Optimal Stick Force Gradient Criteria (F /n/) are derived from a quasi-linear
pilot-aircraft closed loop analysis. a Z/c

The closed loop characteristics are formulated by means of a bandpass filter
frequency response function, the characteristics of which are defined by the equivalent
aircraft and a precision pilot model frequency function.

INDRODUCTION

High performance fighter aircraft show extremely expanded flight regimes as smsasu-

red by dynamic pressure and incidence angles. Additionally the static stability is
reduced for reasons of improved performance.

These tendencies require the implementation of an automatic flight control system.
Powerful FCS-computers allow sophisticated controls. Wide variations In onatrol surface
effectiveness and coupling effects require the adaptation of control surface blending,
varying characteristics of the uncontrolled aircraft require the adaption of control
laws parameters. Furthermore increased filtering of sensor signals Is required, as high
gain stabilization in an airframe with minimized structural weight pose prblema
sociated with structural modes and their interaction with control system Gymm a s.

Altogether these measures end up in a high order dynamic system. te knowm ML-
criteria are no longer applicable without additional reasoning.

New and further improved criteria are needed to overcome deficiencies which could be
noted in some early flight tests with augmented airplanes. The influence of detrimental
effects have to be analyzed and taken into account at proper design stages. Teme
analyses, together with improved criteria including these detrimental effeatso, willI

lead to bet-ter guidelines for FCS-design, hopefully.

of primary interest are criteria with directly usable hints and design goal far
the development of the flight control laws and the systems specification. The basic
background of all flying qualities requirements is the question what should the
handling and ride qualities of an aircraft be so that the pilot can fulfill his mission
and flight task in a safe way with minimum workload, and within the limits of his
ability to adapt to the control problems.

This formulation points out that the evaluation of these criteria are generally
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influenced by effects sometimes considered marginals density and update-rate of infor-
mation presented to the pilot, e.g. visual cues on the head-up-display and general
visibility, actuation of the pilot controls as stick, pedals, thmbwheels, discrete
inputs etc.

1. Design Considerations for Longitudinal Control (by W. Neuhuber)

Deficiencies of FCS-designs encountered primarily in so-called tight control tasks
as precise manoeuvering in air-to-air combat using the gun, landing approach and close
formation flight or durirg inflight-refueling. In these cases the pilot shows high gain
performing his task. In the above mentioned flight and mission phases dynamic pressure
and angle of attack have strongly different values.

Therefore it can be expected that the definition and design of appropriate flying
qualities will have to take nonlinear and time-varying effects into account.

Considering the response of the vertical acceleration nz to pilot commands
(Fig. 1-1) three different phases can be distinguished:

a) Initial lagged response
b) rise
c) settling to stationary value

In precise tracking tasks the initial phase (a) is of high importance. The time history
is strongly influenced by the sum of time lags and delays located in the feed-forward
loops. Additionally there is a nonminimum-phase effect with aircraft manoeuvering with
horizontal tails or with vectored thrust alone. By blending manoeuver flaps with the
actuation of these controls the nonminimum-phase effect can be eliminated. As a good
urule of thumb= the degree of elimination should be confined so that the initial pole
of rotation lies at the pilot's station. In that case the pilot will sense a rotational
but no translational acceleration at the first moment of aircraft response.

With regard to the allowable amount of time delay MIL-9490D gives stringent but
justifiable limits which should be given notice early in the FCS design. Filtering in
the feed-forward loop should be minimized for inherent time lags and delays.

In the phase (b) of the nz-response (Fig. 1-1) the steepness of the ns-build-up
should not exceed some limit. Otherwise the pilot could be disconcerted primarily due
to the effects of forces on his head and arms. A limiting value of 8 g per sec has been
cited /74/, but there should be a limit related to the steady state vertical accelerat-
ion, e.g. from 1.6 to 3.6 times the steady state value in one second.

This rule was found by consideration of coordinated turns using full roll
acceleration and trying to stay in almost constant altitude. Pilot comsents on normal
load buld-up experienced in highly manoeuverable aircraft will help to establish a more
accurate limit.

In the phase (c) of the n.-response (Fig. 1-1) a well damped behaviour is required.
Settling time should be minimized. This requirement is in conflict with the need for
quick rise time of nz as far linear airframe dynamics and linear control laws are consi-
dared. For a short rise time in phase (b) a high frequency and a low damping of the short
period motion of the aircraft would be favourable, but in phase (c) good daping is
required. These conflicting requirements can be achieved simultaneously by means of
nonlinear control laws with some gain adjustment depending on the difference between
commanded and actual load factor.

Whereas in phase (a) time delays in the feed-forward loop were detrimental to
performance, now time delays and lags in the feedback loops must be paid attention in
order to satisfy the requirement of good damping especially in gusty environment.

The discrimination between three different phases of the load factor response
(Fig. 1-1) finds it. complement in the discrimination between gross manoouvering and
*fine tuning" of aircraft attitude. NIL-criteria pertaining to eigenvalue characteristics
like frequency and damping are a good guideline to PCs design. This design should allow
nonlinear control law modifications advised by analyses of missiom-related menoeuvers.
Conflicting requirements and aspects of the n -and q-response can be overcome by means
of proper static and dynamic blending of aeroyAmic control surfaces (and thrust
vectoring), nonlinear shaping of gains in feedforward (cqmmand shaping filters) and
feedback loops, and by inserting dynamically shaped pilot comands into different loops
of the longitudinal control system. Unfortunately these means and measures are
accompanied by detrimental effects like additional computer burden and thorefore delay,
so that a trade-off has to be accomplished between possible improvements and actual
realisability.



2. Criteria for Pitch Short Period Notion (by L. Diederich, N35 Munich)

The method for derivation of short period handling'qualLties criterLa'VWzpM In this
presentation is based on the assumption that essentially two parameters are :r4ifd t, Uf
control anticipation parameter (CAP) and the overshoot ratio (resonanoe amplitude) /16/.

2.1 Derivation Of Optimum Parameters

The control anticipation parameter in defined as follows /15/, /17/:

2
CAP - co Io n. - 40 .g/q.V - T . 6.jn .g/V

(note: all parameters are to be understood as low order equivalents of high order
systems).

With (nz/ot)equivalent = V/g'T8 /17/, we obtain CAP -Wn2/tnzk)equivalent, according

to par* 3.2.2.1.1 of reference /15/.

The resonance amplitude is defined as: "AJn %

If an optimum value for IAI4J n exists, then the optimum damping ratio must be variable:

% To. 4)n/2-IA Pn

According to reference /11/ and results of references /6/ and /18/, thu optimum ampli-
tude is: |o = 1.8 . 5 db. Thus the proposed replacement for para 3.2.2.1.2 of re-
ference /15/ .s as follows:

o. Id /3.6 and - TW.n 2/3.6 - CAP.v/3.6g

2.2 Proposed Tolerances

According to references /15/ and /17/, and results from /6/ and /18/, the relation-
ship between pilot opinion rating (POR) and control anticipation parameter should be as
follows: POR*CAP for CAP I 1 and POR ml/CAP for CAP 1 1.

Table 2-1 shows the proposed boundaries:

CONTROL ANTICIPATION PARAMETER

Level Cat. A&C Category 8

1 .5 to 2 .11 to 3.5

1 .29 to 3.5 .11 to 3.5

2 .15 to 6.5 .11 to 6.5

3 .if to 9.5 .11 to 9.5

Level 1" - optimum region

The requirements for category C in table 2-1 are more restrictive than thoe In e-
ference /15/. The reason is, that a high value of CAP will help to oure prbln asoecia-
ted with the stick pumping phenomenon as mentioned in reference /17/ aud as W I I
with several systems: an improved pitch acceleration response due to an equate value
of CAP will reduce pilot's pumping activity (cottroler and surface ampliefts) during
flare, and, on the other hand, short period and pumping frequencies will be well separa-
ted, so reducing the probability of pumping activity to end up in pilot Induced eeoill4-
tions.

Since deviations of damping ratio from its optimum value result in simailar r -
tions of flying qualities as deviations of Wn from optlmm do, the toltaees of
parameters should be coupled as follows:

Emx/Cmin w CAPMX/CAP for CAP k I

and /x n"CAP/AP for CAP s I

with CAPMX and CAPsin according to table 2-1.



2.3 Development of Criteria

If one expresses mentioned requirements in differmnt mthematcal rr atiat,
one can obtain a not of equivalent short period criteria.

For example we assume an arbitrary condition as followas V M a00 n/se, muuq ul6,l/rd

To - 0.629 sec, which requiress =n - 4.03 rad/sec, - 0.703.

Figure 2-1 shown the optimum of 40 and J and the level I boundaries in comparison to
those of reference /15/. Several paramlter odibinations tolerated In ref. /15/arm O1u-
ded by proposed requirements. Note that location of optimum and boundaries will shift with
change of flight condition and configuration.

Figure 2-2 shows time response of pitch rate for control stick step input, with the

parameters stated before.

Figure 2-3 shows the level 1 locations of poles in s-plane for mentioned example.

Figure 2-4 shows the corresponding Bode plots of pitch rate vs. control stick input.
Note that the high frequency asymptotes depend on system order. Rather than the ample
of reference /11/, our one is low order. For frequencies higher than short period reso-
nance rather the relationship between amplitude and phase than their absolute values should
be relevant.

Therefore an alternative representation in frequency domain is proposeds a pseudo-
Nichols diagram of pitch attitude vs. stick input according to figure 2-5.

Figure 2-6 shows the proposed boundaries as developed from the requiriments mentio-
ned before, and as chocked against data set from references /6/ and /18/, and actual
systems. This representation is not subject to changes due to variations of flight condi-
tion, configuration or system's order. However, bandwidth should be verified (fW .

Table 2-2 shows some properties of the criteria mentioned:

Representation Required Actions
_ _ Find low order equivalent adapt for flight Condition
W vs. [ yes yes

tim history no scaling of time axis

S-plane yes yes

Bode plots no scaling of w-axis &high
frequency asyMptotes-F(order)

Nichols diagram no evaluate bandwidth:
BD x O.Sw n to 2Wn

The representation according to figures 2-5 and 2-6 was dominated as "peoudo"-Nichols
diagram, since the mentioned functions do not contain any pilot modell loop closure via
pilot is fiction for this representation. Therefore this criterion should not be .isunder-
stood as comparable with the Meal & Smith-criterion /6/ or with t!ie repreentati4cn of part
3. of this report. Nevertheless, the closed loop curve of Nichols diagram showed to be use-
ful boundaries for the proposed criterion.

Regardless of advantages of disadvantages of the representations presented, It I re-
commended to use more than one criterion simultaneously. Their choice may depenm on mathe-
matical tools and data set available or preferred by the user.

2.4 Concluding Remark

If future experience should require revision of proposed optimwm values of control
anticipation parameter and resonance amplitude, the method presented will met e afseted.
Just the numerical values will be subject t2 revision.



3. The Derivation of Pitch Stick Force Gradient Critarla 9bm other WAhdliAV Qulities
Criteria (by K. rauser, NUB, Nnich).

3.1 Pilot-Aircraft Closed Loop Analysis

Stick force-radient criteria (e.g. for the derivation Of the g/n '-slope) sbooid be
developed theoretically by closed loop enelysis in-order to Introduwe all handling art-
tersa which can influence the stick characteristics, or which are dependent on these. The
closed loop muet contain a quasilinear pilot model which should be as precise as pos-
siblei and which has been validated by ezperimental work, and also by theoretical alyv-
aim.

The aircraft model used in this analysis should .be an Oequivalents model such as has
been presented in chapter 2 of this report.

The pilot odel introduced here is given by fig. 3-1 (from bubb /1/) which it oimilar
to that of Nc Ruer and Nagdaleno /2/ and which has been experimentally validSted in./,I/,
theoretically also by the author (/3/).

Since'the analysis will be performed at the frequency transfer level, the pilot model
is represented by its frequency characteristics.

Kp(1 + TAs)(1 + TVs) a-UPs

K( 1 + Ts)(l + Tas + Tz*A )

T 2m/0m damping and resonance of the man-manipulator system
neuromuscular lag time constant
pilot gain
neuromuscular force and joint sensor feedback gain

TATV = )goration input and processor lead time constant
a * a j0

The equivalent aircraft model is given by (pitch axis short period only):

KcKg(1 + T9s) et a*
(2) Fa(s) a + * +/F s*(1 * Tam + Tits')

FS  = control stick input
K0  a feel force gain

K stick-force to elevator-deviation gain
t a 1ILg , the lift coefficient lead time constant
T a 27nSpNPnsp short period damping and resonance

Ti , p .i

The closed loop characteristics are given by (fig.3-2)

(3) FcL(s) = 1 which has the form(3)1 p()()

KpKKs(1 + TAU)(1 4 
T vS)(1 + Tes)e

- Vag
(4) FCL~e) 1

, K s11 W +Ws)(1 + Tax + T12s 2 ) + KpXcK(1 + TaS)(1 + TVs)(+ 4

and in which the pilot neuromuscular manipulator element has been negleoted, since (Om
should be at least 3.5 times higher than ip (/3/).

Using the Pad&- substitution
~1 - Tea

(5) -  a To 6'/2  the delay term is replaoed by
1 + Tes

6) 0- 49p + *a)s " 1 -Too
1 Tl

ttoo

which gives the possibility of the formulation of a denominator polynom in eq. (f4 which
now can be evaluated numerically.

The solution of the problem represented by equation (4) is ftbW to be a 'bepee-
filterO like tranafew fuseton



(1 + TAP) (0 + TVs)(1 Ts) (1 - Tee)
(7) FCL (a) *

K*(s)( 0 Ten).(1 *(i/(F*Ke) -Tajo Tax/KIsw +a TI on

• (I + TVs)(1 + Teo)

l *((1) i T the pilot's gain oomponsaton of'the Internal
1 + TaB + T+292 aircraft, model.

(8) j - ./K*(s)/, a chosen constant average amplitude of K'(s) over the interesting
frequency range (c a 1).

The filter characteristic given by eq. (7) is chosen as a complete handling criterion
of the system pilot-aircraft, in which all single handling criteria known up to 4at4 can
be expressed explicitly depending on each other. (Complete derivation is given in /e/ or
/9/). The equation (7) in the solution for all possible aircraft characteristics of the
type of eq. (2), for it descibe- primarilyEMe role of the human pilot which €coses the
control circuit. This is true also for all aircraft states of a given aircraft. Any nu--
merical solution should be understood as a solution of a quasilinear control circuit
specified by the momentary operational state. A change of the system state Is adapted by
the pilot by generating now lead and gain constants (see table 3-1 for examples of
states).

The hypotheses on which this analysis Is based are the followings

(1) The loop pilot-aircraft is always closed when the pilot holds his hand on the
stick, even in the cases when he tries to introduce singletts or doubletts into the
circuit.

(2) The pilot generates a lead term TV in order to build up an Ointernal aircraft
model" using also the aircraft given lead term T#:

(1 + TVs)(1 + T65) (1 + Tas + TA's') , TV T T12

(3) The pilot tries to compensate this "modelm ift T +T >,Tt (for S - Ta/2Ta*.C 1)

by the introduction of a frequency dependent gain factor Ks(s) (see above), which
is unity for TV + To - Ta k 1.0.

(4) The bandpass filter transfer function has a constant bandwidth Wg - 3.5 rad/second,
the phase shift at that frequency should not be larger than 900.

(5) The pilot adjusts Ke (by mans of KD), K*(s), TV (also TA if neesseary), to
and T in order to keep the bandpas-filter characteristics of a closed loop
contatning an arbitrary aircraft within the limits given in fig. 3-3.

(6) The adaptibility of the pilot Is limited by

o The order of the generated lead (9 2 for good handling)

o Total lead time (TV + TA 9 2 ... 3 seconds) - see /4/, /5/, /6/ -

0 To " , sInce a must not exceed 0,4 seconds in order to avoid P1O-

prone characteristics.

o X -is limited for high values by small force discrimination of the internal feed-
bkck loop, and for low values by maximal musaulAr tension or - at a lower level -
by comfort.

0 K*(s) is limited by attention level and the characteristics of the guidane funo-
tion or the disturbances of the system.

It is believed that the pilot introduces a constant factor K* which is an average
amplitude value of 1*(s) over the interesting frequenoy range.

7 oG t munt not be OfrosenO by4 1 m*PO k . (ft is defined by equ. (9))

3.2 Discussion of the Solution

The slope and the limits of the transfer function (eq. (7)) Shown it fi. 3-3 hmVe...
been evaluated from the "Nichols theorem" developed in part I of this 602,..T he Ilt'
of fig. 3-3 indicate the area of, ed handling qualities. It can be d trte h. n-
ly god handling qu altes critor 114 nted by the aircraft Ahltare A t' 46.
part 2 enable the pilot to hold the filter characteristics withe,.th ho lltitso 46 ..
also contain the Weal and Smith criterion (dotted lines). A more detailed disaumoUM is
given in /I/. There are some oonclusions which should be discussed in detail in this
report, however.

* .-



3.2.1 The Pilot "Strategic Control* Tern

In eq. (7) the term (1 + ( - To) a + p Twa 2 ) may be said to be the

0Strategic control term*, because it contains all adaptive pilot activities. It oam be
demonstrated, that

is the maximal stick movement frequency applied to solve control problems, while

(10) T iS the ".amping factor.2

of this term. If k is too low, it gives rise for PIO tendencies (see 3.2.2). A high
value of dk Is correlated with good handling qualities, this was explicitly proven b7 the
experimental work of Miller /10/, inwhic was found that a smallest tracking error Is
correlated to a high value of Wk (2 -Wk 2 6 rad/sec). The numerical values in table 3-1
for stable solutions of eq. (7) show the sawe tendency.

The 8strategic tern* also contains the adaptive gain factors K - K1pcKa which the pilot
can adapt to stabilization or tracking problems by variation o K, or R(a) which he ap-
plies to build up the "internal aircraft model" as a feedback funbtion, and last not
least ik which is the more realistic tool to compensate the aircraft's Instabilities (see
3.2.3). These variable gain factors which are depending on the aircraft momentary state
are used by the analyst to derive optimal stick force characteristics for a given air-
craft characteristic (see 3.3).

3.2.2 Criteria for Pilot Induced Oscillation (PIO)

There are several possible sources of PIO, which are delay and low damping. If delay
terms are present and exceed a certain limit |e.g. re > 0,4 ac) the damping of the
OStrategic term*

,0a)k K TO) .4T

will decrease, this corresponds to a smaller K or higher feel spring constant to hold
the slope of eq. (7) within the *good" boundaries. Also the pilot is able to decrease re
to a certain amount since IC 'C + oa, and at least a certain amount is compensated by a
second lead tern, say 1 + TA s. Lut, delay compensation by lead is known to be never sa-
tisfactory. The rest of Ce -Cp + C a, which Is a system given delay Ca, will cause the
filter function slope (fig. 3) to exceed the given limits, if its value is too high. As a
result Ca increases the PIO tendencies if its value exceeds 0,3 sec.

Since *'k is one criterion for PTO tendency, also the factor Wk of eq. (10a) can give
rise to PIO. tk is dependent on f, Ke' and Tw, the neuromuscular man-manipulator lag.
This lag should be - according to Hc Ruer /2/ - an low as 0,1 seconds or smaller, but an
adaption of TW by the pilot means effort and therefore decreases his handling quality
rating.

Another source of PIO (high frequency bobble) is low damping a of the aircraft in
higher energy states. If the pilot must adapt to it by means of low gain 1*(s), again the
slope of the filter function will exceed the "good' limits of fig. 3. Ve(s) corresponds
directly to the *droop" phenomenon described by meal and Smith /6/, and is discussed in
the following chapter.

3.2.3 *Droop' Phenomena

The 'droop' described in /6/ depends on the pilot's ability to compensate the air-
craft's dynamics by lead, lag, or gain. The result of this analysis is that the gain
factor K'(s) - from equation (7) - which is a feedback transfer function necessary for
the exact numerical solution of the problem eq. (4) cannot be aligned by the pilot him-
self exactly because the frequency slope of Re(s) shown by fig. 3-4 requires too much
attention and knowledge of the aircraft and anvironment state, and is sometime blocked
by the manipulator system characteristics. Therefore the pilot will replace the frequency
slope by a constant average amplitude !' of ge(s) over the interesting frequency rage.
This factor 1* automatically gives rise for a 'droop' response instead of the ideally
flat filter response which is only true for 5a A 1,0 in real cases.

. " I E 1 1 1
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3.2.4 Evaluation of an Ezample

Table 3-1 contains a data ample of closed loop characteristics for four states of a
chosen airyraft. The four states are indicated by the equivalent aircraft chlracteristics
TO, Ui ) V Ta and TaO which were chosen to meet the "CAP-requirements of
NL--88S._To was set to 01 seconds, and the pilot variables Th& !V, , K and
KE(8) rasp. 1* were sat for each of the four states in order to keep the resulting filter
response within the limits. This response is shown by fig. 3-5, which demonstratee the
drop characteristic using 1*. and phase and amplitude shifts according to To.

This example now is ana sed in order to extract the force-gradient requiements from
the variable gain terms EKe.

3.2.5 Hanoeuvering

Nanoeuver inputs of the pilot are - according to a widespread opinion - actions which
open the closed circuit. Actually this may be not true. if the hypothesis (1) can be
applied also to hard manoeuvre inputs - and without doubt the pilot has to keep his hand
on the stick in such moments - the system is also closed. in /8/ it is shown that accord-
ing to fig. 3-2 another feedback mechanism is switched on, or the pilot gain is now K in-
stead of KD/s. This means: feedback of 0 instead of 0 (see also /7/). After /S/ the cosed
loop transfer function now can be written an

(7a) FCL(s) = (1 TAs)(1 + TVs)(1 + Tgs)e'*v  +

K* (a) (1 +/(iK*e))- (1 + TWs)(1 + Tag T5's')

which is almost identical with the open loop. But, here the gain of the circuit has

changed from r to ) and again 1,C5 )is the source of Odroop" phenomena.
K*(s) (1 +4(

But, in this case, the pilot has to compensate his neuromuscular lag I + Twa by his lead
tern 1 + TAS, if this is necessary, while Ve is decreasing below vs.

I
3.3 The Derivation of the Stick Force Gradient Fs/nz from Validated

The hypothesis is that ]K/K*Ke is proportional to Fg/nz, and should be adjusted by the
pilot in order to keep the system response within the stability limits.
We have

(Ila) a) I - 1 + Kk + Kplw (see /3/, also fig. 3-1)

b) Kk - Vs/n. [] gain factor of force sensor feedback

c) KW a rd . gain factor of joint sensor feedback

d) R, .Ma [J -pilot force input gain

a) Ke- KpEOKOvKA

f) KC- [A feel force gain

9) *V he Mrd tracking error threshold gain (As@ - threshold
1 ;9ft angle 0)

h) KA - is set one - (e.g.s display gain)

i) Ke [- & - elevator gain

J) 14* - constant average amplitude factor, which depends mainly
ons, and -, and which is calculated fro eq. (6)
K* aC/E*( " a)/' C 1,0

1) WaO according to oh. 2 to replace ns4y
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Assumptions:

rsmx " 146 N (- 32 lb) from NIL--8785 3
Sr - 30' - 0,523 rad

A 0,052 red (see /8/)
A * .tv, tv - sace.

All interesting values are calculated from eq. (Ila - J) for the four states (41a 1,

2, 3.5 and 7 rod/sec) and inserted into table 3-2 and compared with the values of I
found in the analysis. W-K e

The result is that the values rg/ns calculated from eq. (Ila - J) have a trace in
fig. 3-6 which is in accordance with NIL-P87858 recommendations, the slope of which in
not linear.

Another example which has been described in /8/ is shown by fig. 3-7. This example has
Tg-, and W-values which are nearer to CAP - 1,0, and for which PCL(s) satisfies also
the requirements of fig. 3. Aircraft characteristics of this example have been selected
by means of the Northrop-requirements published by Gallagher and Nelson /11/. The Ps/nx-
range of the Northrop criteria are shown in both figures 3-6 and 3-7 as an optimal area.

3.4 Conclusions

It has been demonstrated that closed loop analysis including a physiological proven
pilot model has the power of exact prediction of Ps/nz-values by use of the bandpass fil-
ter criteria.

A comparison of this method with similar methods published by other authors (e.g. R.
Hess /12/, /13/) showed that the application of an appropriate pilot model is very in-
portant and gives rise to'more new handling criteria with predictive power. As it was
proven in /13/, the closed loop analysis is the area of more insights into the various
handling quality criteria depending on each other. Nanoeuver handling criteria may be
based on open loop analysis further, or, as was demonstrated here on quasi-open loop
analysis which was performed effectively in the past.

Other stick requirements are also implicitly present in this analysis. The Fs/n -
values have been calculated in para. 3.3 for the heavy centerstick only. In fact, fmini-
stick* configuration. will be preferred for future fighter aircraft (center or side loca-
tion) which is indicated by the comments on eq. (4) dealing with the requirement

W m - 3,5 Cnsp

This means that the undamped resonance frequency of the man-manipulator system

j should be that of a light-weight stick with high feel spring constant Ca, engaged prefer-
ably by the hand only while the arm is at rest. Values of Psmax as are required for the
calculations (Ila ... 1II) need careful investigations before.

3.5 References

/1/ Bubb, P.: Untersuchung Ober den RinfluS stochastischer Rollmohwingungen auf die
Steuerleistung des Nenschen bei Regelstrecken unterschiedlichen Ordnungsgrades (in
German)
Dissertation TU NCnchen (1978)

/2/ NcRuer D.T., Nagdaleno R.3.: Human Pilot Dynamics with Various Manipulators
APFDL-TR-66-138 (1966)

/3/ Brauser, K.: Untersuchung dber ein dynamisches Nodell dos Susammenwirkens von Pilot
und Dedienelement mit Anwendung af die Steuerbarkeit (in German).
NB-TN-PE301-06/80 (1980). Alsot

Theoretical Linear Approach to the Combined Nan-Manipulator System in Manual Con-
trol of an Aircraft
Mn-/rz301/S/PUB/43 (1981)
Report held on the 17th Annual Conf. on Manual Control, Los Angeles, 1981.



/4/ Anderson, R.O.: Theoretical Pilot Rating
Predictions, ins
AGARD CP-106, 1971

/5/ Arnold, I.D.s An Improved Method of Predicting Aircraft Longitudinal Handling
Qualities Based on the Minimum Pilot Rating Concept.
Masters Thesis No. GGC/MA/73-1
AFFDS, Wright Patterson APB/Ohio, June 1973

/6/ Meal T.O., Smith R.E.t An Inflight Investigation to Develop Control System Design
Criteria for Fighter Airplanes.
AFVDL-TR-70-74, Vol. I and II (1970)

/7/ Hess, R.A.: Dual Loop Model of the Human Controller
J. of Guidance and Control, Vol. 1, No. 4, 1978

/8/ Brauser, K.: Die Ableitung von Steuerbarkeitskriterien f~r Kampfflugseuge aus einem
quasilinearen Prizisionsmodell des Menschen nit Hilfe der Filtertheorie (in Ger-
man).
NBB-F5301/S/STY/33 (1981)

/9/ Brauser, K.: The Derivation of Handling Quality Criteria from Precision Pilot Model
Characteristics.
Paper submitted to the IFAC/IFIP/IPORS/IEA Conference on Analysis, Design and
evaluations of Man-Machine-Systems
Baden-Baden, 1982

/10/ Miller, U., Schegler, F., Schmidt K.: Anthropotechnische Ontersuchungen zur Pilo-
tenbelastung und -Leistung.
Teil 2: Untersuchung zur Tracking- und Wahrnehungsleistung (in German).
BB-UF-799/2-71 (1971)

/11/ Gallagher J.T., Nelson W.E.: Flying Qualities Design of the Northrop YF-17 Fighter
Prototypes.
Society of Automotive Engineer Business Aircraft Meeting, Wichita, 1977.

/12/ Hess, R.A.: A pilot modelling Technique for Handling Quality Research, Report to
appear in: Journal of Cybernetics and Information Sciences (by personnel communica-
tion).

/13/ Hess, R.H.: A structural Model of the Adaptive Human Pilot
AIAA paper 79-1784 (1979)

/14/ Guthrie. C.H.:Evaluation of Direct Force Mode Fighters by Combat Simulation.
Report,sobmitted to the AGARD -FMP Symposion, Florence, Italy, 1981.

/15/ Anonymous: Military Specifications Flying Qualities of Piloted Airplanes
MIL-F-8785 B (ASG) 1969

/16/ Diederich, L.: Giitekriterien fUr die Anstellwinkelschwingung
NBB-TU-F132-1/80, 1980

/17/ Bihrle Jr., Wet A Handling Quality Theory for Precise Flight-Path Control.
AFFDL-TR 65-198, June 1966

/18/ Smith, R.E.: Effects of Control-System Dynamics on Fighter Approach and Landing
Longitudinal Flying Qualities, Vol. I
AFFDL-TR 78-122, March 1978

1-

I_ o



8-11

aircraf t state character- Pilot state circuerst~ it u
istics character-

V Ya T To oTA TV I Tp _) !O AO~

V me See 560: 'Ig fig. 13-5

50 3,8 1 0,7 1,4 0, 1 0,7 0,1 0,455 0,0555 4,24 0,97 0,555 1,225 3,5 - 96 0,25 O
so 3,0 1 0,5 1,7 0,1 0,1 0,4 0,1 0,34 0,044 4,76 0,81 0,44 1,449 3,5 - 95 0,3
so 3,8 1 0,7 1,4 0,3 0,3 0,7 10,1 0,58 0,088 3,37 0,97 0,88 1,225 3,5 -139 0,25 a

100 5,5 2 0,7 0,9 0,1 0,1 0,27 0,1 0,41 0,051 4,42 0,91 0,51 1,288 3,5 -98 0,3 a

100 5,5 2 0,7 0,9 0,2 0,2 0,27 0,1 0,59 0,069 3,8 0,93 0,69 1,288 3,5 -124 0,3

100 5,5 2 0,7 0,9 0,1 0,1 0,27 0,1 0,41 0,051 4,42 0,91 0,51 1,288 3,5 -108 0,3

200 33,0 3,5 0,7 0,6 0,1 0,1 0,136 0,1 0,42 0,052 4,38 0,92 0,52 1,356 3,5 - 99 0,3
26,0 3,5 0,7 0,8 0,1 0,1 0,102 0,1 0,42 0,052 4,38 0,92 0,52 1,496 3,5 - 95 0,5
26,0 3,5 0,7 0,7 0,1 0,1 0,102 0,1 0,40 0,05 4,47 0,89 0,5 1,496 3,5 - 95 0,5 A

400 100,0 7,0 0,8 0,4 0,1 0,1 0,051 0,08 0,405 0,042 4,87 0,98 0,505 1,778 3,5 - 76 0,4 +
100,0 7,0 0,5 0,4 0,1 0,1 0,051 0,08 0,405 0,042 4,87 0,98 0,505 1,778 3,5 - 81 0,4 *

Table 3-1 Calculated data for four states of an equivalent aircraft
(see frequency responses of fig. 5)

Characteristics a/c state values (Te - 0,1 sec - Ce = 0,2 sec)
Symbol Dimens. Comments

1 1 1
(Ja WU 1 2 3,5 7,0

T9 sec 1,7 0,9 O,8 0,4

5 iS0 100 200 400

KS - n -g - ad
i raC 0,00196 0,001886 0,00175 0,00136

- rad 3,769 1,886 0,942 0,472 KV may
i$' rad be larger

p F max 1,46 2,81 5,214 8,111P r-4/7n. N

KC a • 57.35 Nkr- 280 280 280 280

Ke - KpKVKCKO 1 3,019 2,79 2,406 1,45

S 0 ms/nz 0,684 0,356 0,192 0,123

rad 0
d 0,C84 0-356 0,192 0,123

i - l+Kk+KpKv 2,682 2,356 2,192 2,1233

1,457 to 1,288 to 1,449 to 1,778 to mai is
2,1 1,67 2,255 3,17 to be con-

sidered

sec 0,61 or 0,655 or 0,628 or 0,823 or lower value

Kei* 0,444 0,505 0,409 0,462 according to

Sax.

see 0,44 0,51 0,52 0,505 average
Kai* from

table 3-1
Fs/nz T- 100 52 28 18

Pa max a 146 N - 32 lb (within NIL rcomm.)
6 max - 30" - 0,523 rad

Table 3-2: Values of Fs/nz calculated from the values of V for the example aircraft
in ch. 3.2. -
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The Control Anticipation Parameter is calculated from CAP uCU' /
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A criterion to discriminate between desirable, acceptable, and unacceptable handling qualities for
highly augmented airplanes is presented. The criterion Is based on an old and well accepted Idea; namely.
that bandwidth to a key moasure of the qisality of an airplane's hadling characteristics to a tight track-
lag situation. correlations are Made using recent experimental data for pitch attitude control. Posiblo
shortcomings of the criterion are also discussed.

The criterion presented In this paper originated from an old end well accepted idea. Namely, that a
moaaure of the handling qualities of an airplane Is Its response characteristics when operated Is a closed
loop compensatory tracking task. The maximu frequency at which such closed loop tracking can take place
without threatening stability Is referred to as "bandwidth" (m"). It folem that airplanes capable of
operating at a large value of bandwidth will have superior performace whe regulating aat dietur-
bances.

Whomn flying an aircraft with low bandwidth. the pilot finds that attempts to rapidly oinimise tracking
errors result In unwanted oscillations. Us is, therefore, forced to "back off" and accept somewhat Les
performance (Larger and =re sustained Cracking error*).* It to not difficult to imagine a clear cut
preference on the part of pilots for aircraft with Increased bandwidth capabilities. In this paper, a
quantitative definition of bandwidth is formulated and a handling quality criterion, correlated with a
relatively large data base, is proposed.

As mentioned above. the concept of using bandwidth is not new. The mot recent atiliestsm of band-
width was In the Neal-Smith criterion (sa Ref. 1).* This criterion consists of a grid of the close" loop
pitch attitude resonance I O/c Imas vs. pilot equalization for a piloted cloeure designed to achieve a jlp_
cgfgj, bandwidth. Imperience with this criterion has shown that the results -o be soestive to the
selected value of closed loop bandwidth. The criterion suggested in this paper utilizes do mxmm value
of bandwidth achievable without threatening stability, thereby removing the aecoesty for selecting a
value for mg a priori.

Another criterion utilixing bandwidth wes suggested In Ref. 2. This criterion also selected a floed
value of bandwidth (I rad/sec for poers approach).* It utilised the phase margin #X and slop of the phase
curve d#/du at the selected bandwidth frequency as a correlating parameter. Again, experience has abewa
that the fixed value of bandwidth limited application of the criterion.

Vast, If not all, I asillar handling quality metries are, In fact, a mesur of bandwidth. Uswsvet,
these etrics tend to apply for classical airplanes which can be oracterised by lowr erder sysm.
For example, the short term pitch response of a classical airplane Is well represented by the famliar
approximation (see Ref. 3)

0 ue 02i~ (1)

It toisolmly shown for this (ad similar) transfer fuction(s) that the quality of closed loop eror .60u
Latina depends en the pilot's ability to iacrease the abort period root ( iboft driving it Into the
right half (atable) plane. An illustrated by the genetic ahetaoee ox 1 aircraft with Som short
period damping (Cap) end/or Law short period frequenciles (Ogg) tenid to beome unstablis at Raw veluse of
f requency (ampane Fig. Is and lb).

Consider the bandwidth frequency, mW, as securrifg at acme (for am) arbltraz7 margin belmowbs fIn-
quency of Istability (see FIX. 1).* It an be esn from Fig. I that mu depends miqeely an Urn& Ce and
1l7@ . kNeee, these familiar flying quality metrics are, In fact, a measure of badidth. 1Ae ;P~z
the ;int that bandidth is et a neW ides.

2he present Impetus for using umj as a criterion evolved from att to develop a flying quality
specification for aircraft utilizing useconvetioel response nSdes with direct tes* controls (9Wg Level
tem, pitch pointing, etc.) (3sf. 4). IM lifinte variety of responses which ceuld seem due ts cempIm-
lag within and between dme ade It necessary for ma to retreat to a amr fundamental mtric, wiska turned
out to be bandwidth.
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Idealized short Period
Pilot Airframe Dynamis

Woew

lisp

0) Low 4,p and Sph) Lw 4.,d049

Figure 1. Simplified Pilot Vehicle Closure for pitch Control

The bandwidth (OW) as defined for handling quality criterion purposes Is the frequency at %tich the
phase margin Is 45 deg or the gain wargin is 6 03, whichever frequency Is lower (Fig. 2).* Is erd&r to
apply this definition, one first determines the fraeency for neutral stability fron the phase portien of
the Sods plot to180) Th new step is to note the frequency at which the phase margIf ts 45 dft. ThIs
s the bandwidth frequency as defined by phase, bfw I inally, note the sol~tds ouse yoeIngs to

0 and add 6 dD. Plod the frequency at which t;h~ occurs on the amplitude curve$ call It NW~s
'Le bandwidth, W~ Sn the lesseor of amn,~ and an Uo Imbsth yts Isai s S -e
phase Margin lioited. Onth ote had.I Min ain th en Isho. O t h sgsysNtsd is t soa
aircraft Sn driven to neutral stahility whem the pilefIoracse hs gain by 6d3 (a faster at 2). gala
margin litetd aircraft my have a great deal of phase margin #mgo but Increasing the galn slightly cue
#Mg to decrease rapidly. Such systowe are characterined by frequency response appl-iud plots which are
flat, coubined with phase plots which roll off rapidly, swab a ANNv in Fig. 2.

Several sets of data were correlated with bandwdth maing the above definitin. A typical result In
shown In Fig. 3 utilising the date fram Rsf. 1. Mile there Is a definite pilot rating trend with n

the scatter for bandwidths between 2 and 6 red/se doesnet allow quantitative dad initioss ad fl;pii
quality levels. A detailed analysis of the piot/vehicle closre characteristics was so for saud igure-
tione ID end 21. This was done to deteraine why ths two configurations with nearly equal an womu have
such a large difference In pilot ratings (4 and S gespectively) UsTh detailed pilot vaeel cours oft
shown in "ig. 4o and 4b. The value of bandwidth In see to be about theon for both ases Ban on
If the pilot wem -to track very aggressively by further Inceasing his gain (to oerate at frequeasiao
above on) Configuration ID would only be unstable for vory high pilot gaine whereast nI vood rapidly
beom unstable (compare the root loci in Figs. 4s and 4b) * this bseviar to predictable Ia the phase
curves. to particular, Configuration 11 has a phase cumv which rolls off very gradually at Large voluse
of frequeoyW werea the phase for 21 drops off rapidly as the dreqesus So imereesed aboe a~ in
set surprising that thi eas (2t) received a poor pilot rating 01.64) considering Oet X844t at
aggressive tracking result In a slosed loop diverge. Bases, e have evidence tat dos abil17 ad the
pilot to attain peod closed Ioop rngulation without threateming stability depends mat asly on

1) The valve ad bandwidt, ow bat alse on

* 2) The caps ad the phse curve at froqumsies Abv OW
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> 7 Rpid rolloffs in phase are wall represented by a pure time delay CJ0. hccrdinuy, both of the hy
factors noted above will be accounted for by plotting pilot rating data on a grid of v vs. 1. This ise
dome for the Oaf . I data (which wee plotted ve. wW alone In Fig. 3) an s1ow is FIQW. The asmcater
Is seen to be conaiderably reduced and the date are ireasonably well separated inte Level Is 2o and 3
regions0 . The values of T used in this plot were obtained from lower order equivalent system fits of the
higher order system transfer functions (Ref. 5).* The lower order equivalent system form wast

(a + I/To )*TSS (2)

This Is an unnecessarily complex may to obtain a measure of the ebape of the phase curve above v 1. A
wach siapler approach Is to note that the chapg In phase due to a tise delay Is a linear function W9 fre-
quency, I.e. 6# - Too. To the extent that the rolloff In phase beyond -180 deg con be attributed to To
In Iqa. 2. we can estimate VS In the vicinity of Some frequency 01 as$

$1+ 1800

Where wl Is some frequency greater than the frequency for neutral stability and the symbol Tp represents
the estimate of To Correlations between To and T.for the combined Ref. 1 ad 6 data resulted is a cor-
relation coefficient of 0. to. Thus, there is very good evidence that I can be used in place of 1, in
Fig. So aSshown In Fig. 6. The"e results are reasonably encouraging wfth the exception of a number of
Level 2 ratings at high values of bandwidth. The abbreviated pilot comments (taken from Sae . 1 and 7)
indicate that abruptness and oversenaltivity become a problem when am,~ is large. This was especially true
of the Rlef. 7 pilot ratings (gIven In parenthesis In Fig. 6) A pusfls upper boundary on miSshown in
FIg. 6 to account for this problem. This boundary Is considered tentative because theIW iueOf over-
responsiveness is act completely understood at this time. A broader data base is felt to be necessary to
verify the results concerning an upper limit on "w

In the air-to-air tracking experiment reported In Ref. 4, an upper limit on ' could act he estab-
lished for the wings-level turn maneuver. These data are shown In Fig. 7 where *.IVE the bandwidth of the
heading response In the wings-level turn Sode. (The wins-level turn mode cossed of comeanding yaw
rate changes with the rudder pedals with zero book anglo. This Was made possible by the use of a direct
side force control).* There does sees to be a trend towards acceptance of abruptness when tracking a
target aircraft. For example. Configuration 13 In the Ref. 1 experimente was rated 7 and 5.5 dma to
"excessive sensitivity." However, in the followup experiment (Ref. 7) with a target aircraft, Configua-
tion 13 was rated a 2 on two separate evaluations. At first glance this would Seem to be an Idiosyncrasy
of different pilots and a different experiment. However. the target aircraft was renoved during the
Ref. 7 experiment and the rating went from 2 back up to 7 (see 0 In FIg. 6).

The date correlations in FIg. 6 represent up and anay flight and are eppropriate for generating bour-
dari** for Category A in NIL-P-8785C (Ref. 8). Data for Category C (approach ad Lading) may be fon in
Ref. 6. These data are correlated with an and I in Fig. 8. The upper boundary on a. for Level I is
considered tentative for the reasons discussed a"o.

Definition at am for gelf-Lawe Frequency susponse

Responses which are gema-margin-limited tend to have shelf-like amlitude plots as show -In FIg. 9.
Wth such system a emall Increase Is pilot gain results In a large change in croesover frequency and a
corresponding rapid decrease In phase margin. The decrease to phase margin becomes critical for attitude
control when ipis moderately Large (of order 0.1 to 0.2) * The two configurations shows In Fig. 9 are
taken from the Ref. 6 experiment. Applying the previously discussed definition of badidth, we find that
both Configuration 5-6 and 5-7 are gain margin limited. loth configurations suf far from the m defi-
ciency, I.e.. moderate values of To combined with a shelf-like amlitude curve which refults In a very
rapid decrease to phase margin with Small changes In pilot &@In. Nooever, the 6 A limit selected to
define w1W Stu dos not "catch" Configuration "-. While this configuration to correctly predicted to he
Level 2 RF - 6) on the beai@ of I (a. Fig. 8) the value of isw toIn the Level 1 region. aed we piuked
a slightly higher value of gain mAgIn to define *.W the bandildth for Configurations 5-4 and 3-7 won"d
be approximately equal. However, because of the mature of shelflike frequency respones, there WILL
always be a came which can "fool" the criterion. An experienced handling qualities eagineer would inmdi-
&tely recognize the shelflike Shape sod moderate T me a significant deficiency. Noevir, the preeat a
criterion is to eliminae such Judgement calls. Nonetheless, It Is net expted that this Idiesyncresy
will result in problem with correlating or predicting pilot rating data Isomuch a moderate (Level 2)
valme of T are required to get a rapid phase rolloff In a frequency region where the amlitude turve is
flat.

%are Level - R 43-1/2 level 2 3-1/2 < M 4 -1/2 Level 3 PR), -1/2
where NE refers to the Cooper Marpor pilot rating scale.

%,eue tahe me twice the nural stability frequency. Ie., al -PO ~a o o.

£as)I ~ 20.3 06)
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omand 1_ are selsly obtained when the frequency responses are available. Howver, the frequency
saf. 4 flight teat of Direct Force control owes. is that proram, It we found that excellent frequency
respones could be obtained by fast Fiourier treforaisg flght test data. In particular, pilot generated
frequency sweps worked very wall.* A typical frequency sap and the resulting Bode plot are shown In
Fi8o. 10 and 11 respectively. Ie Lastritatima required to obtain this datae minlimal, coseistimp of
a yaw rate a"o and pedal poseition transducer. Nonetheless, the dots must be maipulated Cu.a a Past
Fourier transform computer program) which is loan desirable than reading parameters off a time respoese.
baver, the praeilme of a universally appicable parameter which works for highly segmented airplanes and
iA easily Interpreted In terma of the plot closed loop behavior seem am acceptable price to pay for a
slight Increase In complexity to define 'zhe permtote.

Ueadutdth hes been whow to be as effective pereator to discriminate between Level 1, 2, and 3 hendl-
in# qulitiem for highly a s ted airplanes. it wes found that the shape of the phase curv above am is

aMhy factor. Accordingly* the final criterion involves boundaries drawn an a grid oat vs. T 9were
toi am estimate of the pure time delay ad is send here to define the phae curve ehz for* .1-X

lot. rating data bae been correlated for pitch attitude control and for a wing level turn direct fc
conrolmod wth good results. UNwever, there are sow questios that need to he answered before it can,

be concluded thet the criterion is universally applicable io its present form.
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SUMMARY

This paper describes the problems which occur in applying the existing MIL-F-8785C
Short-Period-Frequency Requirements to DLC-enhanced aircraft in flight path control situ-
ations. Recent test results indicate that the MIL-Spec. boundaries are only pitch related
and not applicable to path control problems.

Further, based on DLC investigations carried out with the DFVLR-HFB-320 In-Flight-
Simulator a new generalized flight path control criterion is proposed.

This criterion considers the multiloop landing approach situation characterized by
the pitch inner loop and the altitude outer loop. The criterion philosophy is based on the
frequency separation of the two control loops necessary for good handling characteristics.
In-flight simulation indicates that this frequency separation is reduced by direct lift
control, which leads to severe handling problems, especially for aircraft with poor pitch
dynamics. The flight path to pitch attitude phase at the frequency of pilot-closed inner
loop was selected as criterion parameter in representing the pitch/heave harmony or loop
separation. This phase criterion is suitable for conventional or DLC-enhanced aircraft.
A simple conversion to the MIL-w2 /n/a-criterion for conventional aircraft is possible
if n/a is interpreted as -Za/g. nsp

In-flight investigations carried out by DFVLR using a rate comaand/attitude hold
(RC/AH) system to augment pitch inner loop show that the pilot exhibits discrete control
behaviour and open loop type control techniques. In general, RC/AH-systems lead to very
low pilot activity and, combined with DLC, flight path control is improved. Due to this,
new systems oriented handling qualities criteria have to be developed.

1. INTRODUCTION

The relatively recent implementation of complex control systems incorporating high
authority and extensive command and stability augmentation into current aircraft leads to
the requirement for new or revised handling qualities criteria development.

In a number countries significant research has been undertaken to solve these problems.
The contents of this paper will be adressed to the very specific problem of precise flight
path control of large transport aircraft on landing approach.

In particular, the handling qualities investigations related to direct lift control
(DLC) application for flight path control enhancement carried out by DFVLR with the HFB 320
in-flight simulator CI-73 have resulted in better understanding of pilot/vehicle behaviour
in path control situations and have led to a new flight path control criterion proposal.
Covered in this paper are only DLC-systems acting as manoeuvre enhancement devices due to
pitch inputs (pitch-path coupling). Systems decoupling pitch or path show completely diffe-
rent control behaviour compared with conventional aircraft and therefore lead to the require-
ment for special handling qualities criteria E2, 83.

2. FLIGHT PATH CONTROL PROBLEM

Large transport aircraft development shows a trend toward lower n/a-values due to high
wing loading, which leads to sluggish flight path (altitude) response (s. fig. 1). Handling
quality problems arise particularly during the landing approach, where precise flight path
control is required. To overcome these problems the application of direct lift control
appears to offer a promising solution. DLC has been discussed, investigated and partly reali-
zed during the last 15 years, so it is not new. But an appropriate handling qualities crite-
rion which is able to describe the flight path control factors influencing pilot opinion in-
dependent of system design is still nonexistent.

So DFVLR investigations have been directed toward the development of a general flight
path control criterion which can be used for both conventional and direct lift enhanced air-
craft.
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Today the only short period flight path control criterion specified in the NIL-F-8765 C
[83 addresses the short-period frequency and vertical acceleration sensitivity requireints,
which give a relationship between pitch and vertical acceleration aircraft response. In the
past these requirements have been verified in many applications for conventional aircraft.

It is well known that the parameters as defined in the manoeuvre criterion cannot be
used adequately for DLC-systems because vertical accelerations can be produced by DLC with-
out angle of attack variations, so that the n/a-value approaches infinity.

Nevertheless, all the flight path control related 'knowledge' inherent in the manoeuvre
criterion boundaries should be used for & new criterion by using a new more generalised para-
meter than n/a.

However, the data evaluation of DFVLR DLC-investigations and the attempt to correlate
the results with the manoeuvre criterion boundaries led first of all to the unexpected result
that the manoeuvre criterion boundaries are not representative of flight path control or ver-
tical acceleration boundaries. What the manoeuvre boundaries really are and how the misin-
terpretation occured will be discussed in the next chapter.

3. A CRITICAL REVIEW OF THE MIL-F-8785C SHORT-PERIOD-FREQUENCY REQUIREMENTS

3.1 LIMITATIONS IN MIL-SPEC. PARAMETERS

The manoeuvre criterion of the MIL-F-8785 C is based on the CAP-Criterion established
by Bihrle [103. Bihrle used the ratio of initial pitch acceleration to steady state load
factor I /an as a flying qualities criterion parameter (CAP) for aircraft manoeuvering,
which coi EatiIawell with pilot ratings.

To simplify criterion application the above CAP was replaced by the 'equivalent' air-
craft related parameter w 2/n/a. This 'equivalence' was obtained by purely formal computa-
tion using short period aNWoximation valid for conventional aircraft with negligible con-
trol system dynamics.

This approximation was implemented in the MIL-Specifications which, in retrospect, was
overly restrictive because this parameter narrows down the application much more than the
basic CAP formulation. Further, the Equivalent Systems Approach for highly augmented air-
craft El13 is based upon this equivalent parameter to comply with the NIL-Specification,
comparing equivalents of equivalent values. As a result, the general problem related to the
use of wnspz/n/a remains unresolved by this approach.

In general, the manoeuvre criterion parameter n/a, as shown in figure 2, has been in-
terpreted as a parameter influencing mainly the short period flight path response. The
lower n/a-boundary has been selected to characterize unacceptable flight path control. n/a
is explicitly defined as acceleration sensitivity by MIL-F-8785 C. The prequisites for the
validity of equivalent parameters are the following relationships between pitch dynamics,
CAP and flight path response due to pitch input.

Me (a + I/Te2 ) (1)

82+ 2w nsp a + Wnsp
2

(2)

g 2

/ T02 s + 1 (3)

T
02 - (4)

The numerator time constant T in the short-term pitch rate response (sq. (1))
physically represents the pitch rati overshoot behaviour.

In addition, T02 physically represents vertical acceleration sensitivity n/s (Sq. (2))
and the short-term flight path lag due to pitch inputs (Eq. (3)).

-I



Now, for advanced control systems the pitch rate overshoot behaviour can be changed
independently of flight path lag. Further, through DLC application flight path lag will
be changed without changing the pitch rate overshoot. Therefore, the important relation-
ship (Vo/g) (1/Te2) - n/a on which the manoeuvre criterion is based, in invalid.

Because in the NIL-Spec. n/a has the physical meaning of vertical acceleration sen-
sitivity, the independent influence of pitch rate overshoot (numerator time constant T.2)
cannot be accounted for,

This problem does not exist using the original CAP definition due to the fact that
the influence of the numerator time constant is included in initial pitch acceleration
response. Using DLC, independent n/a-variations are possible with either n/a going to
infinity (this would not be a problem using the original CAP definition n /6) or steady
state n/a remaining unchanged. However, high frequency vertical acceleratleM response
(a. figure 3) mightlead to unacceptable response characteristics, an effect which cannot
be covered by the MIL-Spec. requirements.

3.2 EQUIVALENT SYSTEMS APPROACH

With the Equivalent Systems Approach for longitudinal control the essential charac-
teristics of the higher order system are represented by a lower second order system C113.
Using a Bode plot matching technique, the two equivalent parameters equivalent frequency
Wne and equivalent steady state load factor due to angle of attack n/ae are computed. In
addition, an equivalent time delay is used to match the phase lag of hgher order systems.

Equivalent parameters can be used on existing manoeuvring criterion. But matching
problems occur by using basic aircraft n/a with 1/Te2 fixed or free. With I/Te2 free,
and computing n/u as equal to Vo/g (f/Te2e) good correlations are obtained but with phy-
sically meaninglels n/ae-values. By A'Harrah r123 it was concluded that not n/u but 11V
is the appropriate parameter, which actually means that n/a is an equivalence for pitch
rate overshoot. But this is in contrast to the MIL-F-8785 C definition of n/a. To overcome
the problem of getting physically meaningless n/a-values, A'Harrah [133 proposed making
simultaneous matches of normal load factor and pitch rate characteristics to provide values
of equivalent n/a which are more in line with wind-tunnel derived values than are the pitch-
rate only match values.

However, this again generates t'te old confusion of whether I/Te2 or n/a is the appro-
priate parameter. For future applications of the manoeuvre criterion this question must be
definitively answered. Due to our own research there is substantial experimental support
for selecting the numerator time constant as the correct parameter. This will be verified
in the next chapter.

3.3 PHYSICAL INTERPRETATION OF MIL.-SPEC. PARAMETERS

At first the w and n/a-data of thirty existing aircraft on landing approach were
computed and compar with the manoeuvre criterion. This result is illustrated in figure 4
showing that the n/a-value variations comparing similar sized aircraft are minor.

The differences are caused mainly by different pitch inertias between small to large
aircraft. The same results can be obtained by using the simple approximation

n/a v°)

Assuming weight equal to lift,

W -mg - L, (7)

it follows that

nn (CL - CD ()
/ Lo

7_-.gV
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This shows that in landing approach, physically possible values vary only between
3 and 6 for CTOL transport aircraft. n/a-values below 3 are impossible for aircraft with
aerodynamic lift. Further, the figure show that larger aircraft tend to have lom pitch
dynamics than low n/a-values.

It seems to be very unlikely that n/a could have a big influence on handling quali-
ties compared with pitch dynamics (short period frequency) because, due to physical reasons,
the n/r-values are nearly identical for similar sized aircraft.

A comparison of the pure pitch criterion from Real-Smith c143 and the manoouvre crite-
rion over a wide range of aircraft parameters is shown in figure 5. This figure shows that
the Neal-Smith boundaries correlate very well with the manoouvre criterion boundaries.

The Neal-Smith lead/lag-zero line in within the NXIL-boundaries, the upper boundary
correlate with oversensitive (phase lag • 20 dog) aircraft behaviout and the lower boundary
with too sluggish response (phase lead • 40 deg). An important difference is seen for the
low n/a-boundary where the eal-Smith criterion set the resonance boundary influenced by
numerator time constant. It is interesting that parameter combinations shown in the right
plane of the figure are acceptable using the Neal-Smith criterion. However NIL-damping
requirements would reject these configurations. But this region is more theoretical than
practical.

The comparison shows that, in reality, the handling qualities parameters used in the
NIL requirements are related to pitch axis. The physical meaning of n/a is not vertical
acceleration sensivity but numerator time constant influencing pitch rate overshoot and
initial pitch acceleration too.

Further, only with this interpretation of n/ the equivalent system approach is able
to comply with NIL-boundaries. A typical result which support this conclusion is shown in
figure 6 obtained by Nooij C153. Investigated was a rate comand/ attitude hold system
where the numerator time constant of the pitch rate command model in forward loop was
varied with constant n/s of the basic aircraft. The results show qood correlation with
the low n/a boundary of NIL requirements if equivalent n/se is used which represents nume-
rator time constant. Further, variation of comand model frequency (numerator time con-
stant fixed) results in correspondence with the NIL-boundary.

3.4 CONCLUSIONS IN USING THE NIL.-SPEC. REQUIREMENTS FOR FLIGHT PATH CONTROL PROBLMS

Summarizing the results of the discussion the following conclusions can be drawns

1. The decision to use short period approximation related parameters s /n/a instead
of 4(o)/Anzss in the NIL.-Spec. short-period frequency requirments!Lads firstly to
unnecessary limitations in application and secondly to misinterpretation of the physi-
cal meaning of the n/s parameter.

2. There are strong indications that the manoeuvre criterion represent only pitch dynamic
parameters, short period frequency and pitch rate numerator time constant and not ver-
tical acceleration sensivity.

3. To avoid confusion of the physical meaning of criterion parameters, n/a or A/s should
not be used as equivalent parameters for pitch rate numerator time constant.

4. Generally, the manoeuvre criterion and the Neal-Smith criterion cannot cover accelera-
tion response characteristics on short term aircraft response.

5. The proposal of using the Equivalent System Approach to compute an equivalent n/a-value
by simultaneous matching of pitch rate and vertical acceleration response indicates that
both responses are important for handling qualities. But in this approach n/ae is not
clearly defined and the old controversy n/a or I/T. 2 is revived.

6. An additional acceleration response criterion independent of pitch response is necessary.
7. It should be noted that pilot ratings on which the existing pitch criteria boundaries

are based include path or vertical acceleration influences. Even though a basic pitch/
* acceleration coupling exists, it has not been possible, in the past, to alter the aCoe-
*leration response because it was fixed by the aircraft's wing design and flight condi-

tions. So the pitch dynamics were adapted to the given vertical acceleration response.

With the implementation of DLC, however, it is possible to change the acceleration
response independent of pitch behaviour. The influence of acceleration response can thus
be investigates in a much more direct manner than was possible in the past.

4. DEVELOPMENT OF A NEw FLIGHT PATH CONTROL CRITERION

4.1 TEST DESCRIPTION

As mentioned in chapter 2, the flight path control criterion have boon developed mInly
for direct lift control application. The results are based on investigations ialhed in
C63 where the flight characteristics of a large transport aircraft with various direct lift
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control configurations were simulated in-flight using the DIVLR-8 320 variable stabi-
lity aircraft (fig. 7). The direct lift control concepts investigated consist of simal-
taneous deployment of elevator and wing spoilers when the pilot inputs a command in pitch
axis. The concept therefore gives spoiler deflection as a direct function of pilot con-
trol input. The principle is shown in fig. S.

The pilot's pitch input is routed to the spoiler system via a wash-out term. The ele-
vator and spoiler actuator dynamics are represented by a first order system. The pitch
and normal acceleration behaviour are critically dependent on the choice of wash-out
values and spoiler actuator dynamics r5. The values were chosen following a pilot-in-the-
loop analysis using the Neal and Smith criterion C143 applied to flight path control. In
particular, the spoiler time constant was set to values avoiding too rapid acceleration
response.

A comparison was made between an aircraft without direct lift control and four direct
lift control configurations differing only in the DLC effectiveness for a fixed value of
wash-out time constant.

The elevator control gain was chosen to give constant load factor ('g') per unit con-
trol displacement, or control force, to avoid changing the influence of this aircraft
handling parameter even further.

The evaluation task was to perform ILS approaches using instruments and OrawO ILS
data and to initiate a go around at 500 ft above ground level.

A test-flight mission consist of 4 - 5 approaches including the whole approach pat-
tern with simulated aircraft dynamics. A total of 56 approaches with two pilots were flown.

4.2 TEST RESULTS

The pilot-aircraft performance was assessed against the requirements set for the ILS
landing approach task. The following L.-approach performance criteria were to be satis-
fied: glideslope hold accuracy of + 0.5 Dot (total range + 2 Dot). localizer hold accu-
racy of + 0.5 Dot (total range + 2 fot) and speed control accuracy of + 5 kta.

The mean values and standard deviations of the glideslope error, localizer error
and speed deviation indicate that for all the investigated configurations both pilots
atisfied the performance and did not reach or exceed the allowable limits in any case.
This means that no configuration in particular stands out on the basis of overall perfor-
mance.

The assessment of the configurations investigated was by an effort scale in which the
pilot rated his effort from 0 (no effort) to 10 (high effort), the Cooper-Harper scale was
also used, which relates the performance of the pilot-aircraft system and the work-load.
The sumarized result shown in figure 9 was that with increasing DLC effectiveness both
pilots rated the system worse than the basic aircraft without DLC. Especially the configu-
rations with high DLC effectiveness were rated unacceptable. This result was surprising
and unexpected. Therefore the pilot-aircraft system was analized in more detail.

4.3 PZLOT-AIRCRAFT SYSTEM ANALYSIS

The pilot technique applied for CTOL aircraft during an ILS approach is that be main-
tains the earth fixed flight path primarily by pitch attitude changes. In doing so he com-
pletes two control loops, an inner stabilizing pitch and an outer maintaining altitude.
Altitude error is converted by the pilot into required pitch changes i. e. pitch comands,
which are then realized in the inner control loop. Fig. 10 shows these relationships in
control loop format, a structure which has been confirmed by many Investigations and can

* be found In many references (see In particular E16, 173).

From the above mentioned relationships the pilot has two tasks in the short period
range:

1) Primarily, pitch attitude hold

2) Flight path hold i. e. altitude hold via pitch attitude.

The handling qualities are thus defined by two dynamic characteristics of the aircraft:

1) Pitch dynamics 6/6,

2) Altitude change dynamics due to pitch attitude changes, h/e.

The achievable bandwidth of the h-loop of the closed system is dependent on the inner
loop characteristics E173.

This relationship shows clearly the importance of the pitch dynamics for flight path
control. The bandwidth separation of pitch- and h-loop is determined by the h/$ or V/-trans-
for function, since h results from integration of y with the approaoh speed Vo as constant
factor.
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For conventional aircraft with elevator control the transfer function y/O (short
period approximation), under the assumptions

is8d ' I Isw N6.1 and Is8.l " liIl iss

is 'o = T 1  (9). To2 s+

with

T02 " •(10)

This means that the transfer function y/9 is approximately of first order with time
constant Te 2 which is inversely proportional to the derivative Z,, where

is an aircraft inherent quantity, which is fixed due to flight conditions.

From the literature it is known that the time constant affects the handling qualities
of flight path tracking tasks [173. In particular low 3w-values (therefore large tag y
following e changes) leads to handling problems.

The purpose of direct lift control is to reduce the lag to increase the flight path
tracking bandwidth. It is not yet clear how small or large the lag can be as a function
of the pitch dynamics without impairing the handling. When using direct lift control the
above first order approximation for the y/O transfer function is no longer valid. The
relationship is of a higher order.

Because the use of open loop DLC naturally also affects the pitch dynamics, the tested
configurations were compared with existing pitch criteria to identify the cause of degra-
dations in handling with increasing DLC effectiveness.

With increasing DLC the pitch response of the aircraft beoms more sluggish, and the
magnitude of the pitch rate overshoot reduces.

A comparison of the responses with the pitch rate criterion for the landing approach
CIS], shows that all the configurations satisfy the criterion. Only configuration B impinges
the lower criterion boundary (fig. 11).

F shows the results of applying the Neal and Smith criterion for a pitch control
loop cosed by the pilot. All the configurations satisfy the criterion I. e. all values lie
within the PR - 3.5 boundary (satisfactory handling). However configuration D lies on the
boundary of the criterion for maximum pilot phase lead.

Checks of other suggested criteria (C193 and C203 show that the degradation in handling
is not due to the change in pitch dynamics, since all configurations satisfy the known cri-
teria with PR - 3.5 or only just fail them.

4.4 FLIGHT PATH CONTROL CRITERION

It was shown in the previous section that small changes in pitch dynamics of the air-
craft, due to the DLC system, were not the explanation for different handling ratings found
during the tests.

From this It follows that the change in y/o dynamics was primarily responsible for the
change In the handling ratings.

Fg_13 shows the Bode diagram in amplitude and phase for the v/S transfer functionsof all the tested configurations. The figure shos clearly that with DLC the phase of the
v/ transfer function at higher frequencies reduces less steeply, or Increases earlier. The
amplitude relationship shows similar trends to the phase relationship.

The greater the phase reduction, the slower the flight path changes due to pitch atti-
tude changes in a given frequency range, so that the phase of the y/9 transfer function
directly represents the coupling between pitch attitude and flight path due to control inputs.

t . .
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In particular it is apparent that the phase relationship in the pitch control fro,-
quency range (inner control loop, short period pitch oscillation frequency) is changed
drastically by DLC, and can owen become positive (configuration B), which means that the
flight path leads pitch attitude.

The bandwidth of the altitude control loop are easily found from the Nichols diagram
(fig. 14) which shows the amplitude and phase with h/he-loop open and the inner pitch con-
trol loop closed. For inner loop closure the Neal-SmLth method was used with pilot model
as shown in figure 10. The closed loop bandwith was set to a - 1.2 rad/s for landing
approach. The bandwidth of the h-loop is defined by -90 deg Wats. and 0 dB amplitude of
the closed loop system. In this it in assumed that the pilot desires unity gain (0 di) and
operates as a pure amplifier (Gain Kb) In the altitude loop.

From figure 14 h-loop bandwith was extracted giving the values listed below

Conf. h-loop bandwith Outer-inner loop bandwith ratio
BWh B~h/BWS

(inner loop closed) (W3  = 1.2 rd/s)

A 0.32 rad/s 0.27

C 0.38 rad/s 0.32

D 0.50 rad/s 0.42

a 0.70 rad/s 0.58

It is apparent that DLC reduces the bandwidth separation (or bandwith ratio ah/a
between the altitude control loop and the pitch control loop, which inevitably re-
suits from the phase relationships of the Y/Q transfer function. It seems that when the
pilot applies the technique of controlling the flight path by pitch attitude, a clear
separation of the bandwidths between pitch and altitude loops is preferred. This means that
inputs to stabilize the pitch attitude (in the frequency range of the short period pitch
oscillation) should not sisultaneously lead to changes in the flight path.

First of all, good pitch characteristics are mandatory for flight path control. In
addition, the bandwith separation of the inner and outer loops has to be taken into account.

Both too large or too small loop bandwith separation will lead to handling problems.
As an appropriate parameter to describe the bandwith separation or the degree of coupling
between pitch and flight path, the phase difference of the Y/S-transfer function in the
region of inner loop frequency will be used.

This parameter will be defined as

1/-Phase for - sp or

written as

(
( y / o ) ' W "nap (a) (12)

This, then, Is the proposed criterion for flight path control.

This criterion is able to fulfill some fundamental requirements.

e It takes into account the pilot-aircraft inner and outer loop structure

* it is applicable for conventional and DLC enhanced aircraft
a it is not restricted to low order systems

* it is physically understandable

@ it clearly separates pitch and heave motion

o it is easy to compute

a it is easy extractable from flight test data

a there Is no need to compute equivalent n/a values

A further requirement Is that the criterion be compatible with existing NIL-F-785 C
specifications. If the n/s of NIL requirements can be interpreted as Ss/g (although this
Is questionable) a very simple translation to the phase criterion is possible. became the
NIL-Spec. boundaries are based on conventional aircraft where the short period appxeeima-
tion Is valid (I. S., v/S - I Az'2 a +1) the v/S-Phase for a a snap can simly be comfted
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by

*p - arc tan(T, 2 * *ap (13)

or using NIL-Spec. parameters

-- arc tan (40 on$). (14)

Figure 15 illustrates this translation of NIL-Spec. boundaries into y/O-Phase diagram.
V /g wastaken to be constant, since for all transport aircraft the approach speed is
approximately the same. Typical approach speeds are between 130 - 140 kts. Vo/g - 7 a was
chosen as a representative quantity.

The right plane boundaries of figure 15 comply with other results from C183 and with
the investigated DLC configurations. But, as shown in chapter 3, at least the left hand
boundary (F - G) has to be interpreted as numerator time constant-boundary of pitch rate
transfer function and not as flight path boundary.

Although the transformation of NIL-boundaries into y/0-phase boundaries looks very
promising, the NIL-Spec. boundaries are not usable because of different physical meaning
of n/a (see chapter 3).

Because both criteria, pitch and flight path, must be fulfilled, another approach
would be to combine the flight path phase criterion with the Neal-Smith pitch criterion.
It has been found that large transport aircraft show no tendency to closed loop resonance,
so a presentation as shown in figure 16 could be used to combine pitch and flight path
control behaviour.

The area filled by existing aircraft is shown by the shadowed area, in which some
typical aircraft are pointed out. It can be seen that so extremely different aircraft as
the lifting body HL-10 and the large transport aircraft C-5A stay within -70 degrees lag
to 40 degrees lead phase in pitch using the Neal-Smith criterion.

But the y/e phase remains within -80 degrees to -55 degrees path lag. This is due
to the fact that the approach condition C /C is not so different for all aircraft.
Further, from this it can be concluded thkt, W the past, path control was not really a
problem compared with pitch dynamics. Neither the y/0-low phase nor high phase lag boun-
daries are very well established because very few data due to DLC application are available.

It is recommended from the flight tests that for large aircraft with sluggish pitch
response the flight path lag should not be lower than -30 degrees. Further it can be con-
cluded that flight path lag of existing large transport aircraft with -50 degrees is ade-
quate. Path control problems of large aircraft are not due to severe pitch path coupling
but rather to absolutely unsatisfactory pitch response. This means that DLC will never
improve path control if pitch control is inadequate.

Conclusions

The conclusions listed below are valid only for instrument approaches without Flight-
Director and assume that the flight path changes result from pitch attitude changes, which
is the normal case for CTOL aircraft.

1. The altitude hold of an aircraft is directly affected by the Ditch hold characteristics.

2. A one-sided increase in bandwidth Jn the altitude loop through DWC leads to a degrada-
tion in handling. It follows from this that flight path control with sluggish pitch dy-
namics cannot be improved by the use of DLC.

3. To use the CTOL techniques (flight path control through pitch changes), a given band-
width separation between pitch control and altitude control is required for good hand-
ling qualities.

4. An improvement in flight path control on aircraft with sluggish pitch dynamics can be
achieved by DLC only if the pitch dynamics are also improved.

S. The phase difference between flight path and pitch attitude (y/e-phase) in the region
of the frequency of the short period pitch oscillation can be used as a criterion for
the bandwidth separation between the pitch attitude control loop and the altitude COM-
trol loop, that is the coupling between pitch motion and vertical motion of the aircraft.

LL



6. The v/ phase criterion oa be applied to conventional aircraft as well as those
with SLC. It can be translated directly into the manoeuvre criterion of NIL-F-878S C
if n/a Is interpreted as -i.1g.

5. FLIGHT PATH CONTROL WITH DATE COMeAMD/ATTITUDE HOLD (P.C/A) SYSTEMS

The results shown In the previous chapters are related to more or loss conventional
systems, in other words aircraft requiring only conventional response and piloting tech-
nique to fly an IL-landing approach.

This conventional technique is based on two-loop structure with clearly separated
bandwith of each loop. In general, it has been shown that path response of large aircraft
compared with pitch response is not bad. DLC application cannot improve path control be-
cause pitch/altitude coupling will be unfavourably changed. Fr -his it is concluded that
DLC must improve flight path control capability without degra- nindling qualities by
using systems with inner loop augmentation such as a rate commanu/a, It e hold system.

In that case the inner pitch loop is overtaken by the contr ' systes j that there
is no need for the pilot to stabilize pitch attitude or to contc act exte -.I disturban-
ces. The manual flight path control loop structure will be simpl- ied , a single alti-
tude loop, flown by pitch attitude.

Flight tests with a RC/AH-systm combined with DLC have been carried out using the
DFVLR-HFB-320 in-flight simulator. The RC/A-system function, as reali7 I in the digital
onboard computer, is shown in figure 17. For pilot commands a two axis -degrip controller
for pitch and roll was used (fiiguree).

The flight test results show that advanced systems like RC/AH-system for large trans-
port aircraft require new systems oriented criteria because many assumptions on which the
old criteria are based are no longer valid.

Firstly, as shown in jfigue 1, (which represents a typical landing approach with
RC/AH-systm under gusty condition) the pilot control behaviour changes completely com-
pared with conventional aircraft. The pilot inputs are 'pulse' type. Because the system
holds the attitude there is no need for the pilot to be permanently active in the loop.
The pilot tends to control in an open loop fashion; the loop is only closed after a cer-
tain pilot-determined threshold is exceeded. The aircraft response is simple, so the pilot
can anticipate its behavior. The loop is only 'closed' by monitoring the aircraft response.

The RC/AH-system was combined with direct lift device as shown in figure 18 to inve-
stigate the pitch/path coupling without the inner loop situation. The pitch/path coupling
was varied in directions; in one direction using negative DLC to enlarge the path lag due
to pitch attitude commands, and in the other direction using positive DLC to reduce the
path lag.

The results show that the pilots were not sensitive to negative lift effects, to the
extent investigated, compared with the basic aircraft. But using the same amount of posi-
tive lift the ratings improved as expected. Figure 20 shows the culmulative percentage of
time that the side-grip controller was used during approach versus the percentage of grip
deflection in pitch and roll axes with and without DLC. The figure illustrates that about
50 - 60 % of approach time the grip is not used by the pilots for the RC/AH-system without
DIC. With DLC the grip is not used about 75 % of time in pitch and roll. In addition, per-
centage of grip deflection is reduced.

It is interesting that the improvement in flight path control leads to lower pilot
activity in the roll axis. Pilots commented that with DLC vertical speed variation could
be initiated and stopped very precisely so there was more time to control the roll atti-
tude.

The results gained from the RC/AH flight tests program can be concluded

1. DLC improves flight path control if the pitch inner loop is augmented by a RC/AH-system
because the frequency separation of inner and outer loop has no relevance.

2. RC-AH-system characteristics lead also to lower activity in roll control.

3. RC/AH leads to generally low pilot activity, and the addition of DLC lessens his acti-
vity even further.

4. Improvements in longitudinal control lead to lower activity in roll control.

5. The pilot closes the loop after the system exceeds a given threshold set by the pilot.
Due to predictable aircraft response, the pilot tend to act as open loop controller.

6. Nevertheless the y/O relationship remain important for path control. Boundaries for
path control with augmented inner loop have to be established. Other RC/AM systems
with DLC E223 flight tested with TIFS, show that due to high DIC effectiveness close
coupling of pitch/heave motion degrade pilot ratings.

7. Due to system characteristics of RC/AH-system the pilot is much more sensitive to the
initial and steady state rate response due to command inputs than for conventional air-
craft. By freeing the pilot from stabilization task he has time enough to pay attention
to such details.
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S. Now handling qualities criteria for W/AR must take the following factors into
accounts a) single-loop flight path control situation, b) modified pilot techniques
and a) intermittent entry of pilot into the loop.

6. CONCLUSIO8

As shown in the previous discussion the following general conclusions cm be drawn.

1. The short-period-frequency requirements of NIL-F-8785 C are not adequate for precise
flight path control tasks using advanced control systems with blended DLC.

2. It is necessary to separate the requirements for pitch and for heave motion.

3. For conventional flight path control techniques using pitch attitude, it has
been shown that, the flight path to pitch coupling behaviour is an important
handling qualities parameter.

4. The flight path to pitch attitude phase at the frequency of pilot closed inner
pitch loop i proposed as criterion parameter in representing the heave/pitch
control harmony or flight path to pitch loop separation.

5. The Y/B-phase criterion is suittble for conventional and DLC-enhanced aircraft.
A simple conversion to the ap /n/a-criterion is possible if n/a is interpreted
as -5/g.

6. As shown by the RC/AH-system results, flying qualities have to be system oriented
also. Control augmentation will change pilot task and pilot-aircraft control situ-
ationi therefore, special handling qualities requirements are necessary.

7. It in questionable whether a closed loop system representation is applicable to
RC/A-systems. The pilot exhibits discrete control behaviour and open-loop-type
control techniques. Further investiations are required to take these factors into
account for future handling qualities requirements.
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Fig. 7 DFVR-HFB 320 In-flight simulator
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THE STATUS OF MILITARY HE7.ICOPTER HANDLING QUALITIES CRITERIA
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SUMMARY

The paper provides an assessment of current helicopter specifications and describes
the plans that the U.S. Army AVRADCOM has for a major effort to develop a new specifica-
tion providing mission-oriented requirements.

Comparisons of several previous U.S. military specifications indicate that
MIL-F-83300 has clear advantages in its broad coverage of important handling qualities
aspects and its systematic structure. Its disadvantages are that it is primarily based
on V/STOL data, and explicit helicopter characteristics are only lightly covered.
MIL-H-8501A and the system specifications developed expressly for recent military pro-
curements do specifically address helicopters, and, through long familiarity, the heli-
copter community is comfortable with them. However, they do have rather sparse coverage
of many important topics. All of these specifications are sadly lacking in mission-
oriented criteria and are basically for visual meteorological conditions (VMC) with no
coverage of night operations and only token requirements for instrument meteorological
conditions (IMC).

Recognition of these deficiencies has resulted in a major effort being initiated by
the U.S. Army and Navy to develop a new specification containing mission-oriented
handling qualities requirements. The efforts will be directed by the U.S. Army AVRADCOM,
and contributions to the program will be made by NASA, the USAF, and the FAA. It is
planned that a revised specification will be ready for submission for adoption as
MIL-H-8501B in 1985.

1. INTRODUCTION

The current specification MIL-H-8501A, Helicopter and Ground Handling Qualities
(Ref. 1), is a 1961 revision of a 1952 document. It gave good guidance in its early
years, but by the late 1960's had many obvious deficiencies. For example, Ref. 2 pro-
vides a detailed analytical review of these shortcomings; empirical evidence can be seen
in reports of flight-test evaluations by the Army Engineering Flight Activity (AEFA)
(Refs. 3-5). MIL-H-8501A is still used by AEFA, to some extent, as a yardstick for
flight-test evaluation, but for procurement of the UTTAS and AAH, the Army Aviation
Research and Development Command (AVRADCOM) developed a new set of handling qualities
specifications and incorporated them into the Prime Item Development Specification (PIDS)
(Refs. 6,7). The Navy used essentially the same requirements for the LAMPS-III. For the
Army Helicopter Improvement Program (AHIP), the handling quality requirements referred to
MIL-H-8501A and provided some guidance on control sensitivity and rate damping (Ref. 8).

There have been several formal attempts to revise MIL-H-8501A - a "B" version was
proposed in 1968 but never developed and adopted. The V/STOL specification MIL-F-93300
(Ref. 9) was the culmination of a major effort by Cornell Aeronautical Laboratory under
the sponsorship of the Air Force Flight Dynamics Laboratory. It incorporated all the
data available at the time and followed closely the structure and format of the recently
revised specification for conventional aircraft - MIL-F-87853 (Ref. 10). The data and
rationale for the requirements were presented in a background information and users guide
(BIUG) (Ref. 11) which was modeled after the equivalent BIUG for MIL-F-8785B (Ref. 12).
MIL-F-83300 attempted to include helicopters and, in fact, was adopted for helicopter
application by the USAF. However, the U.S. Navy and Army chose not to adrpt it for heli-
copter application. Some of the reasons for this may be related to the type of criti-
cisms provided by Green (Ref. 13). In an attqapt to overcome the perceived shortcomings
of MIL-F-83300, the Army and Navy jointly sponsored Pacer Systems, Inc., to draft a
revision to MIL-1-SO01A. This effort adopted some of the concepts and structure used in
MIL-F-8785B and 83300, and many of the new requirements were innovative, though they
lacked data for substantiation. The preliminary report of this effort was submitted in
March 1973; it had limited distribution, and was never finally published.

Experience in previous efforts to revise MIL-i-8501A showed that the primary
obstacle to developing new requirements was a lack of systematic data from which new
criteria could be developed and used for substantiation. In the last 10 years, several
sources have contributed toward enlarging this technical data bases significant experi-
ence has been gained in procurement of three Army projects, the UTTAS (UH-60A Blackhawk).
the A.AH (AH-64 Apache), and the AnIp Near-Term Scout Helicopter (NSN); the Navy has
procured the LAMPS III (Seahawk), which is based on the blackhawk; experimental research

9
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work specifically oriented toward building the flying qualities data base has been under
way by the Army and NASA at Ames Research Center; significant strides have been made by
the fixed-wing community toward developing technique, for analysis and understanding of
flying qualities, particularly techniques to handle fly-by-wire digital control systems,
and tailored responses for the integration of flight control and weapon delivery maneu-
vers exploiting features such an direct force control. This body of experience will form
a reasonable basis for mounting a major revision effort.

The remainder of the paper is divided into three main sections. The first provides
an overview of existing specifications and describes some of the basic needs. The second
illustrates some of the problems with two of the most fundamental criteria: longitudinal
dynamic response and roll-control effectiveness. The last section outlines plans for the
joint Army/Navy program to develop a new specification incorporating mission-oriented
criteria which will be called "Update 8501."

2. OVERVIEW OF CURRENT SPECIFICATIONS

Reference 14 describes an attempt to assess the current specifications by comparing
the latest UTTAS and AAH system specifications (Refs. 15,16) with NIL-H-8501A (Ref. 1)
and MIL-F-83300 (Ref. 14). Three other specifications, AGARD Reports 408 and 577-70
(Refs. 17,18) and Curry and Matthews (Ref. 19) made notable contributions to the develop-
ment of V/STOL criteria, but they were not included in this comparison because they made
no claims to cover helicopters, and were not written as contractual documents. The
comparison shows that MIL-F-83300 has clear advantages in its broad coverage of important
handling qualities aspects and its systematic structure. Its disadvantages are that it
is primarily based on V/STOL data, and explicit helicopter characteristics are only
lightly covered. MIL-H-8501A and the PIDS do specifically address helicopters, and,
through long familiarity, the helicopter community is comfortable with them. However,
they do have rather sparse coverage of many important topics. Even where topics are
addressed, many shortcomings in the MIL-H-8501A requirements have long been recognized
(Ref. 2). In addition, MIL-H-8501A and the PIDS lack a systematic treatment of flight
envelopes and failures. All of these specifications lack mission-oriented criteria and
are basically for VMC with only token recognition of separate INC requirements.

It must be recognized that the task or mission flight phase to be performed by the
helicopter can have a substantial effect on the requirements. In MIL-F-83300 the
requirements were divided into hover and low-speed (i.e., less than 35 knots) and forward
flight (i.e., for speeds from 35 knots to VCON). The data base for the hover and low-
speed requirements were based largely on research investigations using generalized hover
and low-speed taxi tasks. No systematic investigations had been made of mission-oriented
tasks, such as night NOE flying where precision of control is required in tasks such as
hover-bobup (Ref. 20), or shipboard landings in high sea state, where the ship motions
and the wind and turbulence interactions result in an extremely taxing task (Ref. 21).
Attention to such flight phases will necessitate significantly more stringent require-
ments. For speeds greater than 35 knots the data and requirements were oriented at
V/STOL approach and landing. The resulting requirements may be good minimums for flight
safety but there is need to develop requirements to enhance performance of the opera-
tional missions that helicopters perform in this speed range. The intent in MIL-F-83300
was to convert to the fixed-wing aircraft requirements of MIL-F-8785B at speeds above
VCON . Although the idea of making helicopters meet such rigorous requirements turned
V"CONVERT" into V"CONSTERNATION," and was rejected, the advent of high-speed rotorcraft,
such as the Bell XV-15 Tilt Rotor and the Sikorsky XH-59A ABC, means that this problem
will soon have to be addressed.

Additional problems result from the need to perform increasingly complex missions
in adverse weather and at night. The plethora of pilot aids for navigation, communica-
tions, weapons, survivability, and vision aids compete for attention and can add to the
pilots' workload if not suitably integrated. Definition of meaningful handling-qualities
criteria must therefore consider all of the pilot's tasks involved in the mission flight
phase together with an integrated treatment of vehicle dynamics, flight control system
characteristics, cockpit controllers, displays and vision aids.

In many ways helicopters are much more complex than fixed-wing aircraft. The
inherent assymetry of single-rotor helicopters causes them to have several features that
complicate analysis and specification of handling qualities criterial there is a strong
cross-coupling between longitudinal and lateral-directional responses, they are highly
nonlinear, and they inherently involve more than the classical rigid-body modes used to
represent the responses of conventional fixed-wing aircraft.

One form of cross-coupling manifests itself in the response to control (e.g., roll
due to pitch control and pitch and roll due to collective control). These couplings
cannot be eliminated by static considerations of control phasing since the cross-coupling
is a function of the frequency content of the control input (Ref. 22). Another coupling
phenomena, related to the engine governing system results in coupling between the yawresponse and the rotor rpm control. This coupling is well described by Kuczynski et al.

(Ref. 23). Briefly, the situation occurs as followas the engine fuel-control governor
senses a yaw rate as an rpm perturbation and tries to correct to the referenced value.
This changes the rotor torque, which has to be reacted through the fuselage. Depending
on the engine fuel-control system dynamics, the phasing can result in au'lifyig or
damping the fuselage yaw response.



Nonlinearities occur both statically and dynamically. An example of static non-
linearity is the YAH-64 pitching moment due to sideslip. increasing sideslip angles to
left of trim required increasing aft longitudinal control to trim, and sideslip to the
right required forward longitudinal control to trim. In addition, the trim required for
right sideslip varied in a nonlinear fashion with both the sideslip angle and with the
airspeed. This rather complicated pitch-to-sideslip coupling caused pilot coordination
problems in turning maneuvering flight, and was determined to be a shortcoming (Ref. 24).
An example of dynamic nonlinearity is discussed in the following section on longitudinal
dynamics.

Current perceptions of the threat leads to the doctrine of flying close to the
ground to take advantage of terrain masking. This is called nap-of-the-earth (NOt)
flight. Since it in desired to perform this flight phase not just in day visual condi-
tions but in poor weather and at night, some form of vision aid, such as a light intensi-
fication device, an infrared sensor, or a radar, will be required. Presentation of this
out-of-the-window view for the pilot can be through a helmet-mounted device or through a
panel-mounted display. In either case, it appears that symbology providing flight con-
trol information has to be provided to enhance the pilot's ability to perform his flying
task. Aiken and Merrill (Ref. 20) describe an investigation of how the symbology and
drive logic in a head-up format interact with the SCAS to influence the handling quali-
ties. Such considerations also need incorporating into a new military helicopter flying
qualities specification.

3. DISCUSSION OF TWO FUNDAMENTAL CRITERIA

3.1 Longitudinal Dynamics

Perhaps the most fundamental flying qualities requirement is longitudinal dynamic
response in forward flight (i.e., speeds above about 35 knots). Consider first the
various requirements from MIL-F-83300, NIL-H-8501A, and the UTTAS and AAN PIDS that seem
to be pertinent to this topic. Where these criteria can be transferred into graphic
form, they have been plotted on the MIL-F-83300 boundary of wn - 2 w (Fig. 1). The
MIL-H-8501A requirement for nz to be concave down within 2 sec has Ceen plotted using
the analysis provided by Seckel (Ref. 25).
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Fig. 1. Longitudinal dynamic requirements.

The most obvious point for comment is that the NIL-H-8501A boundary is meant to
cover all oscillatory modes throughout the frequency range. This leaves the critical
short-term response essentially unspecified. MIL-F-83300 concentrates on the short-term
response and adds an outer limit that all other roots must be stable. The two PID3
provide a low-frequency boundary similar to, but not exactly the same as, the MIL-H-0S01A
VFR boundary, but do add a short period "bullseye." Superimposed on the figure are some
root locations for the OH-6A and BO-105 helicopters taken from Ref. 26. The low-
frequency roots of the 30-105 are unstable and do not meet any of the sketched require-
ments. However, as discussed in a paper by Pausder and Jordan (Ref. 27) and demonstrated
in many years of successful application, the 0-105 is indeed a satisfactory VFR aircraft.

Neither the 80-10S nor the ON-6A meets the "bullseye* required by the UTTAB and AAR PIDS.

It is not at all clear to what extent this would make for an unacceptable response.

. . . . . . . . . . .- -. ..- . . . . . . . .. . . . . . . . ..
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Because of special helicopter idiosyncrasies, there are more subtle questions that
need to be addressed. First, consider the effect of cros-coupling. Helicopters have
significant cross-coupling between longitudinal and lateral directional responses so that
an arbitrary decoupling of longitudinal from lateral directional degrees of freedom may
or may not be valid when comparing roots for the boundaries. Both MIL-F-83300 and
MIL-H-8501A are ambiguous on this point, but the UTTAS and AAH PIDS both state that the
boundary refers to motions with controls fixed following the disturbance. This implies
that the longitudinal motions are being addressed with full coupling from whatever
lateral directional perturbations are developed. Heffley et al. (Ref. 26) performed an
analysis to determine the effect on dynamics of one axis while regulating the off-axis
motions with a simple pilot model. The fully coupled and fully constrained roots at
60 knots are shown for the OH-6A and BO-105 in Fig. 1. Also shown are roots computed for
the OH-6A by using just the longitudinal equations. For the high-frequency modes there
is a noticeable difference; however, it is probably not significant. For the low-
frequency (phugoid) roots there is a noticeable difference for the OH-6A but not the
BO-105. Since these low-frequency roots are very close to the boundary, a difference of
the magnitude shown for the OH-6A could result in being on the wrong side of the boundary
and may be significant for interpreting the requirements.

The second property of helicopter dynamics which must be considered is nonlinearity.
Tomlinson and Padfield (Ref. 28) describe results of a ground-based simulation to inves-
tigate helicopter agility. They describe nonlinearities in pitch response that are
quite significant with stiff hingeless rotors. The nonlinear effects are due to airspeed
changes that start to occur only a few seconds after the control input. Figure 2 is

taken from Ref. 28; it shows a time history of
normal acceleration and pitch rate for two rotors,

3 60. a very stiff rotor, D2 (equivalent hinge offset
-1 based on flapping frequency e f 18%) and a much

-2 more flexible rotor, A2 (e - 3%). The vertical
scale is normalized by the size of pitch input and

£2 scaled to the largest input case. Although there
-. are negligible differences in response character

-5 with the soft rotor, with the stiff rotor the char-
< 2 -acter changes dramatically after about 1.5 sec, a

sharper peak occurring much earlier with theI4
-to larger inputs. Also, for the stiff rotor, thelarger the input, the more the response departs

0___ ' from being a rate type, and pilot appreciation of
pitch control would be expected to change. Linear

4 so.pamt theory will, of course, predict the type of
-t response produced by the smaller inputs; hence,

D2 handling-qualities criteria based on such analyt-
-: ical methods may be at variance with pilot opinion

20 of handling qualities during maneuvering tasks.

In addition to these peculiarly helicopter
AZ -6 * ,problems, there are many questions common to the

0 i 2 3 4 fixed-wing community that must be considered; for
TUE.uc example, how to specify the level of augmentation

required, and provide guidelines for control
system synthesis, especially when forward loop-

Fig. 2. Response to different shaping is included so that the response to
levels of pitch control (from control is different from the response to distur-
Ref. 28). bances.

3.2 Roll-Control Effectiveness

Another extremely important and fundamental criteria which can have an effect on the
basic design of the helicopter is roll-control power or control effectiveness. Again, the
pertinent paragraphs from the four specifications - NIL-F-83300, MIL-H-8501A, and the
UTTAS and AAH PIDS - will be considered.

MIL-F-83300 specifies roll-control effectiveness in terms of the time to bank 30*.
The numbers were based on data generated for NIL-F-8735 and correspond to the flight
phase Category C (terminal flight phases such as approach, landing, and takeoff) for
small and medium-sized aircraft. This reflects the V/STOL emphasis in NIL-P-83300, since
V/STOLs, other than helicopters, are in the flight regime of interest only during landing
and takeoff. Helicopters, of course, perform most of their functions in this speed
regime and can require controllability quite different from simply landing or taking off.

NIL-H-8501A requires that at least 10% of the maximum ettainable hovering control
effectiveness be available at all loading and flight conditions. The hover criteria
specify a minimum bank angle to be achieved in 0.5 sec. The bank angle change is a func-
tion of weight; it is plotted in Fig. 3. Specifying the bank-angle change in such a
short time (0.5 sac) puts an overemphasis on the effect of lags and delays in the control
system and is very sensitive to the form of input, that is, the approximation to a per-
fect step. A NASA study (Ref. 29) showed that 0.1-sec transport delay followed by 0.3-
sec ramp is a reasonable approximation to pilot input. After I sec, such an input
provides about 60% of the response that would be achieved following a perfect step. At
0.5 sec the difference would be even greater.
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The UTTAS PIDS has no explicit roll-
effectiveness criteria. It requires gearing and
delays to be satisfactory, and by virtue of the
pullup-pushover maneuver implies that some roll-
control power may be required at 0 g. This
assumption may not be true, because although the
use of control to maintain bank angle within

3 limits is not explicitly required or forbidden for
the UTTAS, for the AAH, the same bank-angle limits051 are imposed during the pullup-pushover maneuver,
but this time to be achieved with roll-control
fixed.

The AAH PIDS defines a minimum gearing or
1 sensitivity value (13°/sec/in.) and demands

linearity. If the control travel is the typical
±3 to 5 in., linearity would achieve at least
40°/sec. "Response time" is required to be 0.7 to0 0 00 1.1 sec. Response time probably refers to the

WEIGH0,0 b roll time-constant; if so, the numbers are ques-

tionable, since the BO-105 and OH-6A have roll
Fig. 3. MIL-H-8501A hover time-constants of 0.1 and 0.2 sec, respectively.
roll control effectiveness
requirement. The MIL-H-8501A requirement that 10% hover

control effectiveness be available for overcoming
gusts and upsets and for maneuvering would seem

to be insufficient. However, despite past pleas for documented control usage (Ref. 30),
there is, unfortunately, still little hard data on exactly what is required. Experi-
menters occasionally specify the maximum available control power, for example,in terms
of L6A 6AMAX, but seldom give data on how much was actually used during the maneuvers
investigated. An ideal form of data presentation is probability density plots, but this
format is cumbersome and there is the question of how much the low usage tails can be cut
off. A recent X-22A report (Ref. 31) shows that the maximum control really needed by
the pilot correlated very well with the 3 sigma value.

Clearly, mission flight phase has a large effect on the control power required to
manuever. The study by Tomlinson and Padfield (Ref. 28) referred to earlier showed that
response to roll control for the configurations investigated was typically set at a
value that allowed a 300 bank angle to be achieved in 1.5 sec with 1.0 in. of control
deflection. Control travel was ±5 in.; extrapolating to full control input shows that
time to bank 300 would be between 0.5 and 0.7 sec for the more linear configurations.
One configuration required as long as 2.4 sec to bank 300 with 1.0 in. of stick, and this
was rated as having barely sufficient control.

Figure 4 shows a plot of control effectiveness boundaries on a scale of control
power L6A 6AMAx, and control sensitivity L6A, versus roll time-constant TR. This
modified plot was taken from the MIL-F-83300 BIUG (Ref. 11), for which the original plot
was obtained from a Princeton (Ref. 33) simulation of carrier landing approach. The
t30 lines were computed using a single degree of freedom approximation, and a 0.2-sec
ramp control input. Plotted on the figure are the L6A 6AKAX - T values for the BO-105
and OH-6A (constant for the speed range 40 to 80 knots; taken from Ref. 26). Also shown
is the range of "response time" that is specified in the AAH PIDS. Clearly, much work
needs to be done toward specifying this important parameter for helicopter missions.

4. PLANS FOR UPDATE 8501

The Army and Navy have initiated a systematic effort to develop a new general spec-
ification for the handling qualities of military rotorcraft. The effort will build upon
the ideas, techniques, and technology developed by the fixed-wing community, as well as
utilize the available experience with current helicopter specifications and V/STOL

*criteria. The existing data base will be used to the maximum extent possible and supple-
mented by new data obtained under the auspices of this and related projects. Specific
programs developing new data bases for this purpose are being performed by the Army Aero-
mechanics Laboratory and by NASA at Ames Research Center, and by the Navy at NADC,
Warminster. The primary effort of developing the specification revision will be per-
formed under contract, proposals for which are currently under evaluation, a contract
award is planned for August 1982.

Rotorcraft to be covered must include conventional single and tandem rotor-
helicopters and, to the maximum extent possible, high-speed rotorcraft such as compound
(e.g., Lockheed AH-56A) and novel configurations (e.g., Bell XV-15 Tilt Rotor and the
Sikorsky XH-59A ABC). This is a joint Army/Navy program, and the resulting specifica-
tion must address the mission requirements of both services. The contracted effort will
be directed by the Army Aviation Research and Development Command (AVRADCON), technical
responsibility being shared between the Aeromechanics (AL)(Research and Technology
Laboratories) and the Directorate for Development and Qualification (D and Q). Contri-butions to the program will also be made by NASA, the USAF and the FAA; a Technical
Comittee has been formed to coordinate all these inputs.
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Fig. 4. Roll control effectiveness boundaries (from Refsa. 11 and 33).

Contractor efforts will consist of analysis and evaluation. Access will be provided
to Army/Navy (Marine) aviation users for mission task analysis and possibly for flight
test and simulation demonstration and evaluation.

The contracted effort will be divided into two Phases: Phase 1 will involve devel-
oping a specification structure, incorporating existing data-ba-sec-riteria into that
structure, and defining critical gaps and possible ways for addressing these gaps.
Phase 2 will extend the effort by finalizing the structure, incorporating any new data
a,5-3xcriteria, and producing a proposed specification and background document. This will
then be distributed for goverment and industry review, and the comments will be reworked
into a final military specification and BIUG that can be submitted for adoption.

The proposed schedule is shown in Fig. 5. In phase one the contractor will perform
rstudies and analysis to develop a specification structure that adequately addresses the

following considerations:

1. Rotorcraft types and roles, including high-speed rotorcraft and compounds.

2. Levels of flying qualities

3. Flight envelopes

4. Systematic treatment of failures and reliability

5. Categorization of mission flight phases

6. Flight phase environment, including day, night, visibility, altitude, terrain
nature, and atmospheric disturbances

7. Controllers (including side-stick controllers), displays and vision aids

Missions for Army/Navy rotorcraft will be analyzed to determine and characterize
those flight phases which may have a design impact. Army missions will include those of
the Scout, Attack, Utility, and Cargo types; Navy missions will include AS, Marine
Attack/Assault, Vertical Replenishment, and Ship-to-Shore Cargo, with particular emphasis
on shipboard launch and recovery. A method must be developed and applied to define and
quantify these flight phases and their constituent tasks. The form developed must be
useful for handling qualities criteria development and definition, and must be compatible
with the proposed specification structure.

It will be necessary to develop and use analytical techniques such as closed-loop
analysis, pilot model analysis, and equivalent system representation to characterize the
pilot, the rotorcraft and the pilot/rotorcraft interface. These characterizations must

t - - -



SCHEDULE FOR UPDATE £01

FY 2 m 1

PHASE I
* DEVELOP NEW STRUCTURE

* INCORP. EXISTING CRITERIA AND DATA BASE
* DEFINE CRITICAL GAPS 0
* PHASE 1 WORKSHOP

PHASE2
* SELECT FINAL FORMAT STRUCTURE 3
" INCORPORATE NEW DATA - CRITERIA
" DRAFT SPEC AND BACK UP r-'
" GOVERNMENT - INDUSTRY REVIEW

- INITIAL COORDINATION 3
- PHASE 2 WORKSHOP
- REDRAFT 0
- FINAL REVIEW 0
- PUBLICATIONS

Fig. 5. Schedule for "Update 8501."

be capable of quantitative representation of the pilot/rotorcraft while performing the
flight phase tasks of interest. The rotorcraft representation will include higher order
and nonlinear effects, such as rotor dynamics, control system modeling, engine-rotor
interactions, and interaxis coupling, with a sufficient level of detail to address
effects which, for the flight phase tasks being considered, could influence the pilot's
workload or task performance. Some important topics will no doubt require further
development to become useful tools in criteria development or specification (e.g., low
altitude atmospheric disturbance models, terrain models and pilot models). These will be
defined and prioritized in sufficient detail to allow definition of the problem areas for
independent study efforts or research contracts.

The criteria in existing specifications will be reviewed to determine the extent to
which they can be verified and supported utilizing the available data base. New or
improved criteria will also be developed to the maximum extent possible. After defining
what criteria are valid, and for what situations, they will be incorporated into the new
structure. This effort must recognize the fact that different characteristics will be
required for different mission flight phase tasks and mission environment conditions.
Priority will be placed on defining criteria for circumscribing characteristics that may
have a significant effect early in a helicopter design process. Where possible, Level 1,
Level 2, and Level 3 boundaries will be defined (in this context, the Levels refer to
Levels of Flying Qualities as defined in MIL-F-8785B)(Ref. 10). Once the existing data
base has been used to the maximum extent, the topics not adequately covered will be
defined and prioritized. Of high concern to the Army are criteria related to agility and
maneuverability, especially in day conditions with relatively unlimited visibility, and
to night precision tasks such as NOE hover, unmask, and weapon firing; the Navy is par-
ticularly concerned with shipboard launch and recovery. It is expected that significant
shortcomings or complete voids will be found in the existing flying qualities data base.
The contractor will be expected to outline experiments to generate new data to address
some carefully selected critical issues.

The structure and criteria developed will be presented in the form of a draft
military specification. In preparing the draft specification, the following guidelines
will be observed:

1. The requirements should not inhibit the designer in choosing a design approach
for satisfying the mission requirements.

2. The requirements shall be in such a form that some means of demonstrating com-
pliance (e.g., through analysis, simulation, or flight test) can be defined.

3. The specification should be as complete as possible so that ideally it sets
forth requirements that are individually necessary and that together form a sufficient
set to assure the required level of flying qualities.

As part of the effort to revise MIL-F-8785 and in the development of MIL-F-83300,
supplementary background documents were prepared which contained background information
and guidance for the specification user, together with substantiation data for the
individual requirements. These documents have been well received by the airframe com-
panies and the government organizations responsible for applying the specification
requirements, and similar documents will be required for the MIL--8501B effort.
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5. CONCLUSIONS

Operational experience over many years suggests that current specifications provide
guidance that will provide flight safety in benign VFR conditions and with modest flight
tasks. C'irrent missions involving operations in poor weather and at night, NOS flight
while avoiding threats and possibly engaging in air-to-air combat, and extended condi-
tions for shipboard launch and recovery, will require much more rigorous capabilities.
New requirements need to be developed, and, to ensure that they do not get imposed unnec-
essarily, a format must be used that distinguishes those helicopters that must meet the
requirement from those that do not need to.

Many operational missions require special displays and vision aids so these charac-
teristics must be included in a flying-qualities specification along with the vehicle
stability and control characteristics and controller characteristics.

Current specifications provide rather sparse coverage so that some topics are not
addressed at all, and some very basic topics are covered rather poorly. For example, the
longitudinal dynamic response requirement in MIL-H-8501A covers low-frequency oscilla-
tions but does not address the important short-term response. Boundaries have been addea
in the UTTAS and AAH PIDS to attempt to address this but the resulting boundary is ques-tionable. No attempt whatsoever has yet been made to cover higher-order effects such as
nonlinearities and cross-coupling. The requirement for roll-control effectiveness, which
could have a major effect on the design of the rotor system, needs much more work to
establish a data base for a substantial requirement.

A new program has been initiated by the Army and Navy to update the helicopter spec-
ification. The plan is to develop a new structure, develop and incorporate requirements
to the extent that they can be substantiated and, after performing a coordination review
with industry, promulgate a new specification. Undoubtedly, many topics will be identi-
fied that have not been adequately covered, so the critical gaps will be identified and
given emphasis in the ongoing R&D data-base generation efforts.
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LIMPACT DE LA CAG (Coasnande Automatique G~niralis~e) M*

SUR LES QUALITES DE VOL DES HELICOP'rERES

Marcel KREz
Ing~nieur en chef

Giravions DOrand Industries
92151 Suresnes, France

RESUME

Au cours des ann~es 1970 - 1980, un changeiont notable eat intervenu dans lea moyena envisages pour
contr~ler la conditions de fonctionnement d'un rotor d'h6licoptire. S'inapirant par sa technique at s
philosophic de base de la CAG des voilures fixes, Ia nouveaut6 consisto a c.ontr~ler lea phdnomenes dyna-
miques (vibrations, instabilit~s) at aerodynamiques (decrochage, interactions, rafales) dana lp bande des
frequences nettement plus 6leves que la bande utilis~e par le pilot. automatique, couvrant lea frdquencea
sletendant jusqu'& 30 Hz au momns. Simultan~ment, 1l6volution des h6licopterea militaires a cr44 des exi-
qences nouvelles concernant lea qualit~s de vol. Pt dont on pout trouver liorigine dana : Vaugmentation
de la charge sur le disque, llarriv6e des formules nouvelles des appareils h voilures tournantes (rotor
basculant. ABC, X-Wing, rotor stoppable at escamotable) et l16largissement du domain. de vol (pi plus 6lev6,
Cz mo plus elev6). La communication contient une analyse de l'impact qua risque d'exarcer la CAG sur la
quallt6s de vol at une discussion des avantages qua son introduction pout procurer. En conclusion, lea
limitations des comand~s ictuelles, provanant du plateau monocyclique, aeront dans lavenir repouss~ea
grace aux commandes nouw les, orientees vera des systemes optimisis, auto-adaptatifs it boucles multiples.
permettant un degr6 sup4rieur d'optimisation des qualit~s do vol.

1. - INT'RODUCTION

La derni -re decade a vu un changement considirable en priparation dans le domaine de la commando
des h~licopt~res. Un effort, inspir6 par Ia CAG des voilures fixes, eat fait pour 6largir la bande passanto
daentr~e af in de pouvoir contrt~ler lea phenomenes dynamiquas at a~rodyr.amiques bien au-delA du domaina du
pilotage monocyclique qua le plateau cyclique classique autorise (R~fs. 1 & 6). Malgr6 1e fait que les
objectifs de cette nouvelle technique demandent la rdduction des vibrations, 1l61imination du d~crochage,
labaorption des interf~rencas aerodynamiquas, ia suppression des perturbations atmosph~riques at l'intro-
duction de la stabilit6 artificiella (Fig. 1), l'impact sur lea qualit~a do vol risque d'itre consid~rable
at ouvre des possibilit~s nouvellas aux ajn~liorations des qualit~s de pilotage des h4licoptires actuels.
Nous assiaterons dana l'avenir, non seulemont a l'extonaion du domains do vol. mais aussi 1 lalligement
de la tiche du pilota par l1introduction des boucles intornas, travaillant indendammennt pour am4liorer
lea r4ponses dynamiquas de llh~licopt~ere et pour iviter lea of fats nuisibles des couplages antra lea
degr6s de libert6. En ayant cette 6volution des commandos en m~moire, rappelons qua lh4ilicopt~re moderno,
en comparaison avec ceux volant ii y a dix ans, pr~sente des tandancos do difinition nouvelles at certains
changemonts de la j- iie op~rationnelle rendant lea probl~mes de qualit~s de vol nettement plus s~v~res.
Noos pouvons distilr'yUt cinq tendancos

" La charge sur 1e diaque a preaque double au cours des derniors dix & quinzo ana, entrainant,en cons~quen-
ca,l'augmentation du nivaau 6nerg4tique du sillage et provoquant, 1 son tour, des distorsions plus
6lev~es des charges a~rodynariques et one dissipation conaiddrablo do puissance (Rif a. 7 at 8).

* La mission du vol an rase-mottes (NOE) a 6t6 adoptde pour assurer one relative sicurit6 grace h lleffet
de masque des accidents de terrain at eat devanue particuli~rement exigeante en ce qui concerns lea
qualit4s de vol des h~licoptes militaires modornes.

" En rdponse a la demande de missions de plus en plus difficilos, l1industrie propose des ADAV d'avant-
garde, caract~ris4s par ladjonction des silas, par le basculoment des rotors, par laddition de. moyons
de propulsion auxilisires (ABC), par Varrft du ou des rotors, (X-Wing. Tilt Rtor), par larrit at
l'oacamotage du rotor (W. 9). Ces concepts nouveaux, structuralement at fonctionnellement plus comn-
plexes, introduisent, on outro, la transition et ndceaaitent on effort important d'all4gement des tfiches
du pilote.

*Corrlativoment, l'oxpansion du domaine de vol do Ilhdlicopt4re classique oat devonue one exigence
prioritaire. Pour atteindre des paramitres dsavancement (pJ) at des coefficients do portance (Czm.0y)
lea plus 6lev~s poasibles, llhlicoptere actual fonctionne et manoeuvre aux fronti~res et souvent au-deli
des frontieres dsacceasibilit6 (R~f. 13). La CAG permet dana de tel. cas d'assouplir lea contraintes
existantos at de rendre la manoeuvre possible dana des situations autremont interdites.

En cons~quence, one tendance g~ndrale eat n~e de dipaaser lea limitations classiquas de Ilhilicopt~re pour
61argir sinai son domaine de vol (R~fs. 1, 2 at 4).

*Llavantago principal do Ia CAG, introduit cur lea voilures tournantes, pormot de proc~der A un degr6
sup6rieur de l'optimisation des conditions de fonctionnemant de lVh6licoptire. Cotta optimisation eat
obteflue par la ddtection des conditions de fonctionnement et de charge, par la traitament ad~quat do
cette information at, finaloment. par l'utilisation do signal r~sultant dana la boucle de retour de Ia
commando clasaique 00 nouvollo en vue de laslioration du comportoment dynamique do lapparoil, Fig.2.
La r6fironco 5 donna on certain nombre d'exemplas ap6cifiques do Vapplication do cette technique.

MFOR ENGLISH VERSION SZE PAGE 4.
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Fig. I - La CAG des rotors d'h~licoptire

Remarquons ici que, dans la recherche des performances sup~rieures de la manoeuvrabilit6 et de ls mania-
bilit6 de llhilicopt~re, la th~orie de la commande optimale, utilisant lea filtres do Kalman, montre une

,grande utilit6 (Rdif. 14). Cette approche eat rendue d'autant plus facile quo la d~couvorte do la matrice
do transfert du rotor a fourni un modL-le analytique particuli~rement simple (Rif. 15).

Dane cetto communication, nous nous concentrerons pour 6tudier 116tendue de l'impact do la CAG sur lea
qualitis do vol des h~licopt~res et mentionnerons des criteres qui pormottront la qualification dos solu-
tions nouvelles envisag~es.

2. -LES LIMITATWnNS DES COMMANDES ACTUELLES DE LHELICOPTERE

La ccossande classique do Ilh~licoptre-utilise le plateau cyclique criant une variation monocycliquo
du pas de -?ales. La position du plateau cyclique pout C-tre modifi~e libremont par 1e piloto ou par
1e pilote automatique. Ce systime introduit une double limitation:

* d'une part, la variations du pam mont pratiquement limit6es & des variations une fois par tour
du rotor.

* d'autre part, les variations do pam de toutes lea pales mont ,,'sriodiquement les mgeos & cause du
couplage mkcanique provenant du plateau cyclique.

Los rif~rences 1, 2 et 4 montront comment ces limitations pouvent 6tre 6liminees. 11 mera donc
possible dane l'avenir d'introduire 1e pilotage multicyclique pour rdduiro les vibrations et utiliser
un concept nouveau, commando individuelle do la palo, pour 6viter 1e d~crochage et cr~er la stabilit6
artificiolle.

La CAG s'orionte, en plus, vera des solutions encore plum r~volutionnaires compronant l'4limination
du plateau cyclique et l'installation des v~rins 6lectrohydrauliques dane la partie tournanto do la
tite du rotor.

Toutefois, dane l'imm~diat, la CAG cosiprend le plateau cyclique et la cin6matiquo clasmique. Lo
pilotage multicyclique et la commando individuolle de la palo slintroduiront grico aux omcillations
impos~es A la partie non-tournante du plateau cyclique.

3. -APPLICATION DE LA CAG AUX VOILURES TOURI4ANTES

Los disposit ifs do CAG projetis au cours des anndoc 70 reprentent does systimos comprenent les
pilotes automatiques et des augmontatours de stabiliti d'origine plus encienno. Los nouveaux die-
positifs ont un champ d'application nottoment plus large et mont csractdriaes par uno bando pemmante
superioure A 30 Hz. Le tritement de l1information captl. Oct plus 61abort, plus sophistiqud, ogit
a l'insu du piloto pour romplir des tfiches hors des aptitudes du pilot. ou des tfihos soulaneant
son travail.

A la base, la technoloqie do Ia CAG, tells quello oat envisag~e cur lea h~licoptlres, no diffLre
pee do cello appliqu~e aux voilures fixes :la thdorie, les approchoc analytiquec, la technique does
calculateurs num6riqut-s et dos v6rins h large bande pascanto, los commandos dlectriques ou par
fibres optiquos, sont analogues I cellos des avions. La diff6rence caractiristique provient du fait
quo lee phlnomlnes int6ressant lot rotors sont $riodiques et peuvent Atre ddcrits par un systlme
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d'liquations diffirentielles liniaires dont lee coefficients sont, toutofois, piriodique. (variable.
avec Ie temps). Ce fait introduit un certain degrA do souple... dan. In traiteant analytique do Is
dynamique du rotor avec: la possibilit6 de procider par itiration., tour par tour, pour attaindre
progressivement un 6tat optimis6 satisfaisant aux critires do performance prddterminlfs. Plus par-
ticulieresent, la ddcouverte do la matrice do transfert du rotor fournit une relation tree simple
entre lea coefficients de Fourier caractirisant lea signaux dlentrie at do sortie. Cettle matrice de
transfert constitue un modile analytique tris pratique dans lea application. de Ia thiorie de la
coiwuande optimale stochastique, Rlife 14 et 15. Ainsi, des Isoyenc analytique. trim puissants sont
disponibles dans la recherche des qualitis de vol aupirioures, au moment o6a 15 demand. sly fait
sentir de plus en plus pressante.

4. -ASSERVISSE4ENT ANTI-DECROCHAGE, UN EXfJ4PLE D-APPLICATIO4 DE LA CAG

L'application de la CAG aux rotors dlhilicoptires, Fig.1, montre on caractire multidirectionnel,
tri-s vari4 par sea objectifs. Llimpact sur los qualitis de vol s ressentira donc cur lea niveaux
diffirents avoc on degre d'influenco diffifrent. Los dispositifa signallis sont actuellement dana leur
phase de recherche at une revue exhaustive aemble encore pr4maturde. Nous allons donc prendre un
exemple dont llinfluence sur les qoalitis do vol nous semble Ia plus important. at nouc analycerona
un asservissoment bas6 sur la commando individuelle do la pale pour liviter 1. dicrochage do la pale
roculanto, asserviasement anti-dicrochage. Nous prendrons lil1imination du dicrochage cosase cas
typique d'application de la CAG at montrerons llimpact quo ce concept pout avoir aur lea qualitifs
de vol de Ilh~licoptire. Ce concept, actuelloment oxpirimentli en soufflorie, Rif. 6, oat capable
d'am~liorer considdrablement les qualit~s de manoeuvre grice A l'4conomie do puissance qu'il pout
apporter. Son idie do base Oct simple et consisto en ls rduction du pa. do la pale loraque 1e
coefficient do portance local Cz attoint des valeurs avoisinant le dicrochage. La figure 3 montre un
cas bi-dimensionnel, qoi pout COtre faciloment 6tendo au cam tri-dimensionnel. Sur Ia figure 3 nous
remarquona que pour 1e mgme Cz - Ill, la trainie vanie dana 1s rapport 1 6 10. Auaai, pour des raisons
do simplicit6 do la dimonstration, nous admettrons des variations quasi-statiquos do la portanco at do
la train~o. Consid~rons deux cam do vol identiqoos, diffirant uniquomont par la manure dlobtention
do la portanco. La premier cam est classique, 1e second rialise la mie variation de la portance sans
d~crochage, grico i un contr6le adiquat do langlo d'attaque maintenant 1e point do fonctionnement
sur la partie lineaire do la caract~riatique do Cz. Il deviant alors livident que nouc rialicorons
one 6conomie de puissance dana 1e second cas. tUno tolle 6conomie de puissance a 6t6 dimontrde oxp6-
rimentaloment au cours des essais r~cents en soufflorie. Dana ce cas typique, 1. gain 6nergitique
attoint 8% pour V - 0,3 at CzmoV 0 06 Fig. 4. Litudo th~orique d'un cas analogue : P 0,3r

=zo 0,615, a montro un gain aopuissance de 10% accompagn6 dlon gain possible de portanco de 5%,
Fig. 5. Aux grandes vitessos, la gains de puissance et de portanco permattront dlaugmenter la marge
ontre la puissance en palior et la puissance maximale disponiblo avoc of fat binifique pour llexicu-
tion des manoeuvres lentos, & facteur de charge li1evik. La figure 6, reproduito de Is Rif. 13, montre
la variation de l'angle dlattague local, & 80% du rayon de la pale. M~me dana lea cas aussi extrimes,
le dicrochaga pout itro 6vit6 grice 1 la commando active et apportar one margo inorgitiquo nettement
supirieuro. Las limitations dues au dicrochage pouvont Stre surmonties en apportant lVaugmentation
do la manoeuvrabilit6 do llappareil. Plus particuliL-romant, la zone des "porte. dues su dicrochage",
qui figure sur la figure 7, correspond au point, cl los effets dds au dicrochaga doviennont signi-
ficatifs. Las conditions de vol dana catto zone montrent un accroisaement rapida de Is puissance
demandie et, our cortains types do rotor, des contraintes 6levies done lea palo., le flottament daes
pales, des problimes do porte do contr~le. Cette zone difinit par ailloura, 10 point de riffirence
limite en Czmoy pour des manoeuvres lentos au-del6 dugual lea bosomns en puissance installife
devionnont excessifs, R~f. 13. 1l oat possible do diplacor cette zone vera la limits oxtrime "limits
airodynainique do Czsoy", lilke au Czmax du profil do pale, avoc l'avantago do Ilaugmentation de la
margo de puissance disponible et do lIl6imination du flottoment des pales.

Dlapr~s la figure 1, lil1imination du dicrochage roprisonto une des multiple$ poasibilitlis do Is CAG,
capable. d'apporter dos avantagas substantiols en amiliorant la performances dynamiques do llhdli-
coptira. Parmi lee divorses bouclas d'assorvissomont signallies, l'asservissemant anti-dicrochage
exercera one influence pripondirante sur les qualitis do vol grlce & lVapport d'une marge dnorgitique
nettoment plus 6levie.

Nous examinerons ensuito dana quollo mesoro llintroduction do Ia CAG pout modifior lea critires do
pilotage.

5. - LMPACT DE LA CAG SUR LES QUALITES DE VOL

L'introduction do la CAG no somble ni apporter, ni ndcessiter dec modifications des critiros diji
existants 00 des approches utilisies pour lour 6tablissemont. Tbutefois, nous ponsons quo Ia thdorio
moderno do la commando optimalo atochastique otilisant des filtros do K~alman ou des algorithm..
liquivalonts randra d'une part, I'analyse des qualitis do vol plus approfondie et, dlautro part, plus
objective.

L'optimisation utilise one fonction do coOt qui fournit la bse pour notre jogement. Los matrices de
pondiration constituent la partie arbitrairo, subjective das contraintes, fruit d'une oxpirienco
passie. Uno fois difinies, lea matrices noos donnont on paramitre de qualit4 instantani., caract6ri-
sant simultaniment Ilappareil, Ia commando at le pilots. Dans ce cal la critires devionnent un soul
critire, risultat pondir6 do too. lea criteres dont noos disposons quantitativement.

La performance no force pas, toutofois, 10 soul facteor gui qoalifie Ilappareil. 11 eat indispensable,
en outro, do prondro en compte Iloffort fourni par 10 pilots pour eccomplir cette performance. Nous
sossne amanis sinai h revenir & ls procedure do quotation do pilots ou A ditablir un modila analytique
do pilots humain tenant compte des of fets do fatigue et de Ia digradation do Is porformance do pilote
en fonction aussi bion do la dunie quo do la difficultli do sa tiche.
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Si aucune solution globale no points encore & l'horizon, ous pouvona raisomnablesamt nous attndre
& 'a1alioration do Is compr6hension des phinomrAnes fondamentaux et du traitement analytiqoe des
probli6mes complexes do lloprateur humain, andlioration quo l'application do l CRG apporterait au
cours do la prochaine ddcade.

6. - CONCLUSION

En conclusion, lea limitations do l'h6licoptro actual seront d6pas6os dana l'avenir grikc aiU
systmes nouveaux, orientis ver lea commandos automatiques gdn6ralisdos, caract6risies P r des
asserviasements A boucles multiples, optimis6es ot auto-adaptatives, qui permttront, & lour tour,
une optimisation A un niveau plus 61ev6, des qualitds do vol. Parmi la multiples asservismements
envisagis, 1'asservissoment anti-ddcrochage conatitue 1. systimo dont 1'impact sera 1s plus prononc6
sur les qualit6s de vol. Ses effets bdn6fiques s'exerceront sur la merge do puissance grgco A un
exces inerg6tique qua l'Alimination du ddcrochage pout apporter.

La recherche concernant la CAG eat caractdria6e par un vaste champ d'application, maim demande un
effort consid6rable do diveloppoment pour aintgrer aux hilicoptires opdrationnels.
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THE IMPACT OF ACTIVE CONTROL ON
HELICOPTER HANDLING QUALITIES
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ABSTRACT

Notable changes have occurred during the last decade in the concepts envisaged for controlling the working
conditions of helicopter rotors. New trends, prompted by the techniques of active control applied to fixed
wings, are oriented towards the automatic control of dynamic phenomena (vibration, instability) and aero-
dynamic phenomena (stall effects, interaction, gusting). These new trends feature frequency responses much
wider than those of conventional autopilots, extending up to 30 Hz. At the same time, contemporary
military helicopter design has become much more demanding with regard to handling qualities : higher disk
loading, NOE mission requirement, advent of advanced rotor aircraft concepts (tilt rotor. ABC, X-winA "
Stoppable and stowable rotors) and a general broadening of the flight envelope (higher t and higher CL).
The paper analyzes the impact of active control on handling qualities and discusses the benefits that may
be reaped from their implementation. In conclusion, present-day control system limitations due to the use
of monocyclic swashplate principles will have to be removed in the future by unconventional control
systems based on multiloop self-adaptive control resulting in higher-order optimization of handling
qualities.

1. - INTRODUCTION

The last decade has witnessed the preparation of major developments in helicopter rotor control.
Prompted by the techniques of active control applied to fixed wings, designers have attempted to widen
frequency responses to encompass control dynamic and aerodynamic phenomena far beyond the monocyclic
capabilities of the conventional helicopter rotor swashplate (Refs. I through 6). Although the main goals
of these new techniques include reduced vibration, the elimination of stall conditions, the absorption of
aerodynamic interference, the elimination of external disturbance and the implementation of artificial
stability (Fig. 1), their impact on handling quality will be considerable, providing new opportunity to
uprate the flying qualities of present helicopters. In the future, we shall not only see extended flight
envelopes but also simplification of the pilot's task by the introduction of inner independently operating
loops improving the dynamic response of the helicopter and eliminating the prejudicial effects of response
coupling. While considering this development of flight control techniques, it should be borne in mind that
today's operational doctrines compared with those of the past raise much more severe handling problems.
Five distinct areas of development tendencies may be identified

* Disk loading has nearly doubled over the last ten years, with a subsequent increase in rotor-wake power
levels producing in turn higher air load and power dissipation distortion (Refs. 7 and 8).
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* The nap-of-the-earth (NOE) mission, adopted to take advantage of the relative protection afforded by
terrain masking, is highly demanding in maneuverability of present-day military helicopters (Refs. 10.
11 and 12).

" In order to meet these ever-increasing operational requirements, advanced VTOL rotor concepts appeared
the addition of fixed wings, tilting rotors, addition of auxiliary propulsion (ABC), rotor stopping in
flight (the X-wing and tilt-rotor), rotor stopping and stowage in flight (Ref. 9). Moreover, these
concepts requiring greater structural and functional complexity involve transition flight conditions
making it essential to alleviate the pilot's task.

" At the same time, extension of the pure helicopter flight envelope constitutes a high-priority require-
ment. Striving towards higher advance ratios (p) and higher blade loading (C ), the modern helicopter
is operating and maneuvering on and sometimes beyond the boundaries of accessbility areas (Ref. 13).
Here again, active control can relieve natural constraints, rendering a particular maneuver acceptable
in otherwise unacceptable situations. Consequently, there is a general tendency to relax present-day
helicopter limitations and broaden the flight envelope (Refs. 1. 2 and 4).

" The prime advantage of active control as applied to rotary wings is the higher-order optimization of
helicopter working conditions. Such optimization is achieved essentially by sensing the helicopter
working and loading status, processing the resulting information in an appropriate manner and then
feeding it back to a conventional or unconventional control system for improving the dynamic behavior of
the craft (Fig. 2). Ref. 5 gives specific examples of the application of these techniques to rotary
wings. It should be mentioned here that Kalman's optimal estimation theory is extremely valuable in the
quest for the improved handling qualities of helicopters (Ref. 14). This was made possible by the
development of an extremely simple analytical model of the rotor : the rotor transfer matrix (Ref. 15).

This paper concentrates more particularly on the extent of the impact that feedback may have on
the handling qualities of future helicopters and mentions additional criteria that could help in the
evaluation of new technical propositions.

2. - LIMITATIONS GF PRESENT HELICOPTER ROTOR CONTROL

Conventional helicopter rotor control is achieved by the use of a swashplate system producing
monocyclic blade pitch variation. The setting of the swashplate can be modified as required by the pilot
or an autopilot. Such a system, however, has two major limitations

* Firstly, pitch variations are practically limited to one per revolution.

* Secondly, the periodical variations of all blades are the same, since they are produced by the Sam
swsahplate. References 1, 2 and 4 show how such limitations can be overcome and how in the future it
will be possible to introduce multicyclic pitch variation to reduce vibration and make use of a new
concept : Individual Blade Control (IBC) to avoid stall and create artificially enhanced stability. In
addition, active control offers the promise of still further conceptual changes of a revolutionary
nature, including elimination of the swashplate and the use of electrohydraulic actuators in the



rotating part of the rotor hub. In the near future, however, the active control or rotary wings will
retain the swashplate and conventional linkages. The IC inputs of higher harmonic content will be fad
to the rotor by appropriately controlled oncillation of the non-rotatLng part of the evaehplate.

3. - APPLICATION OF ACTIVE CONTROL TO ROTARY WINGS

The type of active control proposed in the seventies involved systems comprising autopilots and
stability-augmentation devices developed earlier. Today's proposals have a much wider range of application
and possess a much more extended frequency band of at least 30 Hz. The processing of signals is uch more
elaborate and sophisticated, performed independently of pilot action, for executing tasks beyond human
scope or assisting the pilot to assume his workload. Basically, active control techniques as applied to
rotary wings are closely similar to those applied to fixed wings with regard to theory, analytical
approach, the use of microprocessors, wide-band actuators and fly-by-wire or fly-by-light controls. The
main differences arise from the fact that rotor phenomena are periodic and can be described by a system of
linear differential equations with periodic (time-variable) coefficients. This fact introduces a certain
degree of flexibility in the analytical treatment of rotor dynamics with the possibility of applying
iterative methods to achieve an optimized state satisfying predetermined performance criteria by succes-
sive approximation. In particular, the discovery of the rotor transfer matrix provided an easily manage-
able relationship between the Input and output Fourier coefficients. This rotor transfer matrix consti-
tutes an analytical model highly suitable in applications of the Kalman's optimal estimation theory (Refs.
14 and 15). Powerful tools are thus available to assist in the search of improved flying quality in the
face of the severe specifications generated by new requirements.

4. - STALL BARRIER FEEDBACK : AN EXAMPLE OF ACTIVE CONTROL APPLICATION

The application of active control to helicopter rotors (Fig. 1) is of a multipurpose nature with
many facets-and orientations. The impact on handling qualities is felt at different levels and to
different degrees of effectiveness. Systems being presently studied are at the research stage and it would
appear too early to review all of them. We shall therefore consider an example that could have
considerabI6 influence on handling qualities and concentrate on an IBC-based feedback system avoiding
stall on the retreating side of the rotor disk. Stall-avoidance is taken as a typical application of
active control to helicopter rotors and illustrates the impact that this concept could have on helicopter
handling qualities. According to experimental data produced by windtunnel investigations (Ref. 6), this
concept has considerable potential for improving the maneuvering ability of a helicopter by appreciable
power savings. Known as Stall Barrier Feedback or simply SBF (Ref. 6), this concept is based on the
elementary idea of reducing blade pitch when the local C reaches values close to those of stall onset.
Fig. 3 shows a 2-D case which may easily be extended to he 3-D case. It is seen that the drag is ten
times more for the same C of 1.1. For the sake of simplicity, we shall consider the quasi-steady-state
lift and drag variation. e shall consider two identical flight configurations, differing only by the

manner of creating lift. The first is conventional, whilst the second achieves the same lift variation
without stalling by appropriate blade pitch control on the linear part of the CL characteristic. It is

obvious that the second saves power, as has been demonstrated by recent windtunnel testing. Typically,
such saving can amount to 8% with an advance ratio of 0.3 and a lift coefficient of 0.6 (Fig. 4). Theore-
tical analysis of a similar flight configuration with M - 0.3 and C - 0.615 resulted in a power saving of
10 with a 5% increase in lift (Fig. 5). At high forward speeds, the power savings and lift gains will
increase the margin between level-flight power and maximum available power, with beneficial effects during
sustained maneuvers. Fig. 6 reproduced from Ref. 13 shows the azimuthal distribution of blade angle-of-
attack at 80% radius. In this extreme case. deep stall can be avoided by the use of active control tech-
niques and p'ovide a much wider power margin. The limits due to stall boundaries can thus be pushed back
with appreciably improved maneuverability. In particular, the stall-losses region (Fig. 7) shows the point
at which the effects of retreating blade stall become significant. Flight behavior in this region is
characterized by a sudden increase in required power and, in the case of certain types of rotor, high
blade loading, stall, flutter and controllability problems. It also indicates the maximum design point for
sustained maneuvers because of the excessive installed power requirements at high C (Ref. 13). This stall
region can be moved towards the ultimate boundary, the aerodynamic C limit defined-by the maximum CL of
the airfoil, thus widening the excess power margin and eliminating the danger of stall flutter.

As shown in Fig. 1, stall elimination is achieved by one of several feedback characteristics
capable of significantly improving the dynamic performance of helicopter.. Of these different feedback
characteristics, however, SBF will probably have the greatest impact on handling qualities by the sub-
stantial increase in the available power margin.

We shall now examine the extent to which the introduction of active control can affect handling-
quality criteria.

5. - THE IMPACT OF ACTIVE CONTROL ON HANDLING-QUALITY CRITERIA

It would appear that the introduction of active control does not require basic modification of
already existing criteria or of analytical approaches used for establishing flying-quality criteria. There
is hope. however, that Kalman's optimal control theory might rationalize the analysis to a greater extent
and render the results more objective.

The optimization technique involves a cost function that provides the basis of our judgament. The
weighting matrices constitute the arbitrary, the subjective part of constraints, the result of previous
experience. Once these matrices have been defined, we possess an instantaneous qualification parameter
that simultaneously defines the aircraft, the control system and the pilot. In this case, the criteria
reduce to a single analytical criterion, a weighted result of all available criteria in a quantitative
form. Performance. however, is not the only factor qualifying an aircraft. We must also consider the pilot
workload required to achieve a given level of performance. So we are driven back to pilot quotation
procedure or to establishing a hunan pilot model that includes fatigue effects and degradation of the
pilot's dynamic performance with time and in the face of difficulty. Although no complete solution to the
problem of establishing handling-quality criteria can be expected from the application of active control.
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improved understanding of the basic phenomena as well as of the analytical treatment of complex human-
operator problems is foreseeable in the next decade.

6. - CONCLUDING REMARKS

It may be stated in conclusion that present-day helicopter limitations resulting from the nono-
cyclic swashplate must be overcome in the future by unconventional systems oriented towards multiloop
self-adaptive controls leading in turn to the higher-order optimization of handling qualities. At the sme
time, the introduction of active control will contribute to better understanding and more accurate
definitions of criteria ascribing pilot tasks and workload. Our present research has a wide range of
applications but will require considerable development effort to become operational.
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OPERATIONAL CRITERIA FOR THE HANDLING

QUALITIES OF COMBAT HELICOPTERS

by

Major W Steward AAC

HQ Director Army Air Corps

Middle Wallop

Stockbridge

Hampshire S020 8DY, UK

SUMMARY

To minimize the threat from air and ground based weapon systems, combat helicopter
operations require the use of concealed low level flight. The paper discusses the
tasks facing the combat helicopter pilot during a typical anti-armour mission and
concludes that, by reducing the flying workload, assisting in the exploitation of
maximum aircraft performance, and enhancing control accuracy, better handling qualities
can contribute to improved operational effectiveness. Primary consideration is given
to daylight operations in VMC, but the requirements for missions at night and in adverse
weather, and for training are also addressed, together with the implications for
handling qualities posed by the threat of armed helicopters in the air to air role.

1. INTRODUCTION

The British Army Air Corps' current battlefield helicopters, the Lynx AH MK 1 and
Gazelle AH MK 1, entered service in the 1970's to fulfil a variety of roles. Changing
priorities have resulted in the Lynx becoming primarily an anti-armour helicopter,
fitted with a roof mounted sight and the TOW missile system; the Gazelle is soon to be
fitted with an observation sight to enable it to perform its target acquisition task
as part of the anti armour team.

The change of Lynx to the anti armour role, with its emphasis on very low level
flight and sustained hovering has caused a review of a number of aspects, including
handling qualities upon which this paper is based. The views stated are, however, solely
those of the author.

Continuing development in the variety, numbers, and sophistication of weapon
systems to counter the successful employment of helicopters on the European battlefield
indicates that low level flight at and below obstacle height, to aid concealment,
achieving surprise and reducing vulnerability, is likely to remain the primary combat
helicopter tactic. Payload restrictions will limit the amount of hardening which can
be given to the helicopter; to survive, the helicopter will need to avoid being hit
rather than be capable of tolerating considerable damage. Although improved stand off
capability, countermeasures, and warning systems will reduce vulnerability, it is
agility derived from the inter-related performance and handling qualities which gives
the combat helicopter its inherent battleworthiness.

The combat helicopter will continue to have competition for funding from other
land and air systems; improvements to handling qualities must therefore be realistic,
and affordable. Although Active Control Technology holds considerable promise, it may
be necessary to accept a degree of pilot compensation. Similarly, achieving the right
balance between integrity, cost, and complexity may result in reversionary modes with
added pilot workload.

2. THE COMBAT MISSION

Depending finally upon the distances involved, an anti-armour helicopter mission
could last for between 1 and 3 hours. For the purpose of considering handling
qualities, this may be grouped into three main phases, each of similar duration;
fast low level flight, slower nap-of-the-earth (NOE) flight, and the sustained hover
in the fire or observation position. There are also periods of ground running, at
the start point and possibly at a final briefing point short of the fire or observation
position. Although the reconnaissance helicopter could be expected to spend longer in
the hover, the major difference from the handling qualities point of view will be the
increased emphasis on the need for pilot workload reduction during the hover. During
all the phases of the sortie, the emphasis will be on both 'head-up' operation of the

* aircraft and the correct trade-off between tactical reaction time and concealment.
3. TAKE OFF,LANDING, AND GROUND MANOEUVRES

Enhanced ground mobility is desirable for the benefits it brings to survivability,
through easier concealment, as well as ground movement during in-barracks training and
maintenance. The combat helicopter will thus probably have a wheeled undercarriage,
although it is doubtful whether wheels of an acceptable size will confer more than
limited mobility other than on reasonably level firm ground.
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The combat helicopter must be stable and free from resonance during ground
taxying, take off, and landing on all likely operational surfaces, including slopes
in the order of 100, and in all wind directions. The rotor must be able to be
engaged and stopped under the same conditions, and to facilitate the use of maps and
documents, as well as the completion of other cockpit activities, hands-off ground
running with rotors turning should be possible.

The need for concealment may result in the mission starting from an obstructed
landing site such as woodland or built-up areas thus defining the required out-of-
ground-effect performance. Maximum operational flexibility will require full fuel
and armament loads, resulting in initial take-offs at maximum all up weight. When
the associated loss of hover capability, speed, and agility are acceptable, a battle
overload may be used to temporarily increase payload. Performance considerations
notwithstanding, the combat helicopter must have safe predictable handling qualities
during take off and landing. The directional control of the helicopter must permit
take off and landing in all relative wind directions so that the flight path may
conform to the ground, or tactical situation.

4. LOW LEVEL AND CONTOUR FLIGHT

The first phase of the move forward to the contact zone, and last on the return,
will probably be flown with the emphasis on speed rather than on absolute concealment.
Terrain will dictate the actual mode of flight which will probably involve a mixture
of low level flight, at sensibly constant speed and a steady height clear of
obstacles, and contour flight again at nominally constant speed but with height
varying to follow the major terrain features. The crew will still be settling into
the sortie, and a hands-off cruise capability, involving height and heading holds,
would permit maximum attention to be given to continued planning and preparation,
as well as look-out.

When the tactical situation requires a minimum reaction time, the maximum dash
capability of the helicopter will be used, care being taken not to prejudice the
mission through loss of concealment.

High ground speeds over undulating and broken terrain will require the use of
low 'g' and occasional negative 'g' to allow the pilot to follow contours whilst
minimizing exposure. Flight trials with the Lynx have shown that negative 'g'
values of - 0.5 can be held for several seconds during push-over manoeuvres, with
transient values in the order of - 1.0 'g' being reached. Negative 'g' flight was
found to be of benefit to terrain following at air speeds as low as 60 knots, and
the combat helicopter must have handling qualities which permit the safe and easy
use of this flight regime.

Despite thorough pre-flight preparation to supplement knowledge of the ground,
and careful look-out by the crew, unexpected obstacles such as unmarked wires will
require the crew to take rapid avoiding action, often involving the use of high
load factors. Such accelerations frequently cause the rotor to accelerate into an
autorotative condition, requiring pilot intervention to prevent an overspeed. In
addition, at low level, flight path control becomes very demanding at large bank
angles where the control of height excursions requires considerable pilol activity.
These are obviously undesirable characteristics, and a means of controllng rotor
speed transients and minimizing height excursions would confer more relaxed handling
qualities, and perhaps facilitate the use of enhanced manoeuvrability.

Ideally, the pilot should not encounter an aircraft limit during normal
manoeuvres. Combined with good engine response, and an absence of rotor speed
control problems, this would result in a carefree manoeuvre capability, freeing
pilot attention for operational tasks. Where the intrusion of a manoeuvre limit
in unavoidable, the required attention to cockpit instruments should be minimized,
implying the use of audio warnings or helmet mounted displays. Flight control
systems, including suitable control force characteristics, and possibly using active
control technology, should be able to assist with the exploitation of the full flight
envelope. However, unlike the use of envelope limiting control systems for upper air
work in high performance fixed wing aircraft, the combat helicopter pilot needs to be
able to exceed an envelope limitation to save the aircraft rather than fly into an
obstacle within the limit. The problem should be avoidable if the combat helicopter
is capable of manoeuvring at 3 to 4 'g' without reaching a limitation; this may
require the use of lift compounding.

5. NOE FLIGHT

The next phase of the mission may be considered to apply when the consequences
of exposure become more critical, and the need for concealment is paramount. Although
speed is sacrificed, tactical reaction time is still of consequence and speeds must be
as high as possible consistent with the successful completion of the mission. Some time
will be spent in the hover, whilst the ground ahead is scrutinized, and there will also
be occasions when a maximum performance dash is required to reduce exposure time across
an open area. To take maximum advantage of cover, flight will be at very low level,
often only a few feet above the surface, and close to obstacles. The need to maintain
a lookout for air and ground activity, to keep contact with other helicopters on the
mission, to maintain safe rotor clearance, to navigate accurately and maintain



communications places the maximum strain on the crew.

Although hover-taxy speeds have almost become traditional for NOE flight, a number
of operational benefits accrue from the use of higher speeds around minimum power speed;
power management becomes easier, fuel consumption is reduced, agility is increased
through greater kinetic energy and power/thrust margins, and concealment may be easier
through reduced downwash disturbance of dust etc. Handling qualities which would
permit the confident use of these higher speeds would enable these benefits to be
exploited.

Low 'g' and negative 'g' flight may be encountered during the NOE phase as a
result of cyclic push overs and rapid lowering of the collective lever. However, the
duration of these manoeuvres should be shorter than during low level and contour
flight because of the lower speeds normally being used.

If the maximum advantage is to be taken of full aircraft performance, NOE flight
will be characterized by frequent accelerations and decelerations throughout the speed
range of hover to maximum dash. In addition to large power and thrust margins the
conventional single main and tail rotor configuration requires rapid rotor tilting with
associated large pitch attitude changes in order to allow the rapid application of
rotor thrust without height gain. Unfortunately, these attitude changes can bring
forward view restrictions, increase aircraft exposure, and may undesirably reduce rotor
tip clearance. Thrust compounding with a variable pitch propeller may offer benefits,
permitting a more rapid acceleration for a given pitch attitude.

Deceleration capability is probably more significant as it represents important
avoidance manoeuvres - the traditional "quick-stop", and decelerating turn. The need
for rapid deceleration could of course be minimized if NOE speeds were kept very low,
but the disadvantages of such a course outweigh the benefits. The operational require-
ment is for the helicopter to be stopped in the minimum possible distance without loss
of concealment. The single main and tail rotor configuration again requires large
pitch attitude changes to effect a rearward tilt of the thrust vector, bringing with it
tail clearance problems, potentially increased exposure, and possible restrictions to
forward view, this time in addition to the rotor speed control problem discussed
earlier. Thrust compounding presents a possible solution, using a variable pitch
propeller in a braking state; this would assist with the dissipation of main rotor
energy, resulting in a better control of rotor speed, and permit higher rates of
deceleration at reduced tail down attitudes.

The need to follow the ground track which provides optimum concealment implies
changes of direction, as well as height and speed. The demands on aircraft per-
formance and pilot workload in turning flight can be reduced by flying at lower
speeds, but this incurs a number of operational disadvantages, already discussed.
RAE, UK, piloted simulation studies(l) found that all axes of response were important
in turning manoeuvres during NOE flight; pitch and roll for primary manoeuvrability
and yaw to maintain balanced turns 8nd counter reaction from torque fluctuations.
At 100 kts, roll rates of up to 100 /s were found to be ikely whilst at 60 kts on
a small triple bend task, very high roll Eates up to 150 /s were called for; maximum
pitch rates demandeg were typically 20-30 /s. The maximum bank angle will normally
be approximately 70 , but more may be of benefit to terrain following and concealment.
Unobstructed fields of view from the cockpit and precise control are required to give
the pilot confidence in using full aircraft performance ir this demanding flight
regime. Rotor speed control and the intrusion of flight envelope limits will have an
influence similar to those discussed earlier under low level and contour flight.

6. THE SUSTAINED HOVER

The requirement for concealment results in the combat helicopter tasks of sur-
veillance, target acquisition, designation, and engagement being made from a concealed
hover. The need to achieve adequate fields of view and fire, to aid concealment by
minimizing the rotor downwash effects on dust, snow, and leaves, and to enable rapid
re-masking below the cover in front by descending vertically, all favour the use of
an out of ground effect (OGE) hover.

It must be possible to establish and maintain a stationary hover regardless of
wind direction and make rapid and precise changes of heading for target acquisition
and weapon aiming. The most demanding conditions for directional control may not
occur with the maximum wind strengths, and 'holes' in the yaw control envelope must
be guarded against.

The pilot will endeavour to expose only the m4nimum amount of the helicopter
above cover and precise height control, to within - 1 ft (300 mm) will be required,
especially to gain the maximum benefits from mast mounted sights. It must be possible
to acquire rapidly and maintain the pre-launch constraints of any required weapon
system. To facilitate the stabilization of target acquisition and weapon aiming
systems, vibration levels must be minimized. Weapon system developments such as
reduced time of flight will emphasis the need for rapid and precise unmasking and
re-masking in order to minimize overall exposure time.

Evasive manoeuvring at the hover will require the ability to move the helicopter
rapidly sideways, as well as vertically. A 5% thrust margin is usually deemed



sufficient to hold height and position, but a further margin will be required for
agility together with control and response margins.

The demands placed on the pilot in the sustained hover are high, and an automated
hover control system should bring a significant reduction in workload, and improvement
in accuracy, as well as benefits to survivability.

7. THE ARMED HELICOPTER IN THE AIR TO AIR ROLE

Attack by high performance fighter type aircraft has long been considered and as
the primary countermeasure evasive tactics developed and practised. However, the
appearance of the Warsaw Pact Hind helicopter with an anti-helicopter capability has
brought a new dimension to the battlefield; there will be successors to the Hind,
perhaps further specialized for the anti-helicopter mission.

The security conferred by the use of a concealed hover at maximum stand-off is
obviously reduced by the ability of the armed Hind to close the gap quickly. It is
not all one-sided however, as in closing, the Hind will increase its exposure to our
air defence weapons. Because of this, it is likely that it will operate at low level
with a consequent restriction in its visual horizon and in its ability to detect its
opponent in the concealed hover. The Hind appears to enjoy a speed advantage over
current NATO helicopters which it seems likely to retain unless a new generation is
produced capable of significantly higher speeds than at present. We are thus
currently unable to outrun, or pursue, and in the absence of an effective anti-
helicopter weapon, our defence must lie in remaining undetected whilst observing the
attacker, ideally continuing with our mission.

However, if discovered and attacked by armed helicopters, an unarmed helicopter
must change position to avoid being a 'sitting target', and continue to avoid
presenting a valid target as it moves and hides again. Such a defence requires
maximum agility in the hover, at low spe-d, and in a maximum performance dash. The
emphasis is once again on remaining down amongst the obstacles which the unarmed
helicopter would hope to interpose between itself and the threat, with the requirement
for wide unobstructed fields of view from the cockpit. But, given the capability of
countering armed helicopter attack with an effective weapon, there is a requirement
for target acquisition and weapon aiming implying precise control of attitude and
heading. When the need for ultra low flight is disregarded in favour of unrestricted
manoeuvring during helicopter versus helicopter engagements, the ability to use both
high positive, and negative load factors would be of benefit to both evasion and
tracking.

8. NIGHT AND ADVERSE WEATHER

The reduction in external visual cues during flight at night and in adverse
weather places added demands on the combat helicopter crew who become more reliant
on aircraft systems for safe and successful operation. The need to remain at low
level below the radar horizon requires sufficient external reference to fly safely
clear of obstacles and pilot night vision aids will be needed. The relatively narrow
instantaneous field of view of both passive night goggles (PNG) and turreted Forward
Looking Infra Red (FLIR) systems requires continuous head motion by the pilot. Safe
PNG flight without stabilization equipment has been demonstrated in a number of aircraft,
but comparative experience with the Lynx, fitted with an automatic flight control
system, has shown worthwhile improvements in pilot confidence, rate of learning, and
control accuracy. The influence of cockpit fields of view on the confidence and
ability of the pilot to exploit performance and handling qualities has been emphasised
throughout the paper, and it is unlikely that the combat helicopter pilot will ever be
able to exploit the full daytime potential of his aircraft whilst flying tactically at
night; the combat helicopter with improved handling qualities appropriate to enhanced
daytime operation is likely to be capable of more than matching the pilots night
flying demands. The need to maintain a sustained precise hover close to obstacles at
night is a different matter, and the provision of an effective automatic hover control
is likely to be essential.

9. THE TRAINING REQUIREMEN:'

Defence budgets are likely to remain under pressure, and the costs of operation,
as well as the purchase, of combat helicopters are of considerable importance. Safe
and easy handling characteristics should lead to shorter training courses, and then
enable a suitable level of skills to be maintained with reduced continuation training,
as well as keeping down the rate of training accidents. The need to conserve airframe
fatigue life may result in flying training being conducted within a reduced flight
envelope, with full performance being kept for operations. The pilot would need to be
able to transition swiftly to the full capabilities of his helicopter without an
increase in the risk of accidents or damage, and good handling qualities extending to
the limits of the flight envelope would make a significant contribution.

10. CONCLUDING REMARKS

Concealed low level flight is likely to remain the basis for combat helicopter
tactics.

i
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Current combat helicopters are not necessarily optimized for low level, NOE, and
hovering flight on the European battlefield.

Improved handling qualities can make a significant contribution to overall combat
effectiveness.

"Carefree" handling qualities are required to permit the safe and confident
exploitation of full aircraft performance close to the ground and obstacles, including
flight at high positive, and negative load factors. Positive cues which draw the
pilot's attention to the approaching encroachment of a flight limitation are required
to reduce the extra workload and stress induced by the requirement to monitor aircraft
instruments during precise and agile flying tasks eg rotor speed transients during
maximum manoeuvres.

Handling qualities in need of improvement include flight path control at low
workload, particularly with respect to height, during turning manoeuvres at medium
to high speed, control of attitude during rapid deceleration, and those relating to
directional control at low speed and in the hover. Automated hover control is likely
to be essential.

The advent of the armed helicopter in the air to air role emphasises the need
for increased agility for evasive manoeuvring while retaining the need fcr good
target tracking capabilities at all speeds.

Safe and easy handling characteristics which are implicit in the reduced workload
and enhanced flight envelope should permit a reduction in training costs.

References:
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FLIGHT EXPERIMENTS WITH INTEGRATED ISOMETRIC SIDE-ARM CONTROLLERS
IN A VARIABLE STABILITY HELICOPTER

M. Sincar
Flight Research Laboratory

National Aeronautical Establishment
National Research Council Canada

Ottawa, Ontario KIA 0R6

SUMMARY

Several flight experiments have been conducted using the NAE Airborne Flight Simulator to investigate the suitability of
integrated, multi-axis, isometric controllers for use in helicopters. In these experiments, 3-axis and 4-axis isometric side-arm control
configurations were flown successfully through a wide variety of demanding visual flight tasks and a brief instrument flight precision
approach evaluation. The experimental tasks, the evaluated controller arrangements and the developed control laws are described, and
the results of comparative assessments between isometric side-arm control and conventional control arrangements are presented.

INTRODUCTION

It is inevitable that the micro-electronics revolution should radically alter the interface between the pilot and his aircraft. The
invasion of the cockpit is, of course, well underway and the designer is constantly facing a decision - whether to welcome the new
technologies as liberating forces or to make a stand in defence of the proven ways. The glass cockpit is gaining wide acceptance; the
digital processor is supplanting analog computing methods in many areas of system design and is being applied in new ways to relieve
the pilot of tedious tasks; and the glass-fibre optical transmission line is making its bid to replace both electrical and mechanical sig-
naling media.

Along with these changes come a host of "modern" systems which are viable only within the context of a digital, fly-by-wire
or fly-by-optics aircraft; it is one of these systems - the integrated, multi-axis side-arm controller - which is the subject of the research
programs described in thia paper.

In the Fall of 1979 the Flight Research Laboratory undertook a series of experimental evaluations of multi-axis, isometric
side-arm controllers in the Laboratory's Airborne Flight Simulator. These early evaluations were partially funded by the Sikorsky
Helicopter division of the United Technologies Corporation and grew out of Sikorsky's research studies in preparation for the US Army
ADVANCED DIGITAL OPTICAL CONTROL SYSTEM program. Although it was the objective of the initial study to assess these radi-
cally new controller arrangements in conjunction with the dynamic and control characteristics of the Black Hawk (UH-60) helicopter,
an early decision was made to use the Bell 205A as the basis for the evaluations. This choice had the advantage of eliminating many
potentially artificial, simulation-related aspects of the experiments since the Airborne Simulator is a variable stability and control
Bell 205. The "Huey-like" characteristics of the Simulator provided a relatively simple and well-known baseline against which the
unconventional systems could be judged.

These first assessments were simple proof-of-concept experiments designed around pilot evaluations of loosely defined flight-
test and operational task sequences. In the intervening months the Flight Research Laboratory has continued to study the influence of
multi-axis side-arm control on operational effectiveness and handling qualities, performing direct comparisons between conventional
and multi-axis systems in controlled, high-workload flight task sequences. The sample of pilots who have flown the experimental control
systems has grown and a relatively extensive base of flight experience has been established with 3-axis and 4-axis integrated, isometric
control systems.

From the designer's point of view the appeal of isometric cr pressure controllers is evident: they are mechanically simple,
light-weight, rugged and compact systems which can readily be incorporated in a side-arm fly-by-wire design. On the other hand, the
effects of eliminating the direct control position feedback information - which the pilot would normally obtain from conventional
deflection controllers - are potentially far reaching and fundamental. The conventional helicopter control configuration is an integral
part of the pattern of control learned by every helicopter pilot and consequently has -the status of an international standard. Any
benefits gained in a substantial deviation from this arrangement must be weighed against the costs of retraining the pilot's spontaneous
control command patterns, particularly in high workload and emergency situations. These trade-offs were at the heart of the flight
experiments.

In the sections which follow the controllers and control systems are described and the results of two structured experimental
sessions are presented and discussed.

THE EVALUATED SYSTEMS

Hardware

The test aircraft is the NAE Airborne Flight Simulator (Fig. 1 and Ref. 1), an extensively modified Bell Model 205A-1
teetering-rotor helicopter with a full authority fly-by-wire control system at the evaluation pilot's station. The simulator has been
equipped with a wide range of motion sensing systems which provide high-quality feedback signals suitable for stability and control
Rugmentation and autostabiization. An on-board hybrid computing system includes a multi-processor, high-speed digital computer
which performs signal conditioning, control system implementation and simulation "modelling" - the esential tasks of simulation.

Two isometric controllers and supporting side-arms have been fitted to the structure of a standard Bell 205 crew seat. During
the rst of the two experiments described in this paper, the seat was configured as shown in Figure 2 using off-the-shelf, commercial
controller units and hand grips. For later experiments, and specifically for the second experiment described below, an adjustable arm
structure was developed and new grips which more nearly conform to the shape of the cupped left or right hand were cast (Fig. 3 and 4).
The force sensing and transducing functions of the handles, in both of these installed configurations, were performed by four piezo-
esistive strain gauge units which produce electrical outputs for four independent commands - fore and aft, left and right, up and down

forces, and torque about the vertical axis (Fig. 5). The nominal value of command to electrical output sensitivity for each of these
channels is shown below.

i
Lp



14-2

Command Sensitivity Maimum Output

Left/Right 0.5 volt/lb 10 volts (linear)
Fore/Aft 0.5 volt/lb 10 volts (linear)
Up/Down 0.25 volt/lb 10 volts (linear)
Clockwise/Counter-clockwise 0.167 volt/in.-lb 10 volts (linear)

The handles are elastically very stiff but not rigid and their supporting structures increase the compliance of the complete
system to forces and moments applied at the hand grip; nevertheless the overall deflections are small and do not provide position
feedback to the pilot in the form of diascernable force-deflection relationships. To compensate for this reduction in system feedback
information a control actuator position indicator was added to the experimental system late in the evaluation phase of the first experi-
ment. The indicator shown in Figure 6 mounted above the instrument panel in the evaluation pilot's forward field of view, provided
easily interpreted information concerning tip-path-plane orientation and tail rotor collective actuator positions.

Software

The command and logic signals from each handle and a force-proportional signal from the evaluation pilot's pedals were
sampled and sent to the Simulator's master digital computer where channel assignments, mode selection, control law and stability
augmentation calculations were performed. (A typical control channel is shown schematically in Figure 7.) Channel assignments for the
five control configurations tested in the rust experiment, including the two "primary configurations" which have been the subject of
more recent investigations, are depicted in Figure 8.

It is clearly necessary to trim the isometric control systems, just as it is necessary to trim deflection controllers which have
force feel gradients. System demands for a steady-state control input must be met by adjustments to the command signal datum - not
by a continuous force applied by the pilot. In a sophisticated fly-by-wire flight control system this trimming function may be accom-
plished through the mechanism of high-gain command control laws which are inherently self-trimming. For example, a form of rate
command/attitude hold mode in roll, pitch and yaw with acceleration command in the vertical axis would obviate the need for manual
trimming. However, the experiments conducted at the Flight Research Laboratory have emphasized simple, low-gain feedback augmen-
tation and control for which trimming is necessary and the chosen approach is depicted in Figure 7. An integrating path is added in
parallel with the proportional signal from the pilot's input command. When the "integral-trim" switch is closed the integrating path
produces a relatively rapid trim follow-up signal in response to any non-zero command. The evaluation of various trimming schemes
and the development of this integral trim system are discussed in some detail in Reference 2.

Finally, the control law software incorporated two levels of stability and control augmentation or autostabllzation in addition
to a "direct-drive" mode. These were:

a. rate command/attitude hold in roll and pitch with augmented yaw rate damping

b. augmented roll, pitch and yaw rate damping

C. direct-drive (the Bell 205A-1 with stabilizer bar removed and horizontal stabilizer fixed)

THE FIRST EXPERIMENT

The preliminary series of flight tests comprised a development test phase during which suitable control signal shaping and
integral trimming gains were established, followed by formal evaluations of the two primary control configurations - the 3-axis and
4-axis systems depicted in Figure 8. (Five engineering test pilots participated in these flight evaluations.) The system designated
"3-AXIS/TWIST COLLECTIVE" was flown by several pilots and thoroughly evaluated by one, and the other channel asignments
shown in Figure 8 were flown only briefly to assess their value as training aids. The evaluation tasks were chasm from a set of loosely
defined flight test and operationally oriented manoeuvres including take-off and landing, hover manoeuvring, circuits, nap-of-the-
earth flight, precision instrument approaches and slope operations.

A brief summary of the significant observations and conclusions from these first flights of a helicopter using integrated,
multi-axi side-arm control is given here to provide a context for presentation of the more recent experiments. Reference 2 provides
more detailed results.

In general it was found that pilots adapted with surprising ease and speed to the use of multi-axis isometric control - each
of the evaluators flew the helicopter confidently, using the 3-axis or 4-axis system, after a very brief familiarization flight. (These
comments apply for the augmented and autostabilized helicopter control modes. Although the pilots were able to perform all of the
manoeuvres and task sequences satisfactorily in the "direct-drive" mode, using either of the primary control configurations, the work-
load was undesirably high in the more demanding tasks.)

Multi-Axis Control

The experiment showed that a helicopter can be flown through a wide range of visual and instrument flight tasks using either
a 3-axis or 4-axis integrated isometric side-arm controller - within the bounds of normal helicopter workload demands.

Control Position Feedback

An adequate level of control position feed back may be provided by a well-designed control positik indicator (CPI). Using
the rudimentary CPI shown in Figure 6 the pilots were able, for example, to perform slope landings and take-offs - manouvres which
require knowledge of tip path plane orientation. For visual flight manoeuvring tasks where control authority remaining or absolute
.ontrol position is not a primary concern, the force feedback alone was sufficient.

I I ' I I ... I' .. .. .. ..... .'il . .... . ... '" IA
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Left or Right Hand Control

Although left-hand operation was not emphasized in the test planning, several of the pilots developed the skin to the polnt
where they could perform all of the experimental tasks adequately using the left.hand coutrok,.

An "ambidextrous", multi-axis control system could have a fundamental influence on cockpit layout dace it would allow the
pilot to perform auxiliary manual tasks with either hand - interacting with systems on either side of his et podtUm.

The Secondary Configurations

The "3-AXIS/TWIST COLLECTIVE" configration could be mastered and was flown sueesdully, but it was - - to app&l-
cations of collective control in the wrong sense and was considered markedly inferior to the primary 8-axe version which trandted
vertical forces as collective commands.

The two-handed configurations, both of which controlled roll and pitch with the right-hand, have with the left-hand and
yaw with pedals, were not systematically evaluated in this program. Each could be flown with ease.

THE SECOND EXPERIMENT

The qualitative nature of the first series of tests left some important questions unanswered: whether, for example, pilots can
learn to perform very demanding manoeuvring and control tasks using the multi-axi isometric controllers - with precision and esse
comparable to their performance using conventional controls; and, whether the patterns of control - the characteristics of the command
signals which the pilot uses to meet specific manoeuvring or stabilizing control requirements - differ fundamentally for the two types
of control.

To gain some insight into these questions, a second flight test session was designed around a structured series of low-alitude
manoeuvring and precision-control tasks. The test course is depicted in Figure 9 which shows the nature of the flight segments and the
layout of ground markers used to guide the pilot from task to task. For example, on the accelerate-stop leg the pilot attempted to pass
through the "gate" at a ground speed of 40 knots and to stop over the designated point at the end of the run - maintaining a uniform
height above pround; the landing was to include a smooth approach followed by a touchdown on a marker and on a preassigned heeding;
the lateral translation was to follow the ground track, maintaining constant heeding, height and lateral velocity.

The tasks made combinations of demands which required co-ordinated cyclic, main rotor collective and tail rotor collective
commands - in some instances to decouple the helicopter motions and in others to induce the co-ordinated, multi-axis manoeuvres.

Each subject pilot was trained to a high level of proficiency in executing the course with conventional controls and with one
of the primary isometric controller configurations. He then flew the course eight times in a single flight, alternating pairs of runs first
with conventional controls, then with the multi-axis configuration. On a second and similar evaluation flight, eight more runs were
completed, this time beginning with a pair of runs using the hand controller. Following a short "deprogramming" period and a period
of retraining with the other of the two primary controller configurations, the procedure was repeated so that both the 3-axis and 4-axis
isometric configurations were compared directly with conventional stick, collective and pedal control.

Four pilots completed the full test sequence, two engineering test pilots who had participated in the sarlier multi-axis controller
study and two pilots who had only very brief exposure to isometric control prior to this comparative study.

All of these test flights were conducted using the rate-augmented control mode, the basic simulator with augmented rate
damping in roll, pitch and yaw. The 3-axis and 4-axis isometric configurations employed continuous integral trimming in all control
axes with control sensitivities and integral trim rates individually adjusted but generally close to the values established in the earlier
tests. For the conventional control system the sensitivities were set equal tu the Bell 205 values and control forces simulated a boosted
control system without artificial gradients.

RESULTS OF THE SECOND EXPERIMENT

Four distinct types of data and information were collected during the test flights and following the completion of the experi-
ment. Time histories of control forces, control displacements where appropriate, and of aircraft state variables were recorded on the
simulator's data acquisition system. Touchdown accuracy and lateral tracking accuracy were measured using sighting transit. Each
segment of each run was described qualitatively in brief notes compiled by a pround observer, and finally the pilots were asked to
complete a brief questionnaire which addressed the relative difficulty experienced and precision attained with the systems being com-
pard.

The time histories are being analyzed to determine similarities or differences in patterns of control and preciion of control
between runs using integrated isometric systems and those using conventional displacement control. For example, the hasve and yaw
command signals consistently exhibit significant content at higher frequencies when these channeis are controlled with the force handle.
On the other hand the ground speed, pitch attitude and longitudinal cyclic control* time histories for the accelerate/stop segments
show no apparent distinguishing features which separate multi-axis isometric from conventional control. Although the pilot's actions
with the two types of controllers are fundamentally different, the demands which he makes on the cyclic actuators and the resulting
manoeuvring performance are similar.

A valid control demand comparison can only be made at the point where signals ae being sent to the helicopter control actuatos.

The originating -commands" are fundamentally different, being forces in the one case, displacements in the other.



14-4

Landing precision Is illustrated in Figure 10 in the form of touchdown dispersion from th target poan. ft -m ho ases dhat
performance with the conventional controls was superior to that with the multI-axis system and that the diapmdo pattern fa the
two cases were ditinctly different. Tb rot should be anticipated imply on the buis of the hisr leel of erperlenm of the evalua-
tion pilots with deflection control systems. The difficlty don appear to be peculiar to control in the led few Inches of the lendig
approach however, since steady station-keeping over a pound target, at skid heishts of a few feet, could be performed very prieldy
with the interated isometric controllers. (Opinions differ concerning the reason for the forwad4tiaboad drift from th taget during
the ide-arm controlled touchdowns. It should be recalled that the evaluation pilot occupies the riht-hand eat of the simulator ed,
as a consequence, the forward4tarboard field of view is essentially unobstructed.)

Although the objective data are in themselves of interest, the primary reason for specifying the task peedy, and for
measuring performance, was to constrain the pilots to a consistent test procedure for all of the evaluated systems. Subjective, compeadivo
mesments were considered to be the most important output of the experiment. This subjective information, which wes supplied by
the evaluators in response to a brief questionnaire, provides some Insight into the process of adaptation to the unconvantload, integated
control systems. For each segment of the course the pilots were asked to characterize the relative dificuity which they experienced in
performing the task and the relative precision with which they considered they accomplished the task, compering the two control
systems sed on the preceding fligt. A consolidated picture of thee opinions is presented in Figure 11 where all of the iwas
relating to all of the course segments have been collected. There is no rigorous analytical bds for this finew eddiion of the individual
responses - the dividing line between "more difficult" and "much more difficult" was subjectively and Individually defined -nevertheless
the composite picture has qualitative significance. Each assessment necessitated, rust and foremost, a simple decision concerning which
of two recently performed tasks was easier to perform and which was performed with greter precidon. These figures underline the
meage which pervades the general comments of the subject pilots: for very demanding manoeuvring control tasks, the more familiar
conventional control system is marginally superior - in both precision and eae of operation - to the integrated Isometric controller
arrangements. As the level of experience with force control increase; however, the differences in workload and performance betwee
conventional and isometric control diminishes. In thes direct comparisons with conventional contros it was aso evident that the
3-xis isometric controller mode was considered slightly superior to the fully integrated 4-axis mode, although the difference was judged
to be small and perhaps of no operational significance.

CONCLUDING REMARKS

Force control inputs have been widely used in airplanes both as quickening devices for deflection control systems and more
recently as primary control signals n advanced digital flight control systems. The experiments described herein ae concerned not jIVt
with the transfer of these control methods to the helicopter environment but with the added dimension of integrated, multi-aas control -
an addition which renders the systems different in kind as well as degree. The helicopter flight experiments have shown that muiaxis
isometric side-arm control systems can be used successfully to perform a wide variety of demanding flight control tasks.

In recent weeks a new multi-axis force controller, similar to the 4-axis system described above, but with much pse com-
pliance, has been installed in the side-anm seat and flown in the Airborne Flight Simulator. The deflections of this handle in response
to applied forces and moments are still relatively small - only one half inch of displacement at the mid-hand position for a 20 lb pitch
or roll command, for example - but the resulting force/deflection characteristics are discernible and appear to provide useful feedback
information to the pilot. This system will now be evaluated systematically and compared with the isometric controller and conventional
deflection control systems.

Finally, it should be emphasized that these evaluations have focused upon relatively simple control laws with low-pin feedback
stability augmentation. If integrated, multi-axis ide-arm controllers are adopted for an operational helicopter, they will undoubtedly be
part of a very sophisticated control system incorporating electric or optical ignal tranmission and digital control-law computation. In
such a control environment, task and mission optimization of command control laws is not only podle but practical, and therefore a
full assessment of the controllers should include thorough investigations of thee advanced control laws and concepts. Future phases of
the Flight Research Laboratory's program will address control law optimization and the implications of these extraordisary control
systems for the helicopter certification process.
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FIG. 1: THE NAE AIRBORNE FLIGHT SIMULATOR

FIG. 2: SIDE-ARMS AND CONTROLLERS INSTALLED FIG. 3: SIDE-ARM SEAT AND CONTROLLERS
(FIRST EXPERIMENT) ARRANGEMENT FOR SECOND EXPERIMENT

FIG. 4: OLD AND NEW HAND GRIPS
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STABILITY AND CONTROL FOR HIGH ANGLE OF ATTACK MANEUVERING.

by
W. Kraus, H. Przibilla, U. Haux
MBB FlugzeUge, Postfach 801160,
8000 Mtdnchen 80, West Germany

SUMMARY

On a delta canard configuration an optimum division of control devices for maximum con-
trol power at high angle of attack (A.O.A.) is shown and a special-trim schedule gives
best directional and lateral stability in this flight regime.

This aircraft configuration was used for an air to air combat simulation. The control
system lay-out at high incidence included thrust vectoring in pitch and yaw to support
the aerodynamic control surfaces. Simulation results in terms of rates and accelerations
in pitch, roll and yaw axis for a set of different poststall (PST) maneuvers are shown
to prove that the aircraft is controlable and that active tactical maneuvers can be
flown in this flight region.

1. INTRODUCTION

This paper is concerned with the possibilities of maneuvering a fighter aircraft at and
beyond maximum lift. The tactical value of such capability in Short Range (SR) Air Com-
bat has been the subject of various analytical studies, trajectory optimizations, compu-
terized and manned air combat simulations, see references [1, 2]. It was found, that air
combat capability can be improved by means of suitable high A.O.A. maneuvers to a degree
which is unachieveable by a limited maneuvers at any possible level of energy perfor-
mance beyond that of contemporary fighter aircraft.

There is a significant change of air combat characteristics to be expected from the use
of all aspect SR weapons (see reference [3]) in terms of a greater importance of instan-
teneous lower speed maneuvers. Frontal engagements will prevail and thus combat success
is dependant much more on the ability to achieve an earlier firing solution even at the
expence of energy. Energy will often be sacrificed for positional advantage. PST-maneu-
vers - if properly conducted - offer a turn radius advantage over the conventional oppo-
nent, which may lead to that positional advantage, if:

- thrust to weight ratio is higher than 1,
- sufficient control power is available at associated low speeds and A.O.A.s up to

70*.

Suitable conducted PST maneuvers are characterized by
- 3 dim. trajectories

- short duration (lower than 7 seconds)

- high pitch rates and high yaw rates

- marginal angles of sideslip (theoretically none)

- rapid change of speed and flight conditions.

PST maneuvers do not constitute a special mode of flight. They are merely an extension
of well known instantaneous low speed maneuvers. They can easily be adopted by the nor-
mal pilot, who however, has to get used to the condition of rolling around the velocity
vector in order to avoid excessive angles of side slip. Note that in most tactical situ-
ations PST-maneuvers are used to achieve a positional advantage and the fire opportunity
will occur after the return into the normal A.O.A. regime. Very seldom PST capability is
being used for weapon pointing.

The paper investigates the requirements for handling and controlling a particular figh-
ter design in the tactical PST flight regime. Results are based on wind tunnel tests and
simulations of typical PST maneuvers. It was the aim to develop the technical means to
achieve the level of controlleability which was found to be tactically necessary in the
preceeding tactical air combat simulations.

Fig. 1 shows this level. So we had an aiming goal for designing the aircraft and its
controls. It was soon very clear, that the desired angular rate onsets in high A.O.A.
regime for tactical maneuvers only could be fulfilled if additionally to the aerodynamic
controls a speed independant momentum control system, a vectored nozzle for pitch and
yaw controls was used.

The aircraft thereby should have in this flight regime the required maneuverability le-
vel. To reach these goals, stability and control requirements for tactical high A.O.A.
operation have to be established.

Doing the flight system layout, manned simulator studies are very helpful. The handling
qualities and maneuverability performance can be adapted to the established stability
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and control requirements at maneuver relevant control inputs. Then with a 'pilot in the
loop' simulation on a fixed base cockpit station, the system can be rated and standard
PST maneuver types can be used, to qualify the system performance.

2. DESCRIPTION OF CONFIGURATION AND AERODYNAMIC LAYOUT

Next a short description of the configuration and its aerodynamic control devices and
their optimum use in high A.O.A. is given. A detailed description of the influence of
configuration components and control settings has been given in [4].

The simulated aircraft is a Delta-Canard configuration (see Fig. 2) with twin vertical
tails, 4 leading edge (L.E.) and 4 trailing edge (T.E.) flaps. The canard off configura-
tion shows neutral stability in the pitching moment up to A.O.A. a 80. The fixed canard
contributesa destabilization of about 7% in this A.O.A.-regime. Canard on and canard off
longitudinal stability are well balanced in order to reduce trim drag by the spanwise
downward deflection of the T.E. flaps and on the other hand to achieve a restabilization
of the aircraft by releasing the canard in the case of a CCV-system failure. Canard and
outer T.E. flaps are used for pitch control and stability augmentation. Roll control is
Superposed to the trim and pitch control deflection of the outer T.E. flaps. Yaw control
is done with the 2 rudders of the twin fin.

As canard and T.E. flaps settings both influence pitching moment, longitudinal and late-
ral stability and control authority,it is necessary to find a trim schedule dependant on
A.O.A. and Mach number which is optimized under the following aspects:

- minimum drag in the conventional A.O.A.-regime
- sufficient control authority at high A.O.A.

" sufficient pitch down acceleration rate
" reduction of lateral and directional instability in the critical A.O.A.-regime

(30o - 50*)
" quick response by aileron deflection for roll stabilization

- balanced loads and actuation rates of control devices.

The canard is held in a nearly 'no load' position for medium A.O.A. to keep the strong
vortex interaction between canard and wing low because the interaction and their asym-
metric break down at sideslip angles is responsible for lateral instabilities.

The L.E. flaps are deflected downwards also to improve lateral stability.

The T.E. flaps are deflected downwards at low A.O.A. because of performance reasons. At
medium A.O.A. the trim schedule shows a separation of outer and inner T.E. flap setting.
The aileron efficiency sharply drops at A.O.A. of about 300 to about 1/3 of the low
A.O.A.-region and the downward deflected aileron only takes a 20% share of this capaci-
ty, see Fig. 3.

Due to this effect a better roll response is experienced by a more upward basic setting
of the outer T.E. flaps. This schedule allows sufficient roll control beyond aircraft
stalling with conventional ailerons.

The trim schedule of Fig. 2 compromises these optimization aspects and has been applied
in the high A.O."S. simulation. Lateral stability parameters associated with this trim
schedule are shown in Fig. 4. Though there is a region of directional instability, the
spin departure parameter Cnpdyn is kept positive throughout all A.O.A.

Fig. 5 illustrates once more the spin departure parameter Cngdyn together with four le-
vels of spin pronity dependant on sign and value.

An to see, the baic configuration can show severe and abrupt yaw departure with large
sideslip excursions between 5 and 40* A.O.A., if the L.Z. flaps are not deflected. At
trim conditions, however, as already shown before, Cndn remains positive in the criti-
cal a-region, becoming even more positive at very high h.O.A. due to the stabilizing di-
hedral Cl.

A more significant criteria for proverse/adverse sideslip build up can be found in the
frequency ratio, w#1 /wS' - LCDP • coos/Cngdyn. Values greater 1 indicate proverse side-
slip (p and 0 having different qign) and values lower 1 inverse sideslip (loss of roll
power due to sideslip build up).

For values lower 0, roll reversal may be expected, and the roll acceleration is in-
versed to the demanded roll stick direction. The frequency ratio is plotted versus A.O.A.
for trim conditions and zero trim sideslip. For a , 35*, the aircraft shows a weak ten-
dency toward roll reversal. This tendency becomes more intensive for out of trim condi-
tions.

For roll control a echedular was established, depending on A.O.A. and Mach number. Fig.
6 shows the resulting al.leron effectiveness versus A.O.A. for the remaining roll autho-
rity relative to the pitch control demands on the T.3. flaps.
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Fig. 7 shows the rudder effectiveness. It decreases markedly at A.O.A. greater than 30".
At about 450 A.O.A. the rudders become totally ineffective.

3. CONTROL SYSTEM LAYOUT AND SIMULATION RESULTS

Having analyzed the basic airframe stability behaviour and the available control power
in the low speed regime, the next step was to select appropriate control laws and feed-
back signals and to show in form of a 6 degree of freedom (DOF) simulation study, that
the presented configuration can remain under control up to very high angles of attack
with the implementation of thrust support b vectoring both engine nozzles with a given
control authority of 100. The main demands regarding stability and control requirements
for tactical high incidence maneuvering can be summed up as follows:

- prevention of unrecoverable pitch departure at fast pull-up maneuvers, caused by
insufficient nose-down control power at higher angles of attack and low dynamic
pressure levels;

- prevention of spin departure due to yaw or roll divergence, caused by negative
directional flight path stability or roll reversal;

- sufficient control power in all three axis to maintain the above mentioned stabi-
lity performance and maneuverability level for tactical relevant PST-operations.

Beside the already mentioned stability problems in the lower to medium A.O.A.-region,
kinematic and inertial coupling effects become dominant on the aircraft motion at medium
angles of attack. These effects show up in kinematic a-0-exchange during high incidence
body axis rolls, as well as in pitch-up and proverse or adverse yawing moments genera-
tion due to roll/yaw or pitch/roll coupling.

To determine the necessary control power in all axis, these effects had to be considered
for the Command & Stability Augmentation System (CSAS) lay-out.

The next figure (Fig. 8) shows the finally selected control laws and feedback signals
for the pitch axis. The main features can be summed up as follows: The stick force per
g depends nonlinear on the stick deflection range with the calibrated dynamic pressure
as a parameter. Having reached the maximum g-load, a break in the stick force gradient
indicates tothe pilot, that he will enter the PST-region by pulling beyond cCLmax, now
controlling angle of attack. The command signal is fed to the canard and to the T.E.
flaps with different authorities, dependant on angle of attack and dynamic pressure. Ad-
ded downstream of the feedback signals a and &, are the trim values for the canard and
the flaps with schedules described before. In the canard loop, an a-dependant schedule
limits the nose-up canard authority for pitch departure prevention at fast pull-up ma-
neuvers.

Demanding for a fast and precise controlable aircraft at high incidences, the stability
loops were designed for a constant natural frequency of 3 rad/sec and for a damping ra-
tio of 0.7. These short period response requirements correspond with the MIL 8785B spe-
cification of medium nza-levels. Without Vector Nozzle Control (VNC) in the pitch axis,
the mentioned wn, 4-values could not be reached. Without thrust support, heavy a-over-
shoots and even pitch departures resulted at lower dynamic pressure levels, when pulling
s-rates greater than about 25"/sec.

Thereby the canard saturated for angles of attack greater than about 400. Therefore VNC
was implemented in an early stage of the simulation study. The VNC-loop was automatical-
ly phased in as a function of angle of attack and calibrated dynamic pressure. The
switch lets through the strongest signal of both. The phasing in values were varied in
the simulation session and finally fixed for this configuration at a* = 20" and * =
3 K/im2 .

The Fig. 9 shows a simulation result with VNC and "Max. Dry" thrust setting. Here we can
see the resulting maximum attainable a-rates and the needed control deflections in rela-
tion to the trim settings and authority limits, for fast pull-up maneuvers up to 70e

angle of attack. Also shown in this figure are the maximum deflection rates of all three
pitch moment generators. The next figure (Fig. 10) shows a time history for rapid pull-
up maneuvers at a thrust setting of "Max. Dry". The maneuver w&,O started at M = 0.6 for
an altitude of 20 KFT. The aircraft was rolled to an initial bank of about 400 entering
a turn. Thereby the aircraft was pointed away from the flight path by fast pitch stick
comands of different authority, reaching maximum angle of attack values up to 700, at a
dynamic pressure level of 2 KN/m. The maximum attainable pitch rate was about 350/sec
for this thrust setting, with an angular rate onset of 50*/sec 2. For angles of attack
greater than 45 to 50", the canard saturated. But the additional pitch control power of
the nozzle prevented the aircraft from pitch departure, allowing enough nose-down mo-
ment generation, to recover from these deep stall conditions. The maximum possible de-
flection rate of 70*/sec was not reached.

The next Fig. 11 shows the selected control laws and feedback signals for the lateral/
directional axis. The layout of these loops was dominated by the demand of absolute spin
departure resistance for maneuvering conditions. As already said, both spin departure
parameters are strongly negative for out-of-trim conditions due to detrimental interfe-
rence effects of the dyna.ically deflected canard and T.E. flaps on both the stability
derivatives Clo and Cm 8.
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To minimize kinematic sideslip build up at roll control inputs for higher angles of at-
tack, it showed to be mandatory to roll around the stability axis instead of the body
axis, thus preventing a-B-exchange. As shown in the figure, the lateral stick inputs,
scaled for stability axis roll rate demand, produce primarily body axis roll rates
at lower angles of attack and mainly body axis yaw rate at higher angles of attack.
Thus implementing a roll stick-to-rudder-interconnect with the control law given by
rDemand = PDemand• tana means, that the aircraft is forced to roll around the velocity
vector or around the flight pafh. It is most obvious, that the resulting conical motion
of the aircraft around the flight path, eliminates the kinematic a-B-coupling. At very
high A.O.A., the aircraft can not be rolled anymore around its body axis, but can be
sliced around the yaw axis.

To guarantee a departure free aircraft, a high augmentation B-feedback was provided be-
side the Roll Stick Rudder Interconnect (LSRI) concept, to stiffen the flight path di-
rectional stability Cn~dyn. The B-feedback loop was designed for a natural dutch roll
frequency of 3 rad/sec in the whole s-region with a likewise constant damping ratio of
0.7. This B-response characteristic was sufficient to prevent yaw departure under all
maneuver conditions and roll reversals, ending in a spin entry condition. The gains in
the stability loops were calculated with reference to the CnBdyn-values for trim condi-
tions, shown before. To sustain the aircraft to roll around the velocity vector at out-
of-trim conditions at dynamic sideslip build-up, a stability axis yaw damper was imple-
mented. All gains were a- and q-compensated.

Simulating the system without thrust support in the yaw axis showed, that the rudders
could be saturated already at medium angles of attack for dynamic pressure values less
than about 5 KN/m 2 . For angles of attack greater about 350, no relevant yaw rates could
be maintained. Therefore, as in the pitch axis, the rudders were supported or substitu-
ted by the vectoring engine nozzles, generating body fixed yaw acceleration, dependant
on thrust setting, Mach number and altitude.

As in the Aerodynamic Surface Control (ASC) loop, for the VNC a similar rollstick-to-yaw
nozzle-interconnect was designed, and the same feedback signals were used. Thereby the
pitch and yaw axis have the same authority status with an overall authority of 100.

The next figure (Fig. 12) shows the resulting roll/yaw rate performance for three thrust
settings: "idle", "Max. Dry" and "Max. Reheat", as well as "without VNC". The values re-
sulted at full roll stick inputs for the different Otrim-settings. Without VNC, no rele-
vant yaw rate can be attained for a > 350. Thereby B-excursions > 10° could be observed
at fast roll stick reversals, with the rudders in a limit cycle. With VNC and a minimum
thrust setting of "Max. Dry", the sideslip excursions at fast roll stick reversals and
at cross-control inputs could be held less than 1l. The next figure (Fig. 13) shows a
roll stick reversal maneuver at an angle of attack of about 650. Here we can see the
fast yaw rate build up with about 30°/sec 2 yaw onset in a full stick reversal.

Having demonstrated in a first simulation session, that the present delta-canard confi-
guration remains controfable with the selected control laws and the implementation of
Vector Nozzle Control in the pitch and yaw axis an operational pilot was asked to rate
the whole system, flying different maneuver types with the standard task of a 1800 hea-
ding change without pedal inputs, thereby involving high angles of attack up to 70". The
shown maneuvers were flown without target display. Therefore the pilot could only orien-
tate on the following instruments:

- ADI (attitude director indicator) - altimeter

- HSI (horizontal situation indicator) - speedmeter

- g-meter

- a & B indicator - vertical velocity indicator.

All here shown maneuvers were flown with phased in Vector Nozzle Control at constant
thrust settings for the initial conditions of M = 0.6, 15 kft altitude and I g level
flight.

The next figure (Fig. 14) show the 1800 heading change performance in a horizontal turn
with an initial bank of 900 a.id "Max. Dry" thrust setting. Having pulled to 8.5 g,
reached at about aCLmax the pilot did not hold the maximum turn rate, but pulled into-
the PST-regime, reaching for a short elapsed maneuver time a maximum angle of attack of
about 65", whereby the speed dropped to 160 knts. The 180" heading change was reached at
amax after 6 seconds, thus having an average turn rate of 23"/sec. At the lowest speed
level, the flight path was vectored to about -50. During PST-entry the maximum pitch
rate was about 35"/sec. The maneuver was ended by a fast s-recovery to about zero degree
and a simultaneous roll to level flight.

The next figure (Fig. 15) shows the 180" heading change, flown in the vertical with zero
degree initial bank. Again the max. attainable normal load factor was reached after 2.5
sec. and pulling over the top with "Max. Reheat" throttle setting the inverted attitude
was reached within about 10 seconds. The minimum speed in this maneuver was about 80 knts
at a maximum A.O.A. of 55".

_ ___



The next figure (Fig. 16) shows a more PST typical flight path change. The so-called PST-
Slice was initiated at a constant angle of attack of about 700, obtained at full aft
stick. Here we see, how the aircraft is forced to roll around the flight path with a
settled flight path angle of about -70* in a slightly nose down position during several
180" heading changes with an established yaw rate of 350/sec, ending the 180. pointing
in about 6 seconds. The slice around the near vertical velocity vector, with an all-as-
pect gun pointing capability, minimizes the aircrafts combat maneuvering range, there-
by developing sink rates greater than 6000 ft/min. The slice can be stopped fast and
with a good settling time.

The last figure (Fig. 17) shows the angular rate onsets in body axis system, extracted
from the pilot simulation with the actual system in the before described maneuvers. The
maximum demanded values in pitch, roll and yaw axis are referenced to the ASC only le-
vels and to the additional VNC potential acceleration values. As shown, the nose-up con-
trol power of the canard and T.E. flaps was not needed for PST-entry, but was not suffi-
cient enough to pull the aircraft to the maximum useable angle of attack. Using the ad-
ditional thrust support in the pitch axis, the objectives for air-to-air simulations
were reached at higher angles of attacks. For a fast a-recovery and for preventing pitch
departure during fast pull-ups, the nose-down ASC-power is not sufficient at lower
speeds and has to be sustained by the Vector Nozzle with "Max. Dry" as a minimum thrust
setting. The roll control power of the ailerons with a-dependant authority, showed to
satisfy the air-to-air combat targets, dropping with increasing angle of attack, corres-
ponding to the selected LSRI-concept. Thrust support in the roll axis was not necessary,
thus simplifying the hardware of the nozzle kinematic. The yaw axis ASC-control power
showed to be the most critical, because of rapid yawing moment fading with increasing
A.O.A. and the resulting speed loss. But with an additional yaw nozzle loop, the air-
craft could be held spin free and controlable, reaching the objectives of 0.5 rad/sec2
yaw acceleration at high angle of attack.

4. CONCLUDING REMARKS

Summing up, we can make the following conclusions:
The presented configuration with relaxed static stability margin and spin suscepti-
bility at medium angles of attack, could be kept absolutely under control at very
fast and tactical orientated control demands due to the selected control lawE and
feedback signals.
The MIL 8785B specifications for medium nza-levels could be attained at PST-condi-
tions, thus not changing aircraft response characteristics at very low speeds,
relative to the conventional flight envelope.
Thrust vectoring with conical deflectable engine nozzles showed to be a very power-
ful moment generator for stabilizing and maneuvering the aircraft up to 70° A.O.A.
and resulting speed levels less than 100 knts.
The PST-maneuvers are very dynamically flown and of only short duration time, giving
up the high energy status for positional advantage.
With a responsive VNC, both pointing away the aircraft from its flight path
and flight path vectoring with different maneuver types showed to be possible. This
requires highly responsive actuators in both ASC and VNC-loops with deflection rates
of about 50*/sec.
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EXPIRIENCS OF NON-LIMEAI HIGH INCIDENCE
AERODYNAMIC CHRACTCIICS

by
D Booker K McKay
Principal Aerodynasicist and Senior Flight Test Engineer

British Aerospace Public Limited Company
Aircraft Group, Warton Division

Warton Aerodrome
Preston, Lanes., PR4 lAX

England

The impact of aerodynamic non-linoarities on aircraft behaviour at high angle of attack is considered
from both an analytical and a flight test experience viewpoint. The form of same of these non-linearities
and their importance to the design of high incidence control systesa is examined. Considerations to be
applied to the design of future military aircraft for operation at high angle of attack ara suggested.

1. INTRODCTION

On an aircraft fitted with an advanced high incidence control system the self-restraint normally
exercised by pilots when manoeuvring at high angles of attack can be relaxed. This allows freodom to per-
form inertially coupled, large perturbation roll and pitch manoeuvre. which can result in a combination of
high sideslip angles and high angles of attack. The presence of aerodynamic non-linearities is to be
expected in such conditions.

This paper considers from both analytical and flight experience viewpoints the impact of certain
aerodynamic non-linearities on aircraft behaviour at high angle of attack. Effects found to be important
when designing aircraft and flight control systems for this flight regime are highlighted. The paper
concludes with suggested considerations to be applied to the design of future military aircraft required
to operate at high angles of attack.

2. REGION WITH NON-LINEAR ADOD!MNANCS

2.1 Angles of Attack

Typical handling phenomena experienced as angle of attack is increased as shown in Figure 1. Buffet
onset is followed by "random" wing rocking. A progressive deterioration in lateral/dir ctional handling
characteristics begins from some higher angle of attack and eventually a departure threshold is passed
where spine can occur, either naturally, or possibly when provoked by application of pro-spin controls.
No-linear aerodynamic characteristics are a feature of the region of deteriorating handling qualities and
must be considered for any analytical studies of aircraft behaviour in this region.

2.2 Speeds

A typical envelope of allowable angle of attack against speed is shown in Figure 2. For moderate to
high speeds the structural nW boundar* to which the aircraft is designed keepa down the maxim angle of
attack for which an operational clearance is needed. However, at low to moderate speoda routine operation
is desired up to (and beyond?) the angle of attack for maximu lift. As described in Section 2.1 the
lateral/directional characteristics of the aircraft my intrude on this ideal situation, a handling
boundary being defined by, for example, nose-slice, unstable dutch roll, etc (Reference 1). Speeds
relevant to lateral/directional misbehaviour, where aerodynamic non-linearities need to be considered, are
shown by the cros-hatching on Figure 2.

3. MATEMATICAL MOVELS

For analytical studios of aircraft behaviour at high angle of attack and for designing high incidence
flight control systems it is necessary to define a suitable mathematical model. The formulation of much
a model is discussed in Reference 2. Non-linear aerodynamics are usually catered for in these models by
use of coefficients which are functions of the necessary independent variables. Examples of eom of those
dependencies are given in the next Section of the paper. Experimental facilities used to define both the
linear and non-linear terms in the model include:-

Wind Tunnel Models
Static mounting, In uniform or curved flov (Reference 3)
O"cillatory rig mounting (References 3, 4) .
Rolling rig mounting (Reference 5)

Fre-Flight Models

"* Helicopter or carrier aircraft launched (References 2, 6)
00 Catapult launched (Reference 7)

Launched in a vertionl wind tunnel (References 8, 9)
SfFlown in a horisontal wind tunnel (Reference 9).

4. TTBOr NOI-LIII3ARI'fl

thilst aerodynamic coefficients can be non-linear in both the longitudinal and lateral/directional
senses, discussion in the present paper covers only non-linerities in lateral/directional coefficients.

All coefficients are functions of angle of attack and for present purposes this is not considered to be
a non-linearity. This tarm is reserved for non-linear dependencies on sideslip angle, roll rate, yaw
rate and tail angle. Roll control power and, to a lemer extent, yaw control power can be non-linear but
these are not considered here.
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Non-linearities due to yaw rate are normally important only far spins. Non-linearities in roll
damping occur near wing stall as illustrated in Figure 3. This loads to dependence of dutch roll
damping on the amplitude of the oscillations.

The effect of tail angle on the variation with angle of attack of the directional and lateral stab-
ility derivatives of a current fighter aircraft is shown in Figure 4. "Stick back" In the context of
this figure implies large negative tail angles much as those required to trim at high angle of attack (on
an aircraft which is naturally longitudinally stable). Thus triming significantly reduces CM and
C ,n dynamic at high angle of attack and auch effects must be taken into account at the design stage for
an aircraft and its flight control eyston. (It is perhaps worth mentioning that this effect would be less
significant on a Relaxed Static Stability aeroplane sine* tail angle to trim at high angle. of attack would
be much loon negative or possibly positive).

Figure 5 shows the variations of rolling moment and yawing moment with sideslip angle at moderate
and high angle of attack. For the lower angle of attack rolling moment is essentially linear and for the
configuration shown the yawing moment non-linearity is favourable. At the higher angle of attack the no-
linorities in both rolling moment and yawing momnt are unfavourable.

The direct effects of large underwing stores on the sideslip characteristics of the configuration
are shown in Figure 6. At the lower angle of attack the stores are laterally and directionally destabil-
ising and cause the non-linear variation of yawing moment with sideslip to become unfavourable. At the
higher angle of attack the stores have only wall effects on the yawing moment characteristic though
rolling moments are markedly affected.

However for assessing the overall effects of much stores secondary effects must be considered. With
underwing stores the aircraft's longitudinal stability is reduced and thus the tailplane angle to trio
at high angle of attack is less negative. The adverse effect of tail angle to trim (Figure 4) is there-
fore reduced and the net effect of the stores is to slightly improve trimNed directional stability for
wall sideslip angles; however at high sideslip angles the effects of stores remain adverse.

5. SIGN FOR CARME! KANOEMIN

The most important non-linearitios identified in Section 4 are those associated with high angles of
attack and largo sideslip angles. Experience at BAs Warton ha shown that much conditions can be
achieved in flight by performing inertially coupled, large perturbation roll and pitch manosuvres. Pilots
can safely perform such manoeuvres on an aircraft with an advanced high incidence control system which can
provide a carefree manoeuvre capability.

To provide carefree manoeuvring in all configurations a nsql control systm must cope with the aero-
dynamic characteristics of the most severe case. This could involve some compromise to the manoeuvre
capability of less severe configurations. To avoid such compromises either a more complex, and therefore
more costly, control system is needed or the carefree manoeuvre capability must be provided only for those
configurations for which it is operationally necessary. This topic is worthy of discussion between
industry and operators.

6. FLIMTST IX ZU

Figure 7 show flight test experience of indicated angle of attack (Airstream Direction Detector
probe reading) and sideslip angle at departure from controlled flight; the high incidenee control system
we switched off for these tests. Mach symbol represents a separate test. The AM at departure redues
with increasing sideslip en one would expect with the non-linear aerodynamic characteristics described in
Section 4.

An interesting feature is the difference in ADD recorded by the windwmrd and leeward probes (thes
probes are on the sides of the fuselage just forward of the cockpit area); the windwrd probe reads much
higher AD than the leeward probe. This points the w to succeseful automatic protection against lo of
control even when the pilot is carrying at the most severe dynai miaoeuuvre. That is to use the higher
of the two ADD measurements to provide the incidence signal for the high incidence control system. A
control system which uses this approach has been flight tested at She Warton and has proved very satisfact-

7. CONCLDII RUOES

Doed on experience with BAs Warton projects and with the background information presented In this
paper the following considerations are suggested for design of future military aircraft required to
operate at high angles of attack.

1. Design for reasonable spin resistance.
2. Mmurae controllability at high angle of attack is good.
3. Consider augmenting directional stability to minimise difficulties due to non-lineerties with

sideslip at high angle of attack. However be aware of other possibly adverse effects, for
example the effects of tailplane angle of trim on directional stability.

. Whor a twin incidence probe installation, with probes mounted either side of the front
fuselage, is used to provide a oitored incidence signal to the high incidence flight control
system the probes are likely to respond differentially to sideslip. The higher reading can be
used by the control system to provide additional protection against adverse aerodynamic
linearities due to sideslip.

5. Decide the role of the aircraft with each store load. Configure the flight control system to
provide a carefree manoeuvre capability only for configurations that need it; avoid compromis-
ing the maoeuvrability of these configuration by covering ore severe but les important
one. Prohibit gross dynemic manoeuvring on those configurations where the operational Ale
of the aircraft does not demand it.
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A COMPARISON OF ANALVTICAL TECHNIQUES FOR PREDICTING STABILITY BOUNDARIES FOR
SOME TYPES OF AEF)DYNAMIC OR CROSS-COUPLING NONLINEARITIES

by
A. Jean Ross

Aerodynamics Department,
Royal Aircraft Establishment,

Farnborough,
Hants.
U.K.

sUM1AR

The need to predict stability boundaries for flight at high angles of attack is of continuing
importance, and the possibility of using analytical techniques, rather than studying computed responses,
remains attractive. Two methods of analysis are described and compared, for particular forms of non-
linearities, and a relationship is established between nonlinear stability characteristics and linear
stability boundaries in terms of the magnitudes of the response variables. The techniques are being used
to predict some of the flight characteristics likely to occur for a High Incidence Research Model, which is
being tested to provide wind-tunnel and free-flight data for establishing mathematical models of aero-
dynamics at high angles of attack. The configuration and the research programme are described briefly.

1 INTRODUCTION

Although it is only possible to specify general descriptive criteria for handling qualities for
departure and spinning characteristics of aircraft, it is still necessary to quantify the characteristics
in some way for assessment purposes during the development of an aircraft. The first problem is to
specify the form of the mathematical model of the aerodynamic forces and moments, and then to specify the
numerical values of the parameters needed to reproduce the responses to control inputs at high angles of
attack. There have been a number of research papers published recently describing either the mathematical
model of particular aircraft (eg Ref 1), or describing the types of nonlinearity which may have to be included
for adequate representation of the aerodynamics of current and future aircraft, for flight at high angles
of attack

,3
. The next problem is to obtain an overall picture 

,5 
of the characteristics of the dynamic

responses to all types of control inputs likely to be used, since, without a method of analysis to define
the characteristics, the number of response calculations (or simulations) required is very large. It is
not possible to , arantee that all possible types of motion have been encountered in these calculations,
due to the depenuence of nonlinear systems on the amplitudes and phases of the response variables. A
familiar example of this is the uncertainty as to whether all the spin modes of a new aircraft have been
encountered in either simulations, or tests in a spin tunnel, or in free-flight tests of models, before the
actual aircraft is flown to high angles of attack. Another important example is the lengthy and possibly
inconclusive process needed to assess and test control systems which are designed to prevent departure from
controlled flight.

Some progress hes been made recently in obtaining general stability characteristics for various
particular types of nonlinearity likely to be present in the kinematic and aerodynamic terms in the equat ons
of motion of aircraft, and two methods of analysis

5 ,
9 are discussed in section 2 (Description of methods)

and section 3 (Examples) of this paper. The preliminary analysis needed for determining the possible non-
zero equilibrium states of the nonlinear system is also described, the emphasis being on defining the
complexity of nonlinear terms which can be included for algebraic solutions to exist. Such solutions can
give insight to the significance of various terms much more readily than those which have to be obtained
using an iterative numerical process.

The first method of analysis involves the familiar linearisation of the equations of motion about
the non-zero equilibrium state, which has also been described in Ref 5 in terms of Catastrophe Theory and
Bifurcation Analysis. The results in Ref 5 are mainly presented in terms of the magnitudes of steady
control inputs which lead to zero damping of either exponential or oscillatory modes (bifurcation surfaces),
but it is shown here that for many responses, the magnitude of one of the response variables is the basic
significant parameter. In particular, the well-known significance of roll-rate in inertia cross-coupling
is demonstrated, using Bifurcation Analysis.

The second method of analysis is a simple extension
7 

of the averaging technique introduced by
Krylov, Bogoliuboff and Mitropolsky, to obtain approximate analytic solutions for the nonlinear "damping"
and "frequency" of nonlinear "modes" in terms o4 the amplitude of response. A relationship between the
linear stability characteristics given by Bifur.ation Analysis and the nonlinear stability characteristics
is obtained for a particular type of nonlinear.ty in aerodynamic moments due to sideslip, which again
demonstrates that the amplitude of the response variables is the significant parameter in defining the type
of nonlinear response which could occur, such as limit cycle, oscillatory divergence or exponential-type
divergence. The possibility of introducing other forms of nonlinearity is also discussed briefly.

These methods are being applied to a mathematical model of a particular configuration, the gigh
Incidence Research Model, which is the subject of a theoretical and experimental research programme aimed
at establishing techniques for mathematical modelling at high angles of attack. Static and dynamic
aerodynamic data are currently being obtained from wind-tunnel tests, and flight data will be obtained
using free-flight models. The configuration and research programme are described in Section 4, as they
are the current focus for the theoretical work described earlier.



2 DESCRIPTION OF THEORETICAL TECHNIQUES

2.1 Equilibrium States for Nonlinear Equations of Motion

2.1.1 Equations of motion and datum state

The search for meaningful approximate solutions to the nonlinear equations for the equilibrium
states of an aircraft seems to have been revived recently, particularly for analysis of steady spins

9 ,10
.

Digital computer techniques are now available
11

, but there is still need for algebraic solutions - even if
approximate - so that important parameters for new aircraft shapes may be identified. Associated with
such searches are the various suggestions for appropriate state variables, ie which quantities to use to
express the mathematics. An interesting collection

12 
relevant to spin has recently been published, but

there does not seem to be an ideal set of variables. Two distinct sets of angles are used, Euler angles
defining the orientation of the aircraft relative to earth, and the incidence angles defining the orienta-
tion relative to the velocity vector. These sets are related via the flight path angles, and so the
equations are necessarily complicated. For the angular motion, it is possible to use either the familiar
components about the moving body axes, or to use the spin rate at given radius about a given axis relative
to the earth. It is not proposed to discuss these representations more fully here, but to demonstrate
which types of nonlinearity can be included to still yield equilibrium equations which have analytic
(algebraic) solutions.

The general equations of motion of an aircraft may be written as:
x

rv - qw + - - g sine (1)
Y

= pw - xu + + g sin tb cos 8 (2)
m

qu - pv + E g cos (bcos e (3)m
Ixz(rpq) + ( )qr + L (4)

7- I
x x x

Ixz(r2-p2) + (lz-Ix)pr + (5
-I- I - (5)

y y y

xz(P-qr) 
+ 

(x-I y)pq 
+ 
L4 (6)

z Z Z

For the determination of developed equilibrium states in which , such as autorotational
rolling or spinning, it is usually justifiable to assume that the gravity terms may be accounted for as an
averaged contribution, ie a symmetric steady state is assumed to exist, at which the normal force due to
angle of attack is balanced by the mean value of (-mg cose), and the associated axial force is balanced
by the mean value of (mg sine). The residual oscillatory contribution from the gravity terms is of small
amplitude, and can usually be neglected. The pitching moment has also to be balanced by an elevstor
deflection, and so the symmetric datum state may be described in terms of the variables uo, wo, o and
resultant velocity Vo . The aerodynamic' forces and momegts may also be expressed in terms of this datum
state, and in particular the datum angle of attack, tan- (Wl/Uo).

2.1.2 Equilibrium states for linear aerodynamic terms

The nonlinearities in the kinematics define additional non-zero equilibrium states, denoted here by
suffix 'e', and it is useful to define we, ne as the increments, not necessarily small, to the datum state,
so that w = wo we, n = ro+ne, Z = Zo+Z e etc, but where ne = 0 does not imply that we = 0. However, the
resultant velocity remains near-constant, and so the assumption is made that u = u., to make the analysis
tractable. It is also useful to choose the principal axes of inertia as the reference axes, so that
Ixz = 0, simplifying the form of equations (4), (5) and (6) without loss of accuracy. If the aerodynamic
forces and moments are initially assumed to be linearly dependent on the response variables, and are
expressed in terms of the familiar stability derivatives at the ' tum angle of attack, (but including all
the cross-coupled derivatives such as lq), the equilibrium equations for the variables

V , W
v = e, w = , p , q , r may be written as:
e 7 e 7 e e e

Y+y y -60+y vyC
pe+Yw Qo+Yp q or e

+5 z z u,z z z
-pe zv zw Zp o q r e c

1 w  1 1 +bq pe c (7)
v w p q r xe q C

m m m m bvD m qe mc
mv mw p mq r-er 5 c

n n n bp+n n r nv p ze q r j _e C

where the concise dimensional form of the derivatives has been used (ie the dimensional aerodynamic
derivative divided by the appropriate mass or moment of inertia), bx = ( -Iz)/Ix etc, and suffix c on the
RHS denotes force or moment due to control deflections. The variables te and we have been used, rather
than a and 8, since the complete definitions of the angles would be needed, eg Oe = sin as.

It ~I
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These equations may be solved using determinants, by observing that the determinant of the chosen
form* of the matrix in equations (7) is linearly dependent on qe, and is a polynomial of fourth order in
Pe" Thus it is possible to solve for qe and Pet in particular, to give expressions of the form:

P (Pe) + P(P q

Pe = 0 (p 1 e ~e (8)
o(Pe) + DI(pe) q

= Qo(pe) + QI(pe) qe (9)

e D0( Pe) + D (pe) qe

Equation (8) gives the solution for qe in terms of Pe' which may be substituted into equation (9), to yield

a polynomial in Pe
[Po(Pe) - PeDo(Pe)] [D1(pe)Po(pe) - D o(Pep)(Pe)]

+ [PeD2(Pe) - P (Pe)IQo(Pe)IP1(Pe) - PeDI(pe)l - Ql(Pe
) 

1Po(Pe
) 

- peDo (Pe)IJ (10)

In general, the polynomials DO and P0 are quartic in Pe, DI and Q. are cubics, and Q1 is a quadratic, so
that the polynomial in equation (10) is of order 12. There is some simplification if the cross-coupling
derivatives are neglected, but the formand order of equation (10) remains the same. If some of the
damping terms are neglected, such as mq, then the order of the polynomial is reduced to 7, and if all
damping terms (derivatives due to p, q and r) are neglected, then a quartic is obtained.

For the special case of inertia cross-coupling, where the equilibrium state is independent of
control setting, then the determinant of the matrix in equation (7) is zero, ie

Do(p e ) + D1(pe)q e = O (11)

With the assumption that bxn O (or that the product bxqere is negligible), equation (11) gives the
equilibrium rates of roll at which auto-rotation can occur, and reduces to the classic bi-quadratic if the
stiffness terms and damping-in-roll derivative only are retained. If bx L 0, then equation (11) has to
be combined with the ratio of pe/qe, obtained from equations (8) and (9). With this form of equations,
it is possible to eliminate qe' to obtain a polynomial of order 11 in Pe"

2.1.3 Equilibrium states for nonlinear aerodynamic terms

Having established a method of solution with linear aerodynamics, it is interesting to see how many,
and which types of aerodynamic nonlinearity may be introduced before it is impossible to obtain a polynomial
in Pe alone. For example Mehra

5 
has included a linear dependence of some of the lateral derivatives on

angle of attack, and his equations for the equilibrium state may be written in the form:

v pe sina0  0 -Cosa 0  e v

-Pe z 0 cos o  0 w zw 0 aj c
(v+1vw e ) lwEc  1 p 1 q (1 r+1 rw bq e ) p x = 1 (12)

0 mw  0 m bp q mc

n (n e+np) n bzp n r n
L v wc pwe p zpe r aj ci

The determinants are again linear functions of qe, and also linear functions of we, so it is still possible
to obtain a polynomial in Pe from the equations for Pet qe and we, although the algebra is lengthy.
Elimination of qe leads to two simultaneous polynomial equations in ;e and Pe, with quadratic terms in we
which may be eliminated, to give a high order polynomial in Pe" It may be observed that it is possible to

include the additional derivatives Ipw and lqw, (since they do not introduce higher-order terms in W'e
) 
and

still obtain a polynomial in Pe, but that addition of the variation of yawing moment due to sideslip with
angle of attack, nvw, leads to a quartic equation in We" In general, the aerodynamic data available
indicate dependence of the derivatives on angle of attack primarily, and on angle of sideslip to a lesser
extent, with indications from tests on rotary rigs of nonlinear moments due to rate of roll. The latter
may easily be accommodated in the determinants above, without causing high order terms in we or qe"
Pinsker

10 
has observed that the normal force can often be expressed as a near-linear function, using

CZ = k o kI tan at, where tan at = W/u, and so it may be feasible to extend the linear dependence by
cosot

using this combination. For large angles of attack, pitching moment is also often approximately linear
with angle of attack, and so it is the variation of 

m
q and the lateral derivatives which could be important.

Of these, the second-order derivatives ivw' ipw , irw, lw, lqw, npw, nrw, nEw and nqw may be included, to
give a polynomial in Pe, but the addition of either of the derivatives nvw or 

m
qw leads to high-order

equations in w e  It may be noted that any dependence of 1 and n on angle of sideslip may also be
included. e P

'There is a choice for the second order terms, eg the term b Pe re may be considered as (b Pe).r or
(byre).Peye e

i
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Several investigators of inertia cross-coupling problems have neglected the 'bxqr' term in the
rolling moment equation, since b 0 for aircraft with moderate Ix/Iz ratios, and qe, re much lower than Pe-
For such cases, it would be possible to obtain a solution when several second-order derivatives with respect
to angle of attack are included in the mathematical model.

For spinning problems, it is usually necessary to retain the 'bxqr' term, especially for inertially-
slender aircraft, and so the algebraic solution, if possible, is lengthy. The alternative 'classic'
method of solution (eg Ref 13), for the spin states is to consider the moment equations, expressing p, q, r
in terms of the spin rate and the attitude angles, so that a set of equations are obtained which have to
be solved graphically, or iteratively.

Some simpler dynamic problems are also of intereet, in particular the conditions for lateral
departure from controlled flight, when the mean angle of attack can be considered to be approximately
constant for the initial motion. It is possible to include some higher-order aerodynamic nonlinearities,
and the solution for the equilibrium states remains straightforward.

2.2 Linear Stability Characteristics

The obvious technique to use for the study of the stability of responses about a non-zero
equilibrium state, such as a rapid roll or spin, is to consider only small perturbations about that
equilibrium state, so that the equations of motion may be linearised, and the usual stability roots derived.
Although the resulting equations 14,15,16 are often of high order, it is usually possible to identify the
important parameters, and so gain an insight to the basic characteristics of the responses. For example,
the simplest approximation to the response in inertia cross-coupled motion indicates that there are two
possible non-zero equilibrium states, the lower of which is unstable, so that the response diverges to the
higher stable equilibrium state. This property leads to the concept of a "critical roll rate", above which
the response will diverge to the equilibrium state, irrespective of control inputs.

In genoral, nonlinear equations of motion may be written in the form:

_ = f(x, c), (13)

where x is an n-dimensional vector of state varial les, and c is an m-dimensional vector of control
variables. The basic equilibrium state is x = 0, c = 0 (to give k 0), but for nonlinear systems,
other non-zero equilibrium states may exist, for whtch

f(x , c 0. (14)

The stability characteristics about this equilibrium state may be obtained by considering the incremental
vector x', where

= f(x e+x', c )- --e- e

=f(Xe' Ce) + e

e e LxJ e

F(X , c ).xl' + ... (15)

The form of F(x, c) is evaluated by inspection of the form of f(x, c). It is usually possible to write
f(x, c) in matrix notation, as in Section 2.1, and then F(x, c) is the Jacobian matrix of f(x, c). For

the linearised system, the stability polynomial is obtained by assuming that x'= Axe to give the
determinantal equation,

I ) -x c JI p 0, (16)

where L may be real or complex, corresponding to exponential or oscillatory modes respectively.

The condition for zero damping of an exponential mode is that IF( x, ce)I - U, (17)

so that equations (14) and (17) give n+i equations to determine the particular n equilibrium states and
the relationship between the control settings for which zero damping occurs. Thus the stability
boundaries are defined in the control-space, beyond which divergence occurs, and are known as bifurcation
surfaces.

The corresponding condition for zero damping of an oscillatory mode is that Real part of -
but this cannot be expressed simply, being the Routh's discriminant of the stability polynomial. H
the boundaries can be computed for given forms of f(x, c), beyond which the oscillatory modef hnv
increasing amplitude, and these are termed Hopf bifurcation surfaces.

The significance of these stability boundaries has been discussed by Mehr, .n .
Analysis and Catastrophe Theory Methodology (BACTM). The nominal equilibr-.m , . . -

exponential mode has zero damping are not achievable, since the response elth,-r
occurs) or changes to a stable equilibrium state (ie a jump occ.rs1. wq.'i. 'r. ,
equilibrium state has zero damping, then the response may oe ?ve v . Y ' --
oscillatory manner.

The form of the function Fix, c) eay b. ,r~vei
second-order nonlinearities of pnoynomi9U form, o;n "', ".ri. ...

matrix form
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whems AM3) and 3(jL? contain onl.y first order term in .1 A exomle of AMI) Is given ix ~aim C
white the matrix an %be left hand side of the equilibrium equation contains linear temin p and q. 2hs
A(z) may be witten as the -u of two matrices, one of which Is independeat of the state variables, and the
other containing only linear term. There is a choice in the ordering of this second matrix, simce a
tern In the equations aiLjxzLxj cm be considered as either (&jx1 )i h 1t o ob atpidb ~
or am (aijxj) in the i'th column, to be multiplied by xi. 6.obvious choice is to keep the numer of
different xi appearing in the matrix to a mini4o, as has been done in equation (?). thus equation (18)
may be expanded to give

) +(x ) + B

- LA0+A1(3,)].A' + Al(x').Z, + (B +B(x )].c' + B1(.x).c4O~z' 
2)

- (Ac.A1 () + A 2(4) + B2(c*) .' + (3+B1()]o (19)

where A,(x').x A 2(4)-.!' (20)

and the equilibrium condition is

[A a AI-,]xI+EOB(0)I 0 (22)

The stability polynomial is then given by the determinantal equation corresponding to equation (16), via

IA 0A I(x 0) +A 2 (A" + 8 2(4) - 011 - 0 (23)
The bifurcation surfaces are defined by the roots of the stability polynomial for which 2 Wii a 0, and ma
be denoted by the parametric relationships between xband ob , ie particular values of* and ca.

An alternative basis for examining stability about non-zero equilibrium states is to choose a
particular state, and use equation (22) to determine the control inputs required, for substitutian Into
equation (23), ie the stability determinant say be expressed in term of the equilibrlium state. In
particular, if the control characteristics are independent of the state variable. (eg control. derivatives
independent of angle of attack etc) then BI LA) v 0, B2(1&) 1! 0, and the matrix In equation (23) Is not
explicitly dependent on control inputs. Thus the stability boundaries are explicitly dependent on the
state variables only. Thus the concepts of critical magnitudes of certain state variables leading to
divergence, such as rate of roll for inertia cross-coupling, and possibly rate of yaw for som spin entries,
is probably of wider application to other nonlinear responses, and is being explored further.

2.3 Nonlinear Stability Characteriatica

Several techniques are being developed to study the characteristics of the responses of nonlinear
dynamic systems, two of the mst widely used being Iqapunov functions an the averaging method of

*Krylov, Bogoliuboff and Mitropolsky. The latter has been extended? to include the concept of nolnear
damping, as a function of amplitude, end to high-order differential equationsl?, to give approximate analytic
solutions. Yost of the work at the RUN has been centred on the lateral equations of motion with nonlinear

* moments due to sideslip or roll rate, to study lateral departures, so that the equaonsom reduce to one
differential equation in one variable. The method is described here for an exaple with linear and cabic
term in the representation of rolling and yawing moments due to sideslip. Te equations are given by:

v + v3 + p r e i oo9+Y (26)
Yvi v3 0nP a nr0

where the concise moment derivatives contain product of inertia term, and contributions from a simple tell-
damper with gearing K Ep. The gravity term may be retained fair study of responses about the mer equilibrium
state, by linearising sin# , but for responses about a non-nero equilibrium state the pravity torm has to
be neglected. Elimination of p end r then yields one equation in i, of the form:

G(;) dj+ A v +I( 110 G-~ 1n

dt' dtee

whorl A(;), B(;), C(;) contain linear and cubic term in 4, eg 0(ft) a. c*+aoW' A solution of the fan~
v To *+ a cons# is sought, where;.m is the equilibrium state, COe) a *(yesletne), mad the ienlinear
dosing and frequency are defined by

If the assumption is made that k and a are approximately constant for one cycle of# , (USn 8 to 9W), tam
the averaging technique gives an a poito solution, for a' a as functions off

W"0 d#=* 0 and 0I ~sin *d*to (30)



These two equations my be cmbined end written In omplet fom, by considering IMWWeo *k *it8

which yields the R liae stability equation,

~kksem)3 + (a, )akX ss) 2 a kj )2 +'3;2(~M + bV e2(Uoi L14

Thisa2equation may be compared with that obtained by 100a linearisation, using % + am an ecin
0(;' ), so that seeking a solution of the form v' m Iv. gives ..

+ + + + Eoi+3!! 2
J 0 (32)

where +i. Te lier stability boundaries are definod by Am 0, yielding the Critical equilibrium
state vb given by either

01+ y' b . 0 for real roots with ero damping (33)

or E-a-33%b+3b)~2  - EO1+3o,3b 23 - 0, for complex roots with aewo damping, I 1v- ' (34)
The corresponding nonlinear conditions of k(o) . 0 give the amplitude a at which dier occurs

if the corresponding (C) is imaginary, and the amplitude aL of any limit cyegs, for real (L)
equations are:

cI + 3y;e 2 + 1 ) 0 c 3 = 0 M )-

and [a, +3a !2 + * -3 abJbb+3y.' + j b3  [~2 cj+30,;02 + * 03 cL 0 (36)

It my be observed that these conditions are satisfied if

2 -2 1 2 2 2 1 2vb oe + q o + (0b)

Thus there appears to be a jalationship between the amplitude of the limit Cycle, or the criticalap Litn,
about an equilibrium state ve, and the amplitudes of the linear stability boundaries. In particular, the
value of a at v a 0 (for responses about the zero equilibrium state) Is twice that of the ayLitae of
the equilikrium Itate at which the linearized equations indicate mero damping. This relationhip ha bes
confirmed for this mathematical model, and the results are described In Section 3.1; Nor other acalimee
dynamic system, the relationship, if it exists, will depend an the form of the nonlinearity, aima.
equations (37) apply for cubic term only.

The corresponding solutions for the variables p and r are found to be of the formpop, +nocos (#4zp). r .re +GrO CO( 4) , where the amplitude ratio,.a1p a~~ P r rrand phase angles ep, cr are approximately -independent of the amplitud, of ;'. Thi" aIN -m- im ha s bee
found to be Justified for systems with nonlinearities in one variable, but my not be valid if other
nonlinearities are included.

An attempt has been made by Simpon1 8 to apply the averaging technique directly to the situlamo
differential equations of notion, such as equations (26), (27) end (28), without ,reduaimg the equatios to
one variable. This method, used for the current exmple, results in a stability eterminont,

lvi + 31,3;.2 + 1T3!2 1 p-~ U ~ .r0 (38)

n + 3 7~ 2 + .~n 3
2  nn-

The expansion of the determinant gives a stability polynomisl forn a k+iu, via

+ a+a3 *4a 3c~tu2 + [b+y., b9o2J U+ E(c140.3cG 2 4 c~ 2  SO (39)
The equatio (39) and (31) are identical only for k a 0, Ie for the std of stability bmiadries, and
work is in progress to study the rate of growth of limit Cycles, given by k(s), to see bich S the better
approximation. The difference in the equations Is due, in offet, to meectiAng the to am Ma g from
d (;) in deriving equation (38). Buch term are Implied when the stability detea&mont is exp ad to
dt
give the stability polynomial, and it my be possible to retain them by extending the idea of a d i ewtl
operator to certain classes of nonlinear equations. This type of psrocetue appme8 to be required for the
approximate solution of equations of the type considered in Section 2.2, equation h8). s os md-er
termn do not contribute direotly when the averaging process is applied, since jo"3fes' d 0 oae.
Thus the nonlinear stability determinant, for motion about the stead statelal - : mplitude rTter al
is found to be I(x + e, a) - IJ 0 (9)
This is independent of M altuff amplitude, defined by ,, (but depedeant on the amplitude rmtime ,
and so does noc appear to predict nonlinear characteristics, where U is a fmolmn fo. It i U e* to
study this problem In future work, and it may be noted that a similar appomh'v be beew used fo the
determination of limit Cycles in mltivariate system, I* when equations Corrspon g to ($I) s(
are identicalIn form forak a 0.

* A'



A different type Of nomlinearity, ias hsteresis, Is -likely to be needed to expes --s11 '1
fore" and moomts when the airflw is separating and re-attaching due to the varying NDSLitm at 010
response variables, particularly angle of attaok. It Is possible to evaluate the Integrals lavow4 In
the averaging process, equation (30), for simple forms of hystereuis, but the teahaiue has net been
applied to problems in flight dyamics ast yet.

3 lumm INi MW[ DMMU

3.1 Lateral Response. with Cubic Nolinearity in Mageanta due to Sideli

The mathematical model used in Section 2.3 was originally developed to study the wing-reok
phenomenon, but it has also demonstrated sawe more general propertis, whiich were described briefly' in
Ref 6. Various nonlinear phenomena can ococur, depending cm the level of roll-dmer gearing, 1~
an illustrated in Fig 1.* A limit cycle occure for small values of l~and for smell deraoebut
larger disturbances lead to an exponential type of divergence. With 1,iorzaaeof X. the limit cycles
do not occur, and the response after a small initial disturbance Is a daupod osilliio, but a larger
initial disturbance leads to a divergent oscillation. The boundaries shown In Fig I have been derived
using the approximate analysis of Section 2.3, for the zero equilibrium state, and confirmed by
aimulations on an analggue computer. A further study of the responses about non-neoro equilibriumn states
has now been completed'", and the relationship between the results from local linearization of the
equations of motion and from the approximate nonlinear analysis has been demonstrated.

aJAM' I

FIN

*L N U-11 CPO4

1 S.I 02 6.3 U. 5S

a S..SdS4i.. (W di.0"I" 181"

GM to m~ lb Sideslip Bidder
IOMPAAAAA ?"aS .1RAR

Including gravity term

Neglecting gravity term -----

Fig 1. Characteristics of responses with i2. fetofgatyemsnrspse
cubic nonlinearities in sideslip
and a roll-damper

The assumption that the gravity term do not have a significat effect on the basic stability
parameters has been shown to, be justified by computing the responses usifg the oomplete equations of action
given in equations (26), (27) and (28). The gravity term introduce as 09eoillatimt of esemetent 4"litafe,
and frequency equal to the mean roll rate about the equilibrium states am doomn In, ft 2.

The linear stability boundaries, obtained for gravity term neglected, are show ant daed lane
on Fig 3, in term of the bifurcation line, v,* For small roll der gearing an malequilibrium state, the response is a liivega osilato (taal, i mm~U e *6 t e
the agnitude of the equilibrium state is increased beyond I. At higher values of lmlltthe rs e
about small equilibrium states Is ftable, but increase bey; w would 10A to a 4i"esft d& fO
The exponential node also exhibits aeO d111Ing, (FUg 3b), 1101 11he linar bah &, indsis t
empitude of the equilibrium state having a nu~trally stable (A R-1anet) mode.

11 1 11 1 11 1 111'l.I
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Fig 3. Coprio of linasr an nonlinear stablit bomoderiers

The nonlinear analy s given the boundaries
shown an solid linee in Fi 3 ("eplotted fro Fi I )$

and for this analysi about the zero equiLlibrium

~It is readily seen that the "critical" amplitudes
are approximately twice those obtained from the
linear analysis, as implied by equation 3o.
Comuted time hstorie anri this relationship,s
for the dioergnc ies in in Fig ( a, and fre 2i 1)
coavincinly from rei lts obtained at Crafield

in Fig 4b for the amplitude of the limit cycle

about different equilibrium states. Thus for this (a) sposattml moe
type of nonlinearity, (confined to one state
variable), the local linearisatiou technique for

response& about the son-ero equilibrium state,
and the nonlinear analysis of responses at the zero
steady state give related information in term of

critical amplitudes of the responses. O-

.2~ ~ 4-9~ a'' too- -
(b) Limit 0is2es

eyub.'i states

j ~3.2 Inri

For aSmolisor ipueose Rwmt, it Is pastl for ac-ao equilibrum states to eaet iAish awe

iseemet of control mettimp. if the Letastel modol Ine wittes In the ostrix toam or eqtatis
" (13) aid (18), then the Oemditla tor those antcretlAti n  istates is" i,(5)I- o.

hase be jeusse La 8eetiom 2.1 ami gies the auto-wotatiomsl states e elaed with imeticass

'olift. JAoser stability amaIate abost thefe States deterome tM Wti M Of ii
Pawtilaa Waehor a stable respoms. I* Aasbs a extensive staftbo befs moe 1W tow w
Staseaft, at of *I s Me m-eow e =ative of the foe am la mtI (10. a the Statift
of Secetio 2.2, the matrice dgfelgd m eqatims (18) to (21) for thie M~MMOM al misi Wee

I-
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Teautorotationa states satisfy the deteraLnatal. equtatin

Ao + A( )J 0, (43)

and their stability in given by the roots of the equation

JAC + A,(x) + A2 () - UZI no (44)

Thus, autorotational states of law m anitude can be expected to have near-se, roots, aimo the matrixA)
does not contain roll rate (which is the dominant Paramter), and so does aot affeot the *gef values
of the matrix significantly.

Mwe equilibrium states, for sam-sero control settings, havettehility oheaatristies WeINeD
by equations (22) and (23), and the bifurcaticn surfaces with two daminag am be expected to be nwe n
autorotatimnal states of mall magnitudes. 2his in dmaastrat d in Nera'o results, a sho a FIg Sa.
The autorotational states we found to be unstable at p a 18d /.e, and stable at p m j / INe. o
whereas the bifurcatin surfaces for various ocbinatil s o Contra etti ap all li%&a m do" see.
The control laws designed by Mehm cannot Change the Spaltuies f the autaretatio al states, J the
resulting bifUrcation surfaces are &gi Ver alos td tt 180 /.eo (Sg5b ). he e charestati
are thus lare ly Laiepeatent of ctrol setting, and go t u@se 'VI*l In future ww k to lavesutae
firust the stability Charateristics as functions of the equilibrium stat variables, and them eb
whether critical equillbhrim staten are achievable with the ocatrol pean available.
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(a) Basic Aircraft R of sef~

(b) with aileron-rudder interconnect

Yig 5. Aero damping of linear nocss

(Bifurcation surfaces)

3.3 Spinning Motion

The ideas suggested by Pinsher 10for a unifiled approach to the determination of autorotatimml
rolling and spinning states can be applied to the forme of mthemtical nodel disoussedinBtim21
and Work in continuing to investigate the relative accuracies of different approximtioms. preljjminay
work indicates that it my be possible to express stability criteria in term of the equllbwim states
for scw of the usual form of aerodynamic nonlinearity occurring at very high angles of attack, so it is
hoped to explore thin concept further.

A research proprams in in prop-ssa at the Me3, using wind-tunnel and free-flight model of a
research configuration to provide experimental data to be used in the investigation of mathematica
sodelling at high angles of attack. Although the form of the mathematical model is net beingretricted
to types which are amenable to the analysis described in Section 2, the opportunity is being takem to test
various approximations for the prediction of flight characteristics.

*The research configuration is shown in fig 6. The basic research programe entals tests at Rew
'4 . speed, but the design of the sodel has also been influenced by the need for satisfactory characteristios

fig 6. Geesetry of the NihIndence USsearebNueR



at transonic speeds, so the win Mae a moderm supercrittia section, and plantome to gvs,po
pareramm~e. A oasrd. onfiguration was chosen, being typical of am designs for high vd~h e
a separate tallplame Was retain" as the aft control for ease of mgfmtsoe. A st"A6 le tiwit~ rqee
was easmed to give adequate directional stabilify -at moderate agLe of attach. The *ow*u' and tqs4Wm
surfaces say both be move differentially far roll control and sidetowoe control 4f r~q4ued.

Analysis of the static wind tumeol tests is sa" cmpltion 22 and the yosilts Imloato that
the free-flight models should be controllable up to d~u3O with a simple on-board stability samentatim
system. Vind-tunmel tests using the coilltoz7 rig at RNI have bee" completed, sad the "oe ts 4ms
being used on the rotary rig at Me. Warton. Ourrent work is to establish mathematical models at vagriow
levels of approuimaticn, such. as linearisod aerodygnsmic derivatives, then nonlinear static cheracteristics
due to .. gl.. of attach and sideslip, the. nonlinear rotary characteristics due to reel rate., an lso to
establish a umerical data bae" for representation of the basic results frcm the wind tuande. All1 of
these mathematical models will be used to predict flight behaviour, obtaining both compted respaoes and
celculated stability characteristics. This information will the. be used to design various active

control. system, sad to design the free-flight experiments.
The free-flight models are being built at the 2.25 scale of the definitive wind-tunnel model, and

it Is planned to conduct preliminary trials in the UK later in 1962, prepsratory to the main serie, of
trials to be conducted in the US jointly with NASA Dryden in 1983. Several types of control inputs will
be applied, designed to give responses suitable for deriving aerodynaic data using paramster identification
techniques, ow for establishing departure bounLdries, or for demonstrating spin characteristics sad spin
recovery, or for testing the active control system. The models will be flown :initially with about 50
static stability, but a relaxed stability system will also be tasted with about % static instability, up
to and beyond departure from controled flight. There should also be sufficient data fow soms analysis
using system identification techniques, to establish the form of mathematical model needed to represent
departure characteristics adequately. The predictions using nonlinear mathematical models should give
scm insight to the types of nonlinearity Which need to be represented in order to give the observed
departure characteristics, and so provide ese guidelines for the system identification.

The application of two analytical techniques developed to determine the stability characteristics
of nonlinear equations of notion of aircraft has demonstrated that results can be expressed in term of
the magnitudes of the response variables for scm particular problem. The stability boundaries are thus
not directly dependent on control settings, snd so sqy be interpreted generally for all type Of
maneure.. The nonlinear stability boundaries also indicate which type of dsparture my be encountered.
A research propeame is briefly described, which will provide data from wind-tunnel and free-flight
experiments to be used in the prediction and anslysis of nonlinear phenomena at high angles of attack

at
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EFFECT OF CONTROL SYSTEM DELAYS o FIGHTER FLYING QUALITIES*

by
Rogers E. Smith and Randall E. Bailey
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Flight Research Department

Buffalo, New York 14225

SUMARY

The flying qualities problems of the latest fighter-aircraft are most often
related to the time delay which is introduced into the flight control system by the
advanced, typically complex, control system design. The intent of this paper is to
confirm that time delay has a significant effect on fighter flying qualities, both
longitudinal and lateral. Existing flying qualities research data from in-flight
simalators are used to demonstrate this point. Typical sources of flight control
system time delay and the methods of time delay "measurement" are reviewed. Finally,
the application of several candidate flying qualities evaluation criteria or require-
ments, which are applicable to highly augmented fighter aircraft, is discussed.

INTRODUCTION AND PURPOSE

Fighter aircraft with advanced flight control systems which essentially depend
on electrical saignals to comumicate the pilot's commands to the control surfaces are a
reality. Examples are the F-16, YF-17, F-18, Tornado and AFTI/F-16 aircraft. For today's
advanced fighter aircraft, the capability exists to tailor flying qualities for diverse
mission tasks through use of high-authority electronic augmentation systems. Unfortu-
nately, the potential of this expanded technical capability has not been realized - in
fact, new flying qualities problems have often been created in the process of solving
the old ones.

These new flying qualities problem are most often related to the aircraft's
initial delay in response to a pilot input. This delay is introduced by the advanced,
and typically overly complex, flight control system design. The source of these time
delays can be from the higher order complexity of the flight control system design or,
in the case of digital systems, the inherent digital time delays. Digital flight control
system tend to be the worst offenders since the power of the computer unfortunately
encourages the design of very complex control systems. For fighter aircraft, even appar-
ently small time delays can cause a dramatic degradation in flying qualities for precision
tasks.

The purposes of this paper are to:

e Review the sources of time delay in typical fighter flight control
system designs and discuss the various methods which are used to
"measure" the initial delay to a pilot input.

e Confirm the fact that time delay, either pure or equivalent tims
delay, is a significant flying qualities parameter.
Evidence for this point in drawn from pertinent fighter flying
qualities research data which includes longitudinal and lateral
flying qualities data for fighter precision tracking (Flight Phase
Category A) and landing (Category C) tasks.

e Discuss the available design criteria or specifications with which
the effects of control system time delay on fighter flying qualities
can be evaluated. In particular, the importance of relying only on
data for realistic "highly stressed" precision tasks is emphasised.

WHAT IS A TIME DELAY?

The pilot of any aircraft, but particularly the pilot of a fighter performing
precision tasks, wants a response to his stick input immediately. Any delay in the
response to his input detracts from his ability to perform the task; it interferes with
his ability to coordinate instinctively his brain (desired response), hand, and the
observed aircraft resone. HIs tolerance to delay in the response to his input has
liits, particularly cor precision tasks such as tracking, refueling, formation, and

landing.

Modern fighter aircraft with advanced electronic flight control system are
especially vulnerable to problem related to excessive time delay which can cause serious
flying qualities problems. This tim delay can come from a variety of sources in the
typical advanced flight control system.

• he NT-33 aircraft research work used in this paper was supported under contract by the

UMited States Air Foroe Flight Dynamics Laboratory. Wright-Patterson Air Fore Base.
'Ohio.
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Sources of Time Delay

By definition, a system which reproduces the exact form of an input after a
specific interval of time is defined as exhibiting transport tj~ delay or pure time
dlay. In Laplace notation., pure time delay is expressed as e . The initial response
delay of today's fighter aircraft to pilot commands is not, however, due solely to pure
time delays. Additional delay in the aircraft's response occurs from sources.which do
not, by definition, exhibit pure time delays. The pilot is, of course, concerned with
the overall delay of his input which is the sun of any pure time delay and the "equivalent"
time delay from other sources. There are three sources of time delay which are the-primary
contributors to the total delay exhibited in the initial response of today's aircraft to
pilot inputs.

0 Digital Computational Delay:

It is a source of pure time delay in flight control applications
and represents a potential penalty to attain the advantages of the

digital system; in general, this contribution to the overall delay
is not significant.

0 Sampling Delay:
It is a part of a digital flight control system where the system
input and response data must be sampled. The amount of pure time
delay associated with this source is a function of the sampling
rate and the time that the input is made. Typically the delay is
assumed to be one-half the sampling interval (Reference 1). The
differences between sampling rate delays and computational (pure)
time delay are graphically illustrated in Figure 1.

0 High Order System Equivalent Delay:
It is the consequence of cascading dynamic elements in the flight
control system and is the major cause of control system time delay.
These elements may be related to the required filtering or to the
design strategy of the flight control system.
As a simple example, the response of a first-order lag filter to a
step input is shown in Figure 2. Note that the response does not
exhibit any time delay; however, cascading two first-order lag
filters creates a finite time delay. Thus the addition of a first-
order prefilter (and associated phase lag) can add time delay to a
control system even though the element itself does not exhibit pure
time delay.

This last source of delay is often referred to as "equivalent" time delay.
While this modifier is descriptive, it is necessary to specify how the equivalent time
delay is "measured". A review of the techniques typically used to measure time delay
is therefore in order.

'"easures" of Time Delay

a Visual Time Delay

Visual, or "eyeball" time delay is the period of time for which the response to
an input is essentially zero. For example, the delay in the response for the cascaded
system in Figure 2 is obvious. In reality, the period of time during which responses are
below the pilot's threshold of perception can be viewed as time delay. However, the
measure of this visual time delay is not very precise since it is a function of the size
of the input and the scale of the time history. It is, therefore, not a very useful
method of characterizing the overall time delay of a control system.

• Equivalent Time Delay
The equivalent time delay of the flight control system can be 'measured" by

matching the frequency response of the complex system over a specific frequency range
with a classic low order model. A simplified example is illustrated in Figure 3. For
example, the constant speed pitch rate response low order model is:

N

Where FS$ is the pilot pitch force input,

Tr is the control system equivalent time delay,

fir les /62 are the equivalent short period and 1/?,

parameters, and

_7  is the pitch control sensitivity.
#Flo
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Thus, the more complex pitch rate response of an advanced aircraft is reduced
to a "classic" low order form using a paraster optimization process across a frequency
range of interest. In this fashion, the equivalent control system time delay is measured
(see References 2, 3 and 4 for details). A cost function is calculated to gaugs the
"goodness of fit" or degree of mismatch between the actual and low order model. To
extract this measure a frequency respogse of the system is required; thene data can be
obtained rather precisely by Judiciously perturbing the aircraft at discrete frequencies
using automatic sine wave inputs (Reference 5). Alternatively, the application of Fast
Fourier Transformations to flight data generated by a variable frequency sine wave-type
inputs has been proposed for military specification compliance (Reference 6). This
equivalent time delay is a measure of the delay from pilot input to aircraft response.
Since the model assumed has no initial response delay, the equivalent delay is also a
measure of the delay from pilot input to the control surface. Equivalent systems match-
ing of control system elements alone has also been performed (Reference 7).

Flight control system elements with natural frequencies significantly higher
than the dominant airframe natural frequencies introduce only phase distortion and produce
tine delay without affecting the equivalent frequency of the response. The effect of low
frequency elements is to distort both the phase and amplitude in the frequency range of
interest and both equivalent delay and frequency are affected.

e Effective Time Delay:
Effective (to distinguish from equivalent) time delay is derived directly from

a time history response by the maximum slope intercept method. This measure is the differ-
ence in time between the application of a step input and the intersection of the maximum
slope tangent to the response (Figure 4). The effective time delay measure (Reference 8
to 10) does not require an assumed low order model but the value of delay calculated is a
direct function of how the initial response differs from a pure first-order lag-type time
response.

Comparison of Time Delay "Measures"

For flight control systems with high frequency dynamic elements, the time delay
measured using either the maximum slope method (time domain) or the equivalent system
method (frequency domain) are essentially the same. The two methods, however, produce
different time delay measures when low frequency dynamic elements are present in the
flight control system.

Since today's fighter aircraft have flight control system designs which can have
both high and low frequency dynamic elements, the measures made by the two techniques are
not typically interchangeable. Flying qualities design guidelines or specifications based
on time delay measures must therefore be applied with this caution in mind. The time
delay measurement technique must be clearly specified. To illustrate these points consider
Configuration 5-3 and 5-3F1 from the NT-33 Lateral Higher Order System (LATHOS) program
(Reference 10).

The simplified roll rate to roll stick force transfer functions of interest are:

S 3 P P/FAS) s.s 5- .-L.-

PAS (0.15 s + M(0.035 a + 1)

9 S 3Fl _P_ (PFA

PAS (0.15 s * 1)0.' s ++)

where (p/PS), 5  is the steady state roll rate per pound

Each configuration transfer function also included a 60 rad/sec second order
actuator and a 200 rad/sec first order system filter which are not shown for clarity but
which are included in the time histories and time delay calculations in Figures 5 and 6.
The only difference between the two configurations was the increase in the roll prefilter
time constant from .025 to .10 sec. The new prefilter smoothed the initially abrupt roll
response of 5-3 (Pilot Rating, PR - 7) and produced a satisfactory aircraft (PR -3 for
5-3Fl).

For Configuration 5-3 in which the control system dynamic elements are all
essentially high frequency, the calculated time delay and roll mode time constant are
nearly identical by both methods (Figure 5).

For Configuration 5-371 in which the prefilter affects both the phase and
amplitude in the frequency range near that of the airframe roll mode time constant, the
time delay is appreciably different from the two methods (Figure 6). Note that the
equivalent or effective roll mode time constant has changed due to the prefilter. In
this case, the flying qualities cannot be related to the time delay increase alone since
the transient response of the aircraft has also been changed. More details on the extrac-
tion and interpretation of these parameters are presented in the major section on Evalua-
tion Criteria.
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EFFECTS OF TIM DELAY ON LONGITUDINAL FLYING QUALITIES

The purpose of this section is to confirm that control system time delay can
have a significant effect on fighter longitudinal flying qualities for both Flight Phase
Category A (tracking) and C (landing) tasks. Substantiatng data are drawn, from recent
!lying qualities research programs using the USA NT-33 research aircraft operated by
Calspan and the NASA Digital Fly-by-Wire (DFBW) F-8 aircraft. These data are specific
to fighter aircraft performing realistic precision fighter tasks. The criticality of.
the task in the evaluation of aircraft with control system delays is discussed further
in a separate major section.

Approach and Landing Tasks (Catexory C)

The effect on flying qualities of adding delay to the pitch control system of
an otherwise good aircraft is illustrated in Figure 7. Sources of the data on the figure
are:

0 NT-33 Landing Approach Higher Order System (LAHOS) Program (Reference 11)
and McDonnell-Douglas 'McFit" equivalent system parameters for the data
(Reference 12),

0 NT-33 Equivalent System Program (ESP) (Reference 13),
0 NT-33 PLO Suppressor Program (PIOS) (Reference 14).

0 F-8 Approach and Landing Program (Reference 15).

For the first NT-33 program (Reference 11), the additional delay was in the
form of higher order dynamic elements for which the equivalent delay was "measured using
the "HcFit" frequency domain method (Reference 2). For the cases selected, essentially

the same time delays would be extracted by the maximum slope method. The other NT-33
programs (References 13 and 14) utilized a combination of pure and equivalent time delay;
the total of the two delay sources is used in Figure 7. Finally, the data from the F-8
is based on the addition of pure digital time delay beyond a threshold basic value of
130 milliseconds (me). In each case the equivalent delay includes all the delay of the
control system elements. The constant speed pitch rate transfer function is of the form:

-z , 18 S (s.1/l 0 e;

_T O I-s pK-/e

where, F., is the pilot pitch force input,

rH is the total equivalent control system time delay;
the values of C and wF are essentially constant
for Level 1 for Each sef of data and I/T is the
actual aircraft value, and 02

NFES  is the pitch control sensitivity.

Suuuary observations from the longitudinal approach and landing task data are:

* Equivalent time delay greater than a threshold of approximately 130 ma
significantly degrades longitudinal flying qualities.

0 The flying qualities pilot rating degradation, considering all the data
used, is approximately 1 PR for 25 m of equivalent time delay.

0 Degradation is similar whether the source of delay is pure time delay
or equivalent delay from higher order control system elements or some
combination of the two delay sources.

0 The results from the LAHOS program (Reference 11) for the very low short
period damping ratio cases is also of particular interest. For the low
damping ratio cases without initial delay, the pilot was able to land
without any Pilot Induced Oscillation (PIO) problems. Even though the
overall response was poor, he was able to develop a consistent control
strategy because the response to his input was immediate. With time
delay present in an aircraft, the tie between input and response is
broken which can lead to overcontrol and PLO's in precision tasks.

Tracking and Formation Tasks (Category A)

Unfortunately, a data base similar to that used for the pitch approach and
landing time delay discussion does not exist. Either the incremental equivalent time
delay was added in a fashion which also changed the equivalent short period frequency
significantly or precision tracking tasks were not performed.

Data sources from which some insight can be gained are:

e NT-33 Neal-Smith Program (Reference 16),

0 F-8 Formation Data (Reference 15).



For the Neal-Smith program, the additional delay was created by cascading
dynamic elements. Equivalent system parameters, including an equivalent time delay, is$
can be extracted from the data base using the "cFit' approach. Unfortunately, the
additional control system dynamice typically added an equivalent time delay and changed
the equivalent short period frequency. Therefore, for this data source, the effect of
time delay alone cannot be easily isolated.

Hodgkinson in Reference 2 used regression analysis to correlate the Neal-Smith
pilot rating data and calculate a sensitivity to equivalent time delay of aproximately
1 PR degradation nor 50 ms of delay. Using the data presented in Reference 6 where the
Neal-Smith data were correlated using equivalent time delay and bandwidth frequency,
estimates of pilot rating sensitivity to time delay of 1 PR per 25-30 me can be made
using some imagination.

The results from the time delay studies using the NASA DFBW F-8 aircraft
performing precision formation tasks indicated that the sensitivity to time delay beyond
a threshold of 130 ms was 1 PR degradation per 40 ms of delay. Investigations of time
delay effects on fighter lateral flying qualities (Reference 10) showed that the target
tracking'task was significantly more demanding than the formation task. On this basis,
it might be expected that a study using a real pitch tracking task would produce a
steeper flying qualities degradation with time delay which is closer to the approach
and landing pitch task results.

Suary observations from these limited longitudinal tracking and formation
task data are:

e Equivalent time delay greater than a threshold of approximately
130 ms significantly degrades pitch flying qualities.

• The flying qualities degradation, which can only be estimat2d
from the data available, is approximately 1 PR per 30 ms of
equivalent time delay. It is therefore estimated to be
approximately the same for both A and C Flight Phase Category
tasks. More data are, however, required for fighter tracking
tasks.

EFFECTS OF, TIME DELAY ON LATERAL FLYING QUALITIES

The purpose of this section is to confirm that control system time delay can
have a significant effect on fighter lateral flying qualities for both Flight Phase
Category A (tracking) and C (landing) tasks. Data for this confirmation is drawn from
a recent flying qualities research program using the USAF NT-33 aircraft which was
specific to f.ghter aircraft performing realistic precision fighter tasks.

Approach and Landing Tasks (Category C)

The effect on flying qualities of adding delay to the lateral control system
of an otherwise good aircraft is illustrated in Figure 8. Source of the data on the
figure is:

e NT-33 Lateral Higher Order System (LATHOS) Program (Reference 10).

In this program, a combination of pure and equivalent time delay was system-
atically added to the lateral flight control system; the total delay is used in Figure 8.
The equivalent delay portion would be "measured" as the same value using either the
"McFit" or maximum slope methods. Assuming the Dutch roll mode is effectively cancelled
and the spiral is neutral, the roll rate to roll stick force transfer function is of the
form:

L

AS RN

Where, PAS is the pilot force input,
Ts is the total equivalent control system time delay, and the

value of T. the equivalent roll mode time constant, are
essentially constant and Level 1 for the data set, and

Sis the roll control sensitivity.
FAS

Summary observations from this limited lateral appr ach and landing task data
*are:

0 Euivalent time delay greater than a threshold of approximately 120 me
sgnificantly degrades lateral flying qualities.

0 The flying qualities degradation, considering all the data is estimated
to be I PR per 30 me of equivalent delay.

0 The trends exhibited are similar to the longitudinal results for the
approach and landing task.

e The data base for this flight phase is small; more data are required.



Other data in Reference 13 show a much greater tolerance for lateral time
delay than indicated by the data in Figure S. A time delay threshold of approximately
220 me is reflected by the Reference 13 data; the degradation rate is smilar to that
of Figure 8 beyond the threshold. The data in Figure 8 were obtained using very real-
istic aggressive fighter offset landing tasks. It is hypothesized that the somnhat
less aggressive task used in the admittedly preliminary research program of Reference 13
may be the source of this large difference in delay threshold value.

Tracking, Refueling and Formation Tasks (Catoaory A)

The effect on the flying qualities of an otherwise good aircraft of adding
delay to the roll control system is also illustrated in Figure 8. Source of the data
on the figure is:

0 NT-33 Lateral Higher Order System (LATHOS) Program (Reference 10).

The same ground rules for the data described in the last subsection apply to
this discussion. Tasks for this flight phase in the experiment included actual tracking,
refueling and formation tasks. The data base gathered during this program was more
extensive than shown in Figure 8 and also included a study of the effects of combinations
of low-frequency prefilter and equivalent time delay. These data are discussed in the
major section addressing flying qualities evaluation criteria; the results used in
Figure 8 are restricted to the effects of time delay alone on an otherwise good aircraft.

Sunary observations from these limited tracking task data are:
0 The sam threshold and degradation trend shown for the lateral approach

and landing data can be estimated.

This brief review of pertinent fighter flying qualities data has confirmed
that control system delay, in the form of pure transport delay or an equivalent delay
from cascaded high frequency elements, is a very significant flying ualities parameter.
Obviously, the overall flying qualities of a fighter aircraft are related to many
parameters not just time delay.

Before the candidate methods for evaluating the flying qualities of fighter
aircraft with advanced, complex, delay-prone flight control system are discussed, it is
important to review the effects of task on the evaluation of these aircraft.

TIE DMIAY, PILOT TECHNIQUE, AND THE TASK

The evaluation of highly augmented fighter aircraft with appreciable tine delay
in the initial control surface response to a pilot input is very much a function of pilot
technique and the degree of precision demanded by the task. For example, the flying quali-
ties of an aircraft with appreciable initial delay may be satisfactory for the approach
phase of the landing task but deteriorate dramatically near touchdown as the required
task precision increases.

The results from the NASA F-S research program (Reference 15) clearly illustrate
the significant effect of task performance standard on the flying qualities effects of
pitch time delay (Figure 9).

e For the high stress pitch landing task, which included a lateral offset
maneuver and a specific touchdown zone, the degradation in PR is much
steeper than for the low stress task. Also shown on Figure 9 are the UT-33
data (Reference 11) for a similar task which correlates well with the F-8
high stress data.

0 The low stress task involved a straight-in approach with no touchdown
zone constraints; the data trends are similar to those obtained in a
sophisticated fixed base simulator using the task and configurations
from the MT-33 program reported in Reference 11.

a An important point to be made is that realistic stress levels cannot
be properly replicated in ground based simulators. Flying qualities
evaluations of aircraft with complex, delayed responses to pilot inputs
cannot, therefore, be reliably conducted on ground simulators.

The effect of pilot technique on the evaluation of fighter aircraft with sig-
nificant control system time delay can best be illustrated using an excerpt from the
discussion of the results in Reference 13, the NT-33 approach and landing program to
study equivalent systems.

"Previous flying qualities studies (References 11 and 17, for exmple) have
indicated that, for aircraft with significant control system dynamics, small variations
in pilot technique or task performance standard can result in dramatic variations in the
pilot rating data. These aircraft have been appropriately described as having lurking
flying qualities cliffs'. The results from this experiment also have examples of sig-

nificant varistions in rating between evaluation pilots. Before any attempt is made to
analyze the data, the following information should be considered.



Pilot A, who was the primary evaluation pilot for the overall program, worked
very hard to maintain a constant standard of task performance despite. in sow cases,
the obviously poor flying qualities of a particular configuration. His flying technique
was observed to be representative of typical fighter pilots. in contrast, the other
main evaluation pilot, Pilot B, sometimes demonstrated very specialied pilot techniques
when flying PIO prone aircraft. He is an exceptionally smooth and predictive pilot.
However, when 'backed into a task corner', i.e., when he got into a situation where he
couldn't use his adaptive technique, his performance was similar to that of Pilot A who
tended to fly in a more continuous closed-loop fashion.

Consider Pilot B's evaluation of Configuration P12 (1lt. 2073): This evalua-
tion is a classic example of the problems involved in flying qualities evaluations of
marginal highly augmented aircraft. Special techniques or task conditions can allow the
aircraft to 'pass' the evaluation but, when exposed to the real world envirount and
placed in the hands of an average' pilot, the 'failure' can be disastrous. During the
evaluation in question, Pilot B lew the first two landings with no real difficulty
apparent - he was able to preplan his task and fly smoothly and predictively. On the
third approach he inadvertently allowed the sink rate to get too high, too close to the
ground; urgent action was required to prevent a very hard landing. The result: a full
stall, 10 eet above the runway - he overcontrolled badly because of the large time delayin the pitch control system. When forced into a tight task his performance was the same

as Pilot A who had rated the configuration a 9.

Unfortunately, he blamed himself not the evaluation aircraft and, after yng

another approach and landing in which he was able to return to his predictive landing
technique, he gave the aircraft a 5 rating."

These flying qualities research examples illustrate that the evaluation of
today's fighter aircraft with complex, delay-prone, flight control systm is not easy.
The task and the standard of performance used in the task, as well as the technique of
the pilot, are critical factors; careful control of these factors are necessary for a
valid evaluation.

Examples from specific aircraft development program also demonstrate these
points.

e F-18A: Initial design proved to be PIO-prone at touchdown due to
excessive initial time delay in pitch (Reference 17); theme
flying qualities problems were only exposed when evaluated in
the high stress, realistic enviromment provided by an in-flight
simulator.

e Tornado: Serious pitch landing flying qualities problam were exposed
mid-way through the real aircraft flight test program (Reference
18); pilot technique and task conditions exposed a "cliff" which
was related to excessive initial pitch time delay.

0 YF-17: A serious pitch-landing PIO problem was exposed on the NT-33 in-
flight simulator which was not evident during ground based
simulator evaluations (Reference 19). The cause of the problem
was excessive initial delay introduced by a low frequency prefilter.

e Space Shuttle: Although clearly not a fighter aircraft, the results of the
initial free-flight tests (Reference 20) are pertinent to this
discussion. Serious pitch PIO problems, caused in part by excessive
initial response delay, emerged when the task became more stringent.
The problems occurred on the last preflight test where the task was
to land on a real runway rather than the huge lake bed landing site
used in the first four tests.

In suary, we have confirmed that time delay is a critical factor in fighter
flying qualities and established that valid evaluations require careful attention to
the task details and pilot technique. Potential flying qualities evaluation criteria
which are applicable to fighter aircraft with complex, delay-prone, flight control
systems are reviewed in the next section.

FLYINC QUALITIES EVALUATION CRITERIA

For typical advanced fighter digital flight control designs, the initial
response delay is made up of a combination of pure transport time dalay and equivalent
or effective (depending on the "measurement" method) tims delay. The additional o= l
system dynamics, or high order dynamics, consist of 6oth high and low feqnney elmunts.
High frequency elmnts (high relative to the frequency of the principal ahort-tm re--
:pne mode) introduce time delay but do not change the response shape; low frquancy
lawsnts contribute time delay (phase distortion) and change the shape of the response
(mplitude distortion).

A flyinlualitas reguirement or desin criteria must, therefore, deal with
the affect of the flight control system on the overall aireraft responsae to a pl0ot tSumt.
The dimensions of the criterion must include both the time delay (pure and equivalont)
and the important equivalent aircraft response parameters.

_..- .................. ............ " , = ...............-I*. .



The purpose of this section is to comment on several existing flyinq qualities
evaluation criteria or requirements applicable to aircraft with time delay and, in
particular, to present the time history criterion from the NT-33 Lateral Higher Order
System program (Reference 10).

U.S. Military Flying Qualities Specification. ML-F-8785C (Referenoe 21)

The present military flyint qualities specification. NIL-F-8785C, addresses
the evaluation of highly augmented f ghter aircraft through the equivalent system method.
Unfortunately, the type of equivalent system matching process is not specified, which
diminishes te usefulness of the specification. Tim delay is addressed through specific
allowable delay values and indirectly through a requirement which limits the control system
surface phase lag at particular equivalent frequencies. gain, the lack of suitable defini-
tions for the equivalent delay measurement leaves the requirement somewhat ineffective.

The preliminary suggested revisions of NIL-F-8785C, the Nil Handbook-Ramdling
Qulities of Piloted Airplanes (Dec. 1981), attempts to rectify some of these deficiencies.
The euivalent s*ystem method to be used is specified in detail and specific boundaries ae
lace on equivalent time delay. Existing short-period frequency or roll mode tinm constant

boundaries are used to evaluate the equivalent parameters. This arrangement is an improve-
ment but the lateral axis time delay boundaries are not yet defined in the documnt.

An alternate longitudinal requirement proposed in the handbook uses equivalent
time delay and a new parameter, open-loop bandwidth, to define flying qualities boundaries.
The criterion (Reference 6) uses an estimate of the equivalent time delay called T ;
sample boundaries are shown in Figure 10. This criterion shows promise since it dbntaJi
the necessar diuensions of initial delay (,i ) and a metric (bandwidth frequency) which
relates to the aircraft response.

The concept of the bandwidth criterion is in effect an open-loop version of
the closed-loop Neal-Smith criterion (Reference 16). A deficiency which the criteria
share is the inability to account for the sensitivity of the predicted results to =sell
changes in the criteria constraints. This sensitivity is indeed the very system character-
istic which results in "flying qualities cliffs." To be useful a criterion must expose
these problem aircraft configurations which produce "explosive" flying qualities degrada-
tions with small changes in task performance standard (bandwidth) or pilot technique
(compensftion).
Neal-Smith Longitudinal Flyin& Qualities Criterion (Reference 17)

A detailed description of the genesis and evolution of this criterion is beyond
the scope of this paper. Simply stated, the criterion is based on the assuition that
precise pitch attitude control is essential for good flying qualities. Flying ualities
boundaries were developed through correlation with in-flight simulation data which relate
to the closed-loop pitch attitude task performance and the dynamic compensation necessary
to achieve an appropriate closed-loop bandwidth. The criterion assumes a simple closed-
loop pitch attitude tracking task and a desired bandwidth (degree of pilot task aggres-
siveness) which is a function of the task.

The criterion in its original form represents a very useful longitudinal design
guide for the evaluation of advanced highly augmented fighter aircraft. For a variety of
reasons, much effort has beAn expended to find alternative methods to do the sam job done
by the original criterion. Although the criterion is clearly not in a form to be used in
a flying qualities specification. it works as well as any alternative method and is no
mere complex to apply than the equivalent system method. It has the advantage of being
more directly related to the piloting task than other open-loop metri s. The criterion
allows the complete flight control system to be evaluated without the requirement for
equivalent parameter calculations. Further. evaluation of the interaction of initial
delay and aiVeraft response is handled in one step. For the Neal-Smith criterion, the
evaluation of the criterion output data is where the interpretation phase is found rather
than in the initial steps as in the equivalent system process; each approach has its
imperfections.

The criterion has been extended from the fighter tracking task to the precision
landIng task in a recent study reported In Reference 22. A version of the criterion
which is applicable to the landing task was developed using the approach and lending data
base of Reference 11.

In owmmary the Neal-Smith criterion represents a useful longitudinal fLgh*r
fly% qualities evaluation criterion for beth tracking and landing tasks. As su8e ted
in Refereme 22. the criterion should be revisited and a suitable metric develophed-hich
evaluates the sensitivity of task performemce to ihoe in badwidth. Refimmot of
Shi elosed-loop eriterion approach into a form sutable for Inclusion es a requiment
Ia a flying qualities specification is likely not practical. lNoever, recent devlop-
mm Is the applicati of the equivalent system method (preliminary NIL-875C reviieon)
haow creed a degree of complexity which akes the Neal-hth approach appear mere
roesmble.

Davelol -t of a closed-loop time domain criterion similar to the frequency
0ms Nel- th Criterion weuld be appopriate research area. yst with non-

lmear Leftmes esuld be properly evauatodwi th such a criterion.



RcvAnlent System Criter ia

As previously discussed, a longitudinal equivalent sys m a oa has beea-
corporated into the latest military flying qualities speoificatc (fozape 21) end
suggested revisions. The method specified a the nrqec eto e edat the McDonnefl-Douglas Company (Reference 3) and sems rered t as M t ,
Once the equivalent parametere are derived, they are compared with the aWrwate bowda-
rils in the specification. Generally, the em boundaries tan be used that lre Original-
ly developed for "classic" aircraft.

Unfortunately, this method has recently evolved into a m ch ame complex pro-
cedure (preliminary MIL-F-8785C revision). In addition, it is surrounded with contro-
versy related to the selection of the appropriate x s value for an evaluation. However,
the equivalent system method clearly has strong mrt. For example, the study reported
in Reference 22, evaluated the NT-33 JAN06 data base (iRofernce l) using the original
equivalent system method with very good results.

As noted in the discussion on KIL-F-8785C. the evaluation of the effects of
control SyStm dynamics, including p2ure time delay, on ftihter lateral flying qualities
is not well covered. The results of a recent NT-33 in-flight evaluation program (Refer-
ence 10) are of interest in this area.

This lateral higher order system (LATHOS) experiment involved very realistic
tracking, refueling and formation tasks as well as precision landing tasks. A wide
variety of control system effects, including time delay and prefilter Ug were extensively
evaluated with different levels of roll damping. Correlation of these data was obtained
using a time history equivalent system approach.

The effective delay, Tff. (to distinguish from 'VcFit" equivalent delay) and
effective roll mode time constanfff , are extracted from the roll rate step response
time history as illustrated in Figurel4. Finally, flying qualities boundaries on the
%iff versus f plane were derived using the data for the optima coemand gain. The
ti me domain equivalent system results for the Category A tasks (tracking, refueling) are
shown in Figure 11. Reasonable separation of the data is achieved. As for the longi-
tudinal axis, a sharp degradation of pilot ratin; with time delay is evident. Based on
these data, the allowable time delay appears to be a function of the aircraft response,
in this case characterized by the effective roll mode time constant. Chalk in Weference
23 further makes the case that the allowable time delay and subsequent degradation of
flying qualities is a function of the task performance standard (bandwidth) and the class
of aircraft.

In summary, equivalent system methods can be used to evaluate the flying quali-
ties of fighter aircraft with delay-prone, complex flight control system. Flying quali-
ties criteria based on equivalent system methods must include a definition of the method
to be used.

CONCLUDING RFMARKS

The flying qualities problems associated with the latest fighter aircraft are
moat often associated with control system time delay. This delay is typically intro-
duced into the initial response to a pilot input by the control system design strategies
which are now achievable with today's advanced high-authority electronic control systems.
In this paper we have atteted to review the meaning of time delay and its effect on
fighter flying qualities . in sumary, the major points in the paper are.

e Control system time delay, whatever the source, can have a profound effect
on longitudinal and lateral flying qualities for precision fighter tasks.

e The allowable time delay and the rate of flying qualities degradation with
time delay are a function of the level of task precision, pilot technique and
the subsequent aircraft response.

• The time delay measurement method nust be carefully specified and be a
part of any "equivalent system" flying qualities evaluation criteria.

e Exposure of flying qualities problem related to time delay can only be
accomplished with "high stress" realistic tasks.

0 Although the data base is far from complete, flying qualities criteafa exist
which, although imperfect, can be used In the desia process to avoid the
flying qualities problems related to initial time delay.

a Control system designers should recognize that complexity generally
results in greater initial response delay. delay-free individeal eleas
can contribute to the overall initial delay as perceived by the pilt.
Simple system are generally better.

• More flying qualities data are required to understand fully the effseo@
of time delay on fighter lying qualitios; in particular, the effects of
time delay n fi4ter pitch tracking flying qualities axe not well defned;
the effects of digital flight control system characteristics an figher
flying qualities Aesee wmre attention.
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EFFECT OF CONTROL SYSTEM DELAYS ON FIGHTER FLYING QUALITIES

by

Captain J.T. Bakker
Royal Netherlands Air Force

Prins Clauslaan 8
2595 AJ 's-GRAVENHAGE

The Netherlands

INTRODUCTION

In most of todays fighter aircraft the pilot's stick inputs during certain flight phases are
based upon information obtained from the Head Up Display (HUD). This information is generated by partly
digital systems with inherent time delays, which are not included in the control system time delays
described in the previous paper, although they may contribute to degradation of the flying qualities.

These comments give an example of such time delays existing in the 7-16 aircraft. Apart from
this some F-16 control system modifications and their resulting impact on the power approach handling
qualities will be discussed.

HEAD UP DISPLAY TIME DELAYS

Under instrument conditions the pilot's stick inputs during the approach phase may be based
upon information from the HUD. In the F-16 the pilot has to maintain glide path and 13 degrees Angle of
Attack (AOA). HUD symbology is shown in figure 1. The flight path marker (aircraft symbol) shows aircraft
velocity vector. The AOA is shown by the position of the AOA bracket with regard to the flight path marker.
The flight path marker will lag (due to delayed aircraft response) attitude changes. This lag will be
minimal when attitude changes are made at a slow rate. It would be incorrect to regard this lag as a time
delay, because the pilot is aware of the lag and the fact that he should not consider the flight path
marker as an attitude indicator.

The delay in presentation of both the flight path marker and the AOA bracket is shown in
figure 2. The flight path marker information is derived from Vx, Vy and Vz transmitted in digital form
from the Inertial Navigation Unit to the Fire Control Computer. Flight path marker computation takes place
in the Fire Control Computer, which transmits this data to the HUD Electronic Unit. AOA information is
sent from the AOA transmitter to the Central Air Data Computer. It is then transmitted in digital form to
the HUD Electronic Unit, where it is combined with the flight path marker information. The combined
symbology is sent to the HUD Pilot Display Unit.

Except the estimated delay of 20 milliseconds (me) at the AOA transmitter, all other delays
are sampling delays. The same assumptions as in the previous paper are used, namely that digital computa-
tional delay is not significant and that the sampling delay is one half of the sampling rate. We then find
a total time delay of 30 ms for the flight path marker presentation and a delay of up to 50 ms in AOA
presentation. If the pilot's stick input is made to correct an AOA deviation it will be 50 me late already.
Based upon the observations in the previous paper an additional control system time delay greater than
80 ma instead of the expected 130 ms will now degrade the flying qualities. This under the assumption that
visual display system time delays have the same impact on the flying qualities as control system time
delays.

CONCLUSIONS

Time delays in visual display systems may be serious enough to have an impact on flying quali-
ties.

Time delays in such systems should be part of future investigation and, if necessary, limita-
tions for such time delays should be included in the U.S. Military Flying Qualities Specification.

F-16 POWER APPROACH HANDLING QUALITIES

From the first days of the F-16 aircraft it is known that the aircraft possesses some
undesirable handling characteristics during the approach, landing and landing roll-out. One of the many
contributing factors to this undesirable behaviour are the control laws used in this flight phase. When the
landing gear is lowered the control laws change from a load factor command system to a blended AOA/load
factor command system. The predominant AOA command provides the pilot with a clear air speed/AOA cue. If
the air speed gets slow additional stick force is required to maintain a given attitude. Some disadvantages
of the system are a reduction in pitch control precision and an increased response of the aircraft to AOA
distortions caused by gusts and turbulence. During the landing roll-out aerobraking is performed at
13 degrees AOA to slow down the aircraft. During this aerobraking the control system changes to ground
control laws when weight on wheel switches are compressed. The air speed at which this occurs is a function
of aircraft weight and centre of gravity (cg) position. It varies from 65 knows (light weight, forward cg)
to 135 knots (heavy weight, aft cg). With ground control laws the AOA signal is no longer used as a control
input. The transient causes an abrupt repositioning of the horizontal tail, which is noticable to the pilot
because a (controllable) nose-rise will occur.
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MODIFICATIONS OF THE FLIGHT CONTROL SYSTd

Two modifications of the flight control system were made to correct problems in phases other
than the approach and landing phase. The horizontal tail area was increased to reduce the possibility of
a "deep stall" after a departure from the normal flight envelope. The second modification was a mechanical
repositioning of the horizontal tail (rerig) to reduce the chance of a violent pitch down when electrical
power to the flight control system is completely lost.

CONSEQUENCES ON POWER APPROACH HANDLING QUALITIES

The increased area of the horizontal tail causes an increase in sensitivity to pitch comands
as well as an increase in tail authority in the approach configuration. This results in problems in the
areas: take off, landing and landing roll-out. During take off the pilot now can raise the nose before the
aircraft is ready to fly. Due to the increased pitch sensitivity there is also a risk of overrotation,
which will cause the tail of the aircraft to strike the runway. The same problem exists during the landing.
Touchdown is normally made at 13 degrees AGA, but abrupt stick inputs may cause overshoots big enough to
strike the tail (at 15.5 degrees AOA).

Because of the increased tail authority the nose-rise during the landing roll-out at the
changeover to ground control laws was much more pronounced and, especially at high aircraft weight and aft
cg, sometimes not controllable. This resulted in tail strikes. The mechanical repositioning of the horizon-
tal tail further aggrevated the abruptness and magnitude of the nose-rise because of an increase in hori-
zontal tail travel at the above mentioned changeover.

SOLUTIONS

The solution for the nose-rise problem during landing roll-out was to increase the AOA signal
fade-out time from 0. 1 to 1.1 seconds. This eliminated the problem.
The problems in the take off and landing phases were less easy to solve because they required radical
changes of the control laws. The blended AOA/load factor command system in the power approach configuration
was replaced by a pitch rate command system. Only above 10 degrees AOA an additional AOA signal provides an
AOA/air speed cue to the pilot. This AOA signal is also less dominant than the AOA signal used in the
present system (Fig. 3). The modified flight control system provides more pitch attitude stability at the
cost of AOA stability. Below 10 degrees AOA the aircraft is neutrally AOA stable, up to 14 degrees AOA
only a small amount of stick force is required to increase AOA and above 14 degrees AOA the stick force
required to increase AOA is raised with a factor 3. This results in a better pitch response of the air-
craft, which reduces the tendency to overcontrol. Additional benefits are that the aircraft is less
susceptible to gusts and turbulence, also undesirable pitch transients during landing gear selection are
no longer present.

Due to the various Air Forces using the F-16, numerous test pilots were involved in the evalua-
tion of the modified control system. Final test flights have been completed and the decision to incorporate
the modified control system in the F-16 will be taken soon. Incorporation will be subject to high cost due
to the required hardware changes in the analog flight control system and the number of aircraft already in
service.

CONCLUSION

Any improvement to a flight control system will almost certainly create problems in another
area, therefore even small deficiencies in control systems should be corrected at the earliest possible
stage.

LOW AOA AOA HIGH AOA

EXAMPLE 11 EXAMPLE 150

-6--

Fig. 1 HUD angle of attack symbologyI
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AN EXAMPLE OF LONGITUDINAL AND TRANSVERSAL OSCILLATION COUPLING i

THE EPSILON AIRCRAFT "CORK SCREW"

Author : J. IRVOAS
AEROSPATIALE

31053 TOULOUSE - FRANCE

SUMMARY

Few of the rules an aircraft manufacturer has to respect to est the regulation flight quality
criteria warn him against possible bad interactions which my exist between the classical oscillations
of an aircraft. Generally Dutch roll and incidence oscillation are mode, which are so separate that the
criteria attributed to each of them are specific and their analysis at the time of the aircraft design
is performed separately by uncoupling "lateral" and "longitudinal" equation. Hence the surprise when a
prototype military trainer aircraft manufactured by Aerospetiale "the EPSILON", revealed, during its let
flights in spring 1980, a sustained oscillation which for went of correct name, in the conventional vo-
cabulary of the best authorities on flight mechanics, was called "cork screw". All instrumentations,
whatever the orientation of their sensitive axes, bore the sign of this combined movement of incidence
oscillation and Dutch roll.

This was the starting point of an analysis which required implementation of the full panoply
available to the engineer : wind tunnel tests on models installed on a "yaw-pitch" heed simuletion of
the phenomenon by modeling with six degrees of freedom.

An incidence oscillation and yawing combination criterion, the march for influent aircraft ar-
chitecturer and the implementation of a solution uccesfully tested in flight on the preproduction air-
craft resulted from this analysis.

NOTATIONS

Cm Gradient of aerodynamic pitching moment coefficient with sideslip
P Sideslip

Cn1i Gradient of aerodynamic yaw moment coefficient with incidence
o Incidence

Specific weight of the air
S Aircraft wing reference area
1 Aircraft wing reference chord
m Aircraft weight
ey Radius of giration in pitch
t z Radius of giration in yaw

z Gradient of aerodynamic lift coefficient with incidence 1
Cmq Gradient of aerodynamic pitching moment coefficient with reduced pitch angular velocity q V
V Aircraft speed
Cyp Gradient of aerodynamic lateral lift coefficient with sideslip I
Cnr Gradient of aerodynamic yawing moment coefficient with reduced yaw angular velocity r V
Cne Gradient of aerodynamic yawing moment coefficient with sideslip
r Yaw angular velocity
q Pitch angular velocity
Sd Fin area
ld Distance from the aerodynamic centre of the fin to the aerodynamic centre of the wing.

PLAN

1. Introduction
2. The phenomenon on the prototype aircraft
3. Intuitive explanation of the phenomenon
4. Mechanical explanation : modeling of the phenomenon
5. Physical explanation
6. The solution : the production aircraft

1. INTRODUCTION

The tail cone design of the EPSILON, a two-seater economic initial trainer aircraft designed for
the French Air Force, presented a very particular problem.

This aircraft is characterized by a high power ratio provided by a single 300 H-P AVCO LYCJNING
propeller engine, allowing the aircraft to fly at 200 kts.

The prototype presented a Dutch toll greatly disturbed by the slipstream of such a propeller.
This led Aerospatiale to study the interaction of this slipstream with the aerodynamics of the aircraft
with the greatest care. This study resulted in the preproduction aircraft design. This report deals with
this experience.

2. THE PHENOMENON ENCOUNTERED ON THE PROTOTYPE AIRCRAFT
The phennmenon occurred from the very 1st flights : either during stabilized yawing tests or du-

ring actuation of the rudder to identify the lateral characteristics of the aircraft.
Whereas the Dutch roll converged slowly but steadily as expected on some oceasions (sheet 2), the

convergence presented variations during other flights (sheet 3). Sometimes the divergence (sheet 4) was
so large that the yawed flight could not be stabilized.

.... ... :-----
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The defect mainly appeared in clean configuration on right sideslip. The phenomenon appeared as
a "cork screw" movement to the pilot (sheet 5) : it was a combined "yaw-pitch" oscillation clae to the
quadrature, the aircraft nome describing an almost circular anti-clockme movement.

The amplitude of the phenomenon could reach a t 20 sideslip at 200 kta, associated with a t 1.250
incidence.

With flaps and slate extended, the defect appeared less clearly with a strong left aidealip, the
rotation was then clockwise.

3. INTUITIVE EXPLANATION OF THE PHENOMENON
Of course, the phenomenon can easily be understood when one is aware of the "aerodynamie facts"

which occur. It is nevertheless necessary to link them to reecho logical reasoning s a vicious circle has
to be built, since we were dealing with a self-sustained movement. We are going to understand intuitively
that a combination of 2 aerodynamic facts is necessary. The first fact is an effect of the incidence on
the yawing-torque (sheet 6). Let us consider that the aircraft is side-slipping to the right, the wind
vane effect (return torque) being countered by an opposite rudder deflection (stabilized side slip).

Let us imagine a disturbance which makes the aircraft pitch-up (increased incidence). A loss of
the return torque is noted, hence an increase in sideslip.

Let us continue immediately with the 2nd fact : an increase in sideslip causes a nose-down torque
(sheet 7). The increase in sideslip is therefore immediately followed by a decrease in incidence. At this
point in our explanation, the nose of the aircraft has described a semi-circle since its Initial pitch-up
disturbance. The lower semi-circle can be explained in the same way from the nose down movement in which
we left our aircraft. The circle thus closes, and we can imagine that undersome favourable conditions the
movement manager to become self sustained.

At this point in our "explanation", 2 questions avise for the enginer who wants to understand :
- what conditions are to be fulfilled for the movement to become self-sustained 7
- what causes the aerodynamic facts presented ?

We will try to answer these questions in the following paragraphs. The aerodynamics characteris-
tics involved in this phonomenon Cm(a , $) and Cn (W, ), have been revealed on a model in the wind-
tunnel. In chapter 5 we will describe tHe important wirid-tunnel test campaign which was carried out in
order to understand and cure the phenomenon.

4. MECHANICAL EXPLANATION : MODELING OF THE PHENOMENON
It is easy to answer the 1st question : what conditions are to be fulfilled for the movement to

become self-sustained ? Flight mechanics help us to do so.
Aircraft "modes" are usually analysed from its equations linearized and u ed Into two sys-

tems : a longitudinal one, and a lateral one. A first approximation of the iutch roll and the incidence
oscillation is thus easily defined (sheet 8).

Linearization and uncoupling : two operations still used, but which will probably be given up
some day and be replaced by the bifurcation methods (ref. 1) based on the catastrophe theory. As we can-
not present our phenomenon using this method (l'Office National de Recherches en Aeronautique -ONERA-
is concentrating on it), we will go on linearizing.

On the other hand, we shall not uncouple, since the phenomenon we are interested in can precise-
ly be explained by a coupling between the longitudinal and lateral system. The coupling appears through
excitation of the incidence oscillation by the sideslip (Cmep) and an excitation of the Dutch roll by the
incidence (Cne). As shown on Nyquist's drawing, the combination of these two couplings can came a di-
vergent mode in the following necessary, but not sufficient condition

CnS . Cm 0

Sideslip and incidence are then in quadrature. Nyquist's drawing on sheet 8 illustrates the case encoun-
tered in cruise around which CnIC and Cma are both negative. The incidence is a phase ahead of the
sideslip : the rotation of the aircraft nose, seen by the pilot, is indeed anti clockwise.

The aircraft modes, taking longitudinl-lateral coupling into account, are given by the charac-
teristic equation of the full system of linearized equation of the aircraft (sheet 9). For the sake of
clarity we have neglected the roll equation here : this is perfectly acceptable, because this simplifica-
tion is generally justified at high aircraft speeds.

Uncoupled system modes, as we can see, are but a first approximation of the real modes i a lot
approximation that is sufficient in the case of the incidence oscillation, but rough in the case of Dutch
roll in sofer as its proximity to the imaginary axis my well give rise to a divergence.

The sufficient condition for it to appear is thus expressed (sheet 10)

What was the situation for our aircraft with respect to this criterion ? (sheet 11). As we can see, all
the conditions to cause a divergence are present I the divergences met in flight were reproduced in simu-
lation (sheet 12).

It was the 1st time such a phonmanon occurred on aircraft manufactured by us. We therefore gave
in to our curiosity and sought to find out how they stood with respect to this criterion (sheet 13).

This table reveals amnitivity to any latent coupling of our EPSILON prototype. The low value of
the product Cnr Cn of this aircraft is striking. Lot us anelyse the physical cusee of this sensitivity.

5. PHYSICAL EXPLANATION
The sensitivy of en aircraft to the phenomenon previously described depends an the respective

levels of the product CnteCnr on the one hand and of the product Cnd( e Cmp on the other.
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5.1 Value of the coefficients Cna t Cr

The low value@ of Ciio and of Cnr are always associated with a small fin aw (Sd) or a short
fuselagme (1d) s this is shon clearly on shoot 13. The low values of Sdld an cheracteristic ofa sin-
gle engine aircraft i this type of aircraft does not need a yew torque to counter the failure of an off-
centered engine.

Ne think therefore that these simple engine aircraft are oe likely to present our peomn.

This low value of coefficients Cnr and Cnp however Is not disturbing insofar m the coeffi-
cients Cnat and Cof are small. This Is what we onaged to achieve on the production aircraft.

Let us try to me why theme crossed coefficients were important on the prototype aircraft.

5.2 Value of coefficients CnOf and CmA

a) Influence of the Ancidece on the aw torque (Cn
The numerous wind tunnel tests have been cerried out on very different configp o e of the

model %
- with and without engine (airframe),
- with and without horizontal stabilizer,
- for various tail-cone configurations,
- for various sideslip and various incidences.

These tests have revealed that the airframe presents a wind vane effect the gradient (n) of
which decreases under the effect of incidence :at strong sideslips (stabilized sideslipe) the you return
torque due to sideslip is thus already very sensitive to the incidence. The addition of engine, an the
model tends to extend the effect of the incidence and make it more uniform in a wide rnge of positive
sideslip (sheet 14).

This effect is naturally associated with the direction of rotation of the propeller. We doll
notice that the addition of an engine has an important effect only where the aircraft incidence Increases.

The tail cone modificetions we will deal with in the next ctpter have reduced only alightly
this gradient Cno.

b) !nfluence of sideslip on thepitching_ m.men (CML)
We have noted in the wind tunnel that the pitch-dowa moment due to sideslip already existed on

a model with no engine as well as on a model without horizontal stabilizer.

We notice this effect on all aircraft with low wings (EPSILON, A300). On the contrary, we do
not meet it on the model of our high wing aircraft project : the ATR 42 (commuter aircraft The initial
characteristics of the EPSILON or ATR are not modified by their models being equipped with a horizontal
stabilizer at the middle or top of the fin : the sideslip remains neutral on the pitching moment of the
ATR ; it remains pitch down on the EPSILON prototype.

On the contrary, equipping the EPSILON end ATR models with a low stabilizer, corrects the Cma
effect : the sideslip pitch-down effect is hardly perceptible on the EPSILON (sheet 15) ; the sideslip
become even pitch-up on the ATR (sheet 16).

6. THE SOLUTION : THE PROOUCTION AIRCRAFT

Considering what has just been said, one will understand our line of action to cure this "cock
screw" phenomenon.

Action took place on two fronts
-the fin efficiency has been increased : new srea, new aspect ratio (see sheet 17),
-the horizontal stabilizer has been lowered, both because of its position on the tail cone, and of the
new design of the tail cone itself.

Wind tunnel tests of such a configuration have revealed a 25 % increase in coefficients Cn1
and Cnr on the are hand, and a very important decrease in the coupling term product CincO.CI , on the
other (see sheet 18).

All these modifications have brought the aircraft bech to an acceptable stability range, pre-
senttng a reassuring safety margin as indicated by the criterion we have defined.

Simulation tests have confirmed the validity of this rule (see sheet 19). Finally, test flights

have proved that our line of action was justified. The production aircraft, built according to theme pre-
cepts (see sheet 20) gives full satisfaction.

Our satisfaction is justified, all the more so as we have managed to resolve this problem while
keeping whet had been judged to be good and pleasant In the prototype flight qualities.

Finally if we realize that the whole operation, from the discovery of the phnomenon on the pro-
totype, to the demonstration of its cure on the production aircraft, lasted only six monthe (including
Design Office analysis, wind tunnel tests, manufacturing of a modofied tail cone), one will understand why
we condider this operation to be a success. EPSILON in now sold to the French Air Force which has ordered
150 aircraft. The 1st deliveries are scheduled for September 1983.

Ref. 1 a Use of the bifurcation theory in flight mechanics
ONERA - P. GUICHETEAU - Novembre 1979 - ref. RT 2/7225 SY.
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ADVANCED FLIGHT CONTROL DESIGN TECHNIQUES
AND HANDLING QUALITY REQUIREMENTS*

THOMAS B. CUNNINGHAM
RHALL E. POPE

HONEYWELL SYSTEMS AND RESEARCH CENTER
P.O. BOX 321

MINNEAPOLIS, MN 55440
UNITED STATES OF AMERICA

1.0 INTRODUCTION

The piloting tasks of tooay's multi-surface high performance aircraft are becoming
increasingly complex. Accommodating multiple axes dynamic coupling has become more
uitticult with the adaition of direct force control and promises to become more
aitticult still with the introduction of thrust vectored propulsion systems. The
aouitional capabilities provided by airect force and thrust vectoring while increasing
weapon system effectiveness have introduced new requirements for handling quality
specifications. Central to the adequate treatment of these new requirements are
specifications which aoress the key element of multi axis dynamic coupling and high

level of augmentation in the flight control system. These two elements seriously
challenge the utility of current handling quality criteria defined in Mil-F-87859 and C
ana in Mil-F-9490.

Handling qualities criteria as specified in Nil F-8785 B/C are defined primarily from
the aircraft transient response perspective. This assumes single input types of
stimuli and that eigenvalues of linear fixed point models (either closed or open loop)
are good indicators of the quality of response. Gain and phase stability margins as
aetined in Nil F-9490 assume decoupled loops which can be analyzed accurately one loop
at a time. Classical frequency response techniques developed by Bode [11 and others
are the basis for this criteria.

The introduction of multi-input coupled dynamics poses a problem for both of these
criteria. Multi-mode command augmentation systems with high levels of augmentation
have introouced new moogs of response which do not easily fit into 8785 criteria, The
notion ot equivalent systems has been conceived to help address this issue. Dynamic
coupling in multiple control loops has also made the application of classical
techniques very ditficult. Stability margins as defined by 9490 can also be misleading
tog systems with significant dynamic coupling.

Over the last two decaoes, modern control techniques have offered the promise to
relieve the aesign problems acrompaiylng multi-input dynamically coupled systems.
Optimal control synthesis techniqueb, primary the Linear Quadratic Gaussian (LQG)
approach, are structurea to direc'ly aodress the multi-input transient reponse design
problem.

Control designs resulting from LQG synthesis were also initially thought to have very
attractive stability robustness properties[2]. Additional research determined that
these properties held only for the "ull state" measurement case 131 which is difficult
to achieve in practice.

More recently, renewed interest in robustness has spurred a rediscovery of the
frequency domain as an insightful medium for analyzing multi-input system performance
ano stability characteristics. Additionally, recent research has determined that
bandwidth may be a gooa indicator for specifying handling qualities for 6DOF systems
[4i. The use of a "bandwidth hypothesis" criteria greatly facilitates design of
guiaance and control augmentation systems because similar criteria can be used for
either manual or automatic loop closing.

The remainder of this paper is devoted to how modern control analysis and synthesis
techniques can be applied in the frequency aomain ana likewise tied to the bandwidth
consiaerations for handling quality criteria ana ride quality. Section 2 contains the
control perspective for multi-input multi-output systems. Section 3 aiscusses the use
or linear quadratic guassian (LQG) aesign techniques to meet frequency domain design
goals. An example ot a YF-4 (F-4 with horizontal cannaras) is presented in Section 4.
Conclusions and recommendations are made in Section 5.

2.0 CONTROL PERSPECTIVE

The fundamental goals of control of physical plants are:

0 Desired Command Response
0 Disturbance Rejection

* The authors wish to thank the staff of the Systems and Control Sciences Group at the

Honeywell Systems & Research Center. Particular thanks goes to Dr. Joseph E. Wall and

Mr. Stephen G. Pratt who assisteo in the design example. Research supporting the

concepts discussed herein was performedon numerous internal research projects, US

Office of Naval Research contract N00014-75-C-0144 and US Department of Energy contractET-78-C-01-3391.
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We can ado the basic plant stability to this list if the uncontrolled plant is unstable.

The problem is to achieve these specified performance objectives from an incompletely
known aircraft in the face of uncertain disturbances. Such a problem invariably forces
the use of feeoback. The effect of feedback on aircraft performance is such an
important element of this approach that a review of the fundamentals is required. By
examining the properties of feedback in a general setting, without regard for the
technique used to generate the feedback law, the fundamental relations will become
evident. We will be highlighting the aircraft flight control problem, bbt utilize more
general concepts aescribeo in mathematically rigorous detail in reference 5. We start
with a aiscussion of Flying qualities and Ride quality.

2.1 Flying Qualities--NIL 8785C [6) provides the basic specifications for good
tlying qualities. For commano reponse a popular interpretation of 8785 involves
requiring the C* response [71 to fall within the envelope of Figure 1. This provides
the command response objective which will be fulfilled by the control system. This is
a well-accepteo criterion for rigid aircraft.

The envelope of acceptable time-domain response shown in Fkgure I can be represented
also in the trequency-domain. The control system must ensure that the actual aircraft
response tails within this envelope. To accomplish this objective, we use both
teeabaCk ano precompensation. in the frequency-domain, the effects of feedback
and precompensation are readily understood and separated. As discussed in detail in
sections 2.3 ano 2.4, feedback can reduce the uncertainty associated with our nominal
open-loop mocel over frequencies of interest. In other words, it 'shrinks* the
envelope of frequency responses. We must use enough feedback that the envelope of
closed-loop responses is smaller than the design envelope. The size of these envelopes
yield frequency-domain bounds on the "sizeu of the loop gains. Precompensation is then
used to adjust this envelope so that it falls within the design envelope. In essence,
precompensation performs a band-limited inversion of the closed-loop system and then
inserts the desired dynamics. Precompensation can be successful only after sufficient
feeoback has been applied. The feedback design process is explained in Section 3.

mm -

Figure 1. C* Envelope

2.2 Rice_gulities--There are a number of ide quality indices that are expressed
as rin values, as limits on power spectral density responses (PSD) or as weighted
integrals of PSD. The U.S. Air Force crew ride index is presented in MIL-F-9490 18).
A aiscomfort inoex DI is defined as: 1/2

D = ) t W(f) 2 T T (f) 1 2, (f)dt (1)
0.1CS u
0.1

where

Di  Rice discomfort index (vertical or lateral)
W(t) = Acceleration weighing function (vertical or lateral) 1/g, Figure 2.
S(f) - Transmissibility at crew station, g/ft/sec
uff) Von Korman gust power spectral density of intensity (vertical or

lateral gust) specified in MIL-F-8785
f * Frequency, Hz
t = Truncation frequency (frequency beyond which aeroelastic responses

are no longer significant in turbulence)
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Figure 2. Acceleration Weighing Functions 181

For design purposes, the discomfort inaex can be used to generate bounds on the loop
gains to achieve acceptable aisturbance rejection.

2.3 Feeoback Improves Performance--A typical single-loop feedback situation
for C* response is shown in Figure 3. Here we have disturbances acting on an aircraft
to upset the goal of tracking the command C*c. We can express this goal as
maintaining C* errors smaller than a specified level, c,

iC* - C*cI < C (2)
msWsUAUM M)

Figure 3. C* Feedback Loop

It is assumeo that measurements of C' are imperfect because of sensor dynamics anio
noise. In typical feeoback fashion, the sensed response is compared to the desired or
comaanoe value, ania the error is useo by a controller to generate a control signal to
arive the actuators on the aircraft.

Each of the elements of this loop can be representea by its transfer function relating
the LaPlace transform of the response to the LaPlace transforms of the forcing
function. The error response of the aircraft to commands, C*c, aisturbances, D, and
sensor noise, N, can then be developed by standard feedback equation manipulation.

Letting

D= -D Disturbance as seen at the output C* in the absence of feedback,

L - GKT = Feeaback loop transfer function (i.e., transmission around the feedback loop)
ano

T= ''true - T - C' sensor uncertainty we get:

Fiure 1 - L (N+TCk )'

it is equation telates system pertormance to each error source. ts various terms can
be nterretea either as amplituoes of sine waves or, more generally as signal
spectra. vn either case, four immediate consequences can be seena

conseeen s of The loop transfer function must be large to achieve small
the Los.hiWrsforLows from the first term on the right hand side of the error
equation. In fact, in orfer to meet our specified error level, we must have

ID-C'
il+LI , , c (4)

Thus, at those frequencies where either the disturbance resonse or the commands
are large compared with we require L to be large.

Ian
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onequence No. 2. Model uncertainties (errors in L) must be small enough. This
olos trom both terms. Letting errors in L be AL, these terms require that 1 +

L + AL 0 0 for all frequencies and all AL. One way to ensure that this is
true is to require I1 + LI > IALt for all frequencies and all AL. This
is a statement of the robustness of feedback systems and quantifies the amount of
uncertainty which can be tolerated without loss of stability.

Cons uence No. 3. Sensor noise must be small enough. This follows from the second
term, wich requires that:

I I I whenever L >> 1 (5)

Cosenuence No. 4. Sensor uncertainties (errors in T) must be small enough. This
a so ollows trom the secono term, which requires that

T I_<_1 •  whenever L >> 1 (6)

This result specifies the uncertainty which can be tolerated in the C* measurement
at each frequency.

For various applications, different ones of these consequences are are of dominant
Importance.

2.4 Multi-inputs and Multi-Outputs--zn the minds of most engineers, these
tunoamental consequences of feecback are associated with the classical single-input
single-output feedback theory. It is not generally recognized that they are equally
true for more complex multi-input multi-ouput situations. This has been made clear by
recent research on extensions of classical concepts to multivariable problems (5].

lIDo-C 11
Consequence No. 1. a(I+L) > 0 c

Consequence No. 2. a(I+L) > F (AL)

Consequence No. 3 liT -1 Nil < C

Consequence No. 4. F(T-1 AT) < IIC--

c
here 7 (-) anda (-) are the maximum and minimum singular values of the
inoicateo matrices ano I • II represents the magnituae (norm) of the indicated
vector. a (*)can be interpreted as the maximum gain which the matrix can produce
(at a ttequency) no £ (a) can similarly be interpreted as the minimum gain*.
These oetails are aiscussed in more detail in reference 5.

2.b multiple Design Goals

In sections k.3 and k.4 we have discussed how to approach single and multiple input
teeaback control for a C* design effort. To incorporate ride quality into the design
we must expana the teeaback structure shown in Figure 3 to a vector performance goal.
This is shown in Figure 4.

NaMAL~~~~~~ ACILSiIS I S SN LS utav

.ITUewIl. IL"FLIP" ToI t"INT

Figure 4. Multiobjective Design Loop

Mathematically, we can express this as a(A)-max IJAxll and a(A)-min IIAmiI
Ilix Ml lil 1 111.1 lxii
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The pertormance response weighting and 
nz is w(s). This is equivalent to the

"acceleration weighting function* for vertical vibration of Figure 2.

Working these into our analysis we arrive at an expansion on our *consequences of
feedback."

Consequence No. I
IlDocll IICc*II l1w(s) DentIl

!(I+L) > max ,
cC cC rq

Consequence No. 2 c1

I(I+L) > 6(AL)

Consequence No. 3

II T l II< min tc.,c /Ilw(s)Ili/ whenever L >> 1
(SI

Consequence No. 4

(T1 A) < cc*

2.6 Graphical Interpretation--There is no need to delve into the intricacies of
matrix theory in order to understand the fundamentals of feedback. Performance can be
shown graphically by plotting the right hand side of consequence no. 1.

Ls "i
Erg UNCERTAITY
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Figure 5. Design Objectives

Such a plot is shown in conceptual form in Figure 5. Magnitude vs. frequency on a
log-log scale has been plotted. Wind gust disturbances have been plotted according to
their effect on the C* output. Command spectra are included as the transform of the
aesirco response to C*-commands. Likewise, a ride quality boundary plot completes the
right hano siAe of consequence no. 1.

It the Oub line is inserteo on Figure 5, Consequence No. 1 can be used to determine
requirements on L. In particular, fgr those parts of the figure which lie below this
line, no teeoback is requized, i.e. o(L) can be less than 1 at those frequencies.
however, for those parts which lie above the line, we require 2(L) > I in order to
reouce errors to the c-level in the closed loop.

Consequence No. 2 also can be interpreted graphically. We recognize that for any
physical system, the uncertainty associated with a model of that system inevitably
becomes large at high trequencies. In order to ensure stability, the feedback loop
must roll-oft before the magnitude of the uncertainty reaches unity and it must
attenuate quickly enough. This attenuation rate is the uncertainty associated with our
resign oaol and is plotteo in Figure S. Stability requires that aLL) lies below
this curve.

These observations suggest that Figure 5 can be used to determine graphically tne
suitability on any L, and thus of any compensator K, by directly sketching the singular
values of L. Such a plot is shown as Figure 6. We observe that it is desirable to
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Figure 6. Trial Design

have the O(L) lines follow as closely as possible to the disturbance or command
limits. This minimizes control authority. Also, we have a prior assessment of
component bandwidths in terms of performance specifications and the disturbance/command
environment.

This discussion has addressed fundamental feedback relations which must be obeyed by
any control system. These relations hold for all controllers whether designed with
mooern or classical tools. These fundamentals relate the size of disturbances and
commands to the size of the required control law. They provide a multivariable
generalization of classical single-loop concepts such as large loop gains give good
performance. To be successful, a design technique must manipulate the shape of the
loop gains. The use of LQG synthesis to provide these desired loop shapes is presented
in the next section.

3.0 CONTROL SYSTEM DESIGN

3.1 Feedback Design Objective--The design objective of a feedback control system for
aavancea aircraft can be expressed in the frequency-domain in terms of properties of
the loop transfer matrix. In Section 2, we explained how model uncertainties and
reduceo-order models impose limitations on the loop gains. Specifications on handling
qualities and rice qualities were shown to translate into requirements on the loop
gains. Summarizing these discussions, the feedback design problem becomes one of
finding a compensator K(s) which shapes the loop transfer matrix G(s)K(s) in such a way
that:

1. The loop gains a(GK) are high at low frequencies to meet the handling qualities
and ride qualities performance requirements.

2. The loop gains a(GK) are low at high frequencies to meet stability robustness
requirements, and

3. The transition, or "crossover," between these two regions is accomplished in a
stable manner.

An important discussion of this third point is found in reference 15). This frequency
domain interpretation of the design problem was illustrated graphically by the
multivariable a-plot shown in Figure 5.

so far, we have described the feedback design problem as a oesign tradeott involving
performance objectives and stability requirements. This tradeoff is essentially the
same for 680 and NINO problems. Design methods to carry it out, of course, are not.
For scaiar oesign problems, well-developed tools (i.e., *classical control") exist
which permit aesigners to construct good transfer functions for Figure 5 with
relatively little difficulty. Various attempts have been made to extend these methods
to multivariable aesign problemss "Single-loop-at-a-time" methods, the Inverse Nyquist
Array 19J methodology, and the Characteristic Loci (101 methodology. These methods are
based on the idea of reducing the multivariable design problem to a sequence of scalar
problems. It is shown in Reference (5) that these design approaches are not generally
reliable in achieving the design objectives shown in Figure 5. The difficulty is that
the selected set of scalar design functions are not necessarily related to the systemes
actual feedback properties. Further elaboration of this point and an example
illustrating the problem may be found in (51.

__ _ _ _ _ _ _ _ _ _



A second mjor approach to multivariable feedback design is the modern
Linear-Quadratic-Gaussian (LOG) procedure. Honeywell has been deeply involved in
research in this area and has successfully applied the methodology to numerous
aerospace systems, fram the 1968 flight tested B-52 LANE Program to the C-5A ALDCS, the
YF-12 LAMS, the J-85 engine, and the F-4 lateral axis, the V-SC CCV, the 8DEA? vehicle
and Re-entry Guidance and control. These experiences have brought a fundamental
reinterpretation of the LOG methodology. No longer is the methodology viewed as a way
to optimize time responses. Rather, it can be as an effective tool to do multivatiable
control design in the frequency-domain. This new LOG/frequency domain philosophy Is
discussed in the following.

3.2 LOG Loop-Shaping

A detdilea description of the manner in which LOG can be used to solve multivariable
frequency-donain problems is given in the reference (5j. The properties of LQG loops
which make effective for frequency-domain design are briefly summarized below.

We will deal with the standard LOG controller configuration shown in Figure 7. This
has the same structure as the generic control system introduced earlier in Figure 4.
In this figure, the controller is treated as an ordinary finite dimensional linear
compensator with a special internal structure consisting of a Kalman-Bucy filter (987)
cascaced with a linear-quadratic state feedback regulator (LQR). Standard symbols will
be used to represent these elements; i.e., the state space realization of G(s) is
composed of the matrix triple A, B, C, the control gains are denoted by matrix K
the filter gains by Kf, and the weighing and noise intensity matrices by Q, R and
-, 0, respectively.

00UNinATOR KW

r-- - - -- - - - - -I -

Figure 7. The LQG Feedback Loop

The loop transfer properties of interest are those corresponding to loop-breaking
points (i) ana (ii) of the figure. Two other loop-breaking points, (i)' and (ii)' also
are shown in the figure. These are internal to the compensator and therefore have
little direct significance. However, they have desirable loop transfer properties
which can be related to the properties of points (i) and (ii). We will concentrate on
points (ii) ana (ii)' and present the theory for these points. We return to points (i)
and (i)' at the end of this section.

FACT 1. The loop transfer function obtained by bleaking the LQG loop at point (ii)l is
the LQR loop transfer function Kc(Sl-A)' B.

Fact 2. The loop transfer function obtained by breaking the LOG loop at point (ii) is
KG. It can be made to approach the LOR loop transfer function Kc(S-A)" B
arbitrarily close by designing the KBF according to a full-state loop transfer
recovery procedure due to Doyle and Stein (11].*

The significance of these fact. is that we can design LQG transfer functions on a
full-state feedback basis and then approximate them adequately with a recovery
procedure. This robustness procedure has been demonstrated for wing flutter control
1121, and RPV control design (131.

Full-State Loop Transfer Design--The intermediate full-state design step is worthwhile
because [OR loops have good classical proerties [14]-(16]. The basic result is that
LQR loop tanfer matrices T(s) - K (sI-A) -B statisfy the following return
aitference identity 1121 for all frequencies w:

Il+T(3w)1*R(I+T(]w)]-R+1H(JwI-A)'1) [H(j-A)lB1 (7)

where HTH-Q>O is the state weighting matrix. When the control weighting matrix is
a scalar times the identity, R-pI, the singular values of the transfer function T
satisfy**

* This requires the assumptions that G(s) is minimum phase and has at least as many
outputs as inputs
W* Non-identity R matrices can be substituted in B by letting B' BR/2.

-I. . . . . . . . . . . . . . . I . . . . .. . . r l . . . . . .. ... r . . .. . . . . . .
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o1 1T(J)j)] o I(jwz-A)' 31/i' -

whenever the right-hand-side is much greater than 1151. This means we can choose 0
and H explicitly to satisfy the low frequency performance conditions shown in Figure 5.*

The return difference identity (6) also guarantees that the LQR return difference
always exceeds I, i.e., o[I+T(jw))>l for all frequencies. This is a
multivariable generalization of avoiding the -1 critical point on the Nyquist Diagram
for scalar systems. It implies that LOR loops provide resonable transition or
"crossover* between the low and high frequency regions shown in Figure 5.

Finally, we note that at high frequencies the LQR loop approaches

This shows how the high frequency roll-off characteristics are related to p and H.
This Is a relatively slow attenuation rate and is the price the regulator pays for its
excellent return different properties. We recognize that no physical system can
maintain indefinitely a 1/w characteristic. This is not a concern since T(s) is only
a oesign function ana will be approximated by the full-state loop transfer recovery
proceaure.

Full-State Loop Transfer Recovery--As mentioned earlier, the full-state loop transfer
function aesigned above for point (ii)l can be recovered at point (ii) by a modified
KBF design procedure."* Special noise statistics are used for the KBF design. The
orive noise intensity matrix is modified as 2 - q BBT where = is the nominal
noise intensity matrix and q is a scalar parameter. Then as q becomes large, we know
that the filter gain Kf behaves in such a way to yield loop transfer recovery for
point (ii). Mathematically [13), K(s)G(s) + Kc(SI-A)-lB as q - -.

Based on the above summary of frequency-domain properties of LQG controllers, the
tollowing simple loop-shaping procedure is suggested.

Step 1. Design a LQG with 0 and H selected such that the loop transfer function T(s)
meets performance and stability robustness requirements (Figure 5).

Step 2. Design a sequence of KBF's with modified driving noise intensity matrix and
the parameter q allowed to take on consecutively large values.

Step 3. Select an element of the resulting sequence of transfer functions. K(s)G(s)
T ts), q 4 - which adquately approximates the desired functions over the

trequency range of interest.

All oesign objectives including nominal stability are then assured. Our conclusion is
that LQG represents a powerful, general tool for obtaining multivariable
frequency-comain designs.

We have aiscussec designing a full-state regulator and then recovering the full-state
propertieb with a Kalman-Bucy Filter. We followed this approach because this is the
usual sequence one considers for LQG design. We note that the procedure also applies
to loop-breaking point (i) in Figure 7. For this point, however, the role of the
kilter ana the controller qre reversed. We begin by designing a KBF whose loop
transfer function C(sI-A)-'Kf (at point (i)') has good frequency domain
properties. Then we design a sequence of LQR's which serve to recover this function at
point (i) (5). The equations for this alternate procedure are mathematical "dualsE of
the ones given above. The subtle differences between the two procedures are discussed
in Ref. 17).

The dual procedure, designing the filter first and then recovering the full-state
properties with regulator, is more compatible with the objectives of this paper and
will be used for the control design task. It is illustrated in the following aircraft
design example.

it also may be necessary to append additional dynamics. For example, to achieve
zero steady-state errors may require additional integrators in the plant. This is
equivalent to "trequency-dependent" weighting.

* The zequitea theoretical assumptions are that the plant have at least as many
outputs as inputs and be minimum phase. In practice, the recovery procedure is
eftective as long as G(s) has no right-half-plane zeros below the crossover
frequency. The limitations on the achievable performance of feedback systems
because of non-minimum zeros is discussed in reference (151.

a
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To illustrate the specification interpretations of section 2 and the LOG loop shaping
methooology of section 3 a pitch axis control law design is presented in this section
tot a special version of the F-4 aircraft. Using oata from reference 18 a single
fiight conoition fot the YF-4 aircraft (M-.6 at Sea level) is chosen. The YF-4 has
twin horizontal canards which can be used for feedback control. The short period &Mel
with actuator oynamics in state space form is

1a -. 0504 .9915 .1232 -.03b
0 0 -23 00 6s

[ F 0.80  -1.328 -16.434 6.34] la
[ 0 c-20.0 j

+ 0 
0c

120 20. cl

where the state vector is
1 = angle of attack - rad. 1

q pitch rate - rao/sec.
.s stabilator actuator - rad.I

c = canard actuator - rad. J

ana the input vector is

1 =:- stabilator command - rad.
6c - canaro command - rao.

Ine open loop venicle is statically unstable with short period poles at -4.464, ano
+k.0b. Outputs available through sensor measurement are pitch rate, q, ano normal
acceleration, at the pilot station, neD. Assuming no sensor dynamics or errors
(noise will he aooresseo by proper attnuation) these outputs are related to the
comano specitications of C* ana nzp (for ride quality) as follows:

[2 [:324 :1 nzp]
Tnis transformation of the sensed outputs to command outputs properly poses the problem
in the appropriate design form which is compatible with the block diagram in figure 4.
This allows us to view the design goals highlighted in figures 5 & 6. For this example
we have chosen to design a level 1 C* response (in addition to stabilizing the
aircraft). Verification of ride quality is beyond the scope of this example.

The form of the control design problem requires desired loop shaping at the outputs of
the plant. We must therefore use the dual design procedure of the steps outlined in
section 3 and start with the Kalman-Bucy filter (KBF) design. Recall that the
compensator, K(s), relates to figure 7 by K(s) = Kc(sI-A+KfC+BKc)Kt. The KBF
aesign will oesign a portion of the compensator, C(sI-A)Kf, Kf, which is robust at
loop break point (i)'. We design a loop which is robust at point (i) with the recovery
step (the dual of step #4 in section 3) giving the control law gain, Kc .

For this simple example we have chosen the two singular values to have ioentical 1/s
roil off trom .1 r/s to 100 r/s frequencies ano crossover at 4 r/s. Applying this
oesign ano using the honeyweli experimental computer aided design package (MONBY-X)
rinese yoals are approximately, but readily, achieved for the KBF loop as chosen in

figure b. The difference between figure 8 ano desired 1/s rolloff is caused by the
requirement to stabilize the unstable vehicle with better than bdb negative gain margin
[i].

having oesigned Kf to shape the loops achieved in figure 8 we now must aesign the
optimal quadratic control gain, Kc. As outlined in section 3. this is the dual of
the Doyle robust estimator [111. This involves sequentially lower quadratic weighting
of the control inputs in the LQR performance index.

Without getting into the intricacies of state space modeling ano Ricatti equations this
exercise can be summarized in figure 9. Figures 9a through 9c show the recovery
process for successively lower control weights.

Figure 10 shows the final feedback loop shape. This result was achieved after
compensator order reduction and additional low pass filtering applied to the 9c
aesign. Specifically, the LQG design produced a sixth order compensator, K(s), i.e.,
four states for the aircraft and two for integral control at low frequency in both
loops. three of the compensator roots were pushed to high frequency in the design
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rocess. These can be eliminatea through residualisation. Finally, additional rolloff
eliminate sensor noise and achieve added robustness to high frequency bending modes

was achieved by adding a 50 rad/sec low pass filter to each sensor loop. The point
here is that - when properly designed in the frequency domain LQG does not produce
complicated, high order, compensators.

Consequence 02 in section 2 contains a robustness requirement. Constructing the
aproprtate uncertainty moodel AL is difficult and was not attempted here. The
singular values of I+GK do provide robustness insight, however. Figure 11 shows the
I+GK singular values for this design case. Notice that at %w-11 red/sec. we have
1-.7. This can be viewed as the minimum distance to a multi-input multi-output
critical point (-I) ana has the same useful interpretation as gain ano phase margins
have in the Nyquist plane for single loop systems. For example, a-.7 might be
interpreteo as a gain margin of 10.5ob (if we conservatively assume a phase of -1800)
or a phase margin of 410 (if we conservatively assume a gain of 1).

Such interpteations are mathematically meaningless. However, the point is that gain
ano phase margins are derived from the notion of distance from the critical point.
Proponents of Nyquist plane and Nichols charts interpretations of stability margins
implicitely know this. The minimum closed loop singular value, a, of I+GK is merely
a multiloop extension of this basic idea.

Finally, knowning that we are robust in frequency to approximately 2 hertz the final C*
oesign is completed with the appropriate precompenlation design for the pilot stick
input. Here the best approach is to examine the Cc to C* closed loop transfer
function. For this design the transfer function is.

Sit (S/.02+1) (5/1.06+1) (S/3.89+1) (S/5.28+1) (S 2/89.1+S/17.1+1)
C (s) -(S/1.7+1) (5/4.17+1) (S/4.77+1) (S2C ) /109.4+S/5.9+1)(S/20.35+1)(S/41.8+1)

A pilot stick shaping feedforward transfer function of

C*C() = (.75+1)
s (s+l)(s/10+1)

proouces a level I C* response shown in figure 12 plus good pilot input attenuation.

4.0 CONCLUSIOUS

conceptual descriptions of U.S. military specifications, C* and ride quality, have been
given in the frequency domain. The control law designer can use his set of linear
analysis tools to analyze ano design control laws to provide the appropriate balance
between performance requirements and tolerance to existing moodel uncertainty. New
extensions of classical frequency domain tools for single input single output analysis
to multi-input multi-output systems have been discussed based on singular values.
Singular value loop shaping via a new interpretation of hLinear-Quadratic-Guassian*

optimization is oiscusseo. Finally, an example of the analysis ano design principles
is presented with the assistance of the HONEY-X software package.

Based upon these findings numerous conclusions can be drawn:

o Frequency domain interpretation of flying quality specifications are very
meaningful to the control law designer. Guides for such interpretations (as
conceptualized here) should be developed.

0 Stability margins for multi-input multi-output systems based upon matrix size
measures, such as singular values, should be developed.

0 Multi input synthesis tools need further development. LQG has demonstrated
its usetuilness, however, more loop shaping properties need to be developed.

0 We are past the age of analog computers and pencil and paper designs of single
loop systems. Sound, numerically stable, analysis and synthesis algorithms
are required to utilize the control law design methods described herein. CAD
tools such as HONEY-X are emerging - these should be expanded.

o Future updates to military specification to incorporate ideas such as
described here should be examined jointly by the handling quality and control
design specialists.
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ANALYSE DUi ROLE DES ASSERVISSEMENTS POUR UN AVION SUBSONIQUE
A STABILITE LONGITUDINALE REDIJITE

F. IANNARELLI

AEROSPATIALE
316, route de Bayonne

31J60 TOULOUSE - FRANCE

SOI44AIRE

Introduits easentiellement pour restituer des qualitds de pilotage acceptables & des centrages
arri~re, les asservissements de Ia convnande de profondeur, grace & leurs nombreuses possibilitda seront
utilisds afin d'am~sliorer au maximuim le confort du pilotage de 1 'avion.

Apr~s avoir prdsent6 successiveaent lea dift'~rents types d'asservissements
- 6ldaientaires :dont le rdle est de moduler Is position des points fondaetaux de Ilavion,
- Glabcrds en pente :dont la fonction est d'assurer lautotrim de Ilavion ou le maintien de la pente,
une adaptation & un avion & stabilitd longitudinale r~duite du type AIRBUS aera fournie.

1. INTRODU~CTION

La cmnception d'un avion de transport subsonique & stabilit6 longitudinale r6duite perset d'escomp-
ter des gains en performances non n~gligeables, ais au d~triment des qualit~ss du pilotage d'un avion
gui resterait 6quip6 de commandes de vol classiques.

La recherche de Is consoranation minirnole en croisibre conduit A faire voler les avions h des cen-
trages incompatibles avec des comisandes de vol classiques. La restitution de qualit~s de pilotage accep-
tables nEcessite l1introduction d'asservissements dans Is corasande de profondeur. Toutefois, si cette
derni~re peut Otre micanique, lca possibilitds of fertes par ces asservissements ne seront r~ellernent
exploitdes qu'au travers de conmmandes de vol dlectriques.

2. RAPPEL DES PHENOMENES LIMITES RENCONTRES EN %Vni

On peut d~terainer pour un avion diff~rents points caract~ristiques, tels que
- foyer en vitesse (Fv)
- point de manoeuvre (Fg).

Pour un avion de type AIRBUS (bimoteur sous voilure), dont la position de ces diff~rents points
caract~ristiques en croisi~re eat donnde sur la planche 1, le recul du centrage au-delh de ces points
induira lea ph~noabnes suivants:

- centrage de l'avion (XG) en arri~re de Fv
*avion instable en vitesse,
*couplage entre oscillation d'incidence et phugolde avec apparition dun mode ap~riodique pouvant
0tre i, 3table et dont le taux de divergence peut g~ner le pilotage

- centrage proche du point de manoeuvre
*diminution des braquages par g,
*augmentation des temrps de r~ponse avion,
*augmentation du taux de divergence, soit une d~t~rioration notable du pilotage.

Le positionnement du centrage en avant de F-,, iirqos6 par des exigences r~glementaires Cstabilit6
de l'avion se traduisant par un effort au manche r~pondent au critbre de la livre par 6 kts),peut ne pas
@tre respect6 dana une situation ddgrad~e de pilotage aprbs panne. Si on peut tol~rer un certain niveau
d'instabilit6 pour un mouvement 6 longue p6riode, il Wen eat pas de m~ine pour un mouvement & pdriode
plus courts. Dens Ia pratique, cette situation qui ne se rencontre qu'aux centrages arribre, o6i aprbs
dgdnrescence de Ia phugolde et de Iloscilletion d'incidence epparaissent des modes ap~riodiques inata-
bles, limiters Is valeur maximale arribre du centre de gravit6. Au-delb de cette limite Ie maintien en
vol de l avion, mem pendant quelques minutes seulement, risque dana certaines conditions de ne plus
Otre possible.

Nous verrons dans Ia suite de cette conmunication que Vlon peut consid6rer dgelement un autre point
fondamental :le foyer en incidence Vexc ), celui-ci permettant de caractdriser l'amortisement de l'oscil-
lation d'incidence.

LVon ne devra pas perdre de vue, lora de Ia conception de systbmes d6plagant 6 volontd lea points
caractdriatiquea (Fv, Foc , Fq), que corrpte tars. de 1'6ventualitd de pertes partielles et totaleamomen-
tandes ou d~finitives de ces aides, le pilotage de Ilavion dit "natural" doit Atre prisaen considdration.

3. DEFINITION DES ASSERVISSEMENTS

Nous distinguerons deux types d'asservissements
- 6616mentaires,
- 61abords.

3.1 Asservissements 616mentaires

On appelle asservissementa 616mentaires lea asserviasements de Ia commande de profondeur
& Is vitesse de tanqage (q),

-h I'incidence (at )
-& Is vitemee longitudinal. de l'avion M.'
- toute combinaison de ceux-ci (par exerrple le facteur de charge (flu)) utilisae tela quels, mans filtre,
per simple braquage proportionnel, soit par example:

6 q (braquage de Ia gouverne de profondeur) =Kq.(q) + K( .( A0( )+ Kv.(A V)
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Ces asservissoments ant is propri6td do conserver aux dquations qui r~gissent Is mouvomont longitu-
dinal do 1 'avian asservi, Is m~ms structure que calle des dquations roprdsentant ie mouvomont longitudi-
nal de l'avion naturel.

Une formulation nistricielle de cette structure eat prdsentde ci-aprba

0

q mV 0 Me( sq q m' m~q

La seule diff 6rence entre avion naturel et avian asservi rdsidera dans is valour des terme My, maK2
et mq :lea asservissementa 6l6mentaires permettant de modular & volont6 ces coefficients.

On aura par example m' = .v+m6 Ky

m'K=m(+ m 8q .

m'q s q + m Sq .Kq

Conservant une structure "naturolle", lea points csract~ristiques Fv, F.( , Fq, paurront Otre red6f'i-
nis pour l'svion asservi, ceci pormettant de rattacher Is veleur des asservissements b des rdalit6s
"a~rodynamiques".

A partir des formulations approch~es donnant is position de cos paints fondamentaux en fonction des
caract6ristiques adrodynamiques principales d'un avion do type AIRBUJS (cf'. planche 2), pour illustrer
cette situation, il est fourni sur is planche 3 l'ini'luence des aserviasements sur is position do cog
points.

3.2 Asservissements 6labords

Nous vorrons plus loin que los asservisaooents 6ldoontaires, a'ils permottent de stabiliser Iloscil-
lation dlincidence, d'uniforoiser lea efforts par g, do roconstituor une stabilitd statique, en aucun cas
no jouont le r~le d'autotrim. Cleat au pilots lui-mgme do trouvor son braqusge d'dquilibre, celui-ci
6tant trinmmd afin do piloter autour d'un zdro dlef Tort.

Or, lea variations du braqujage d'6quilibro sont frdquentes. Ainsi, chaque fois quo Is vitesse, Is
configuration, Is pousado, Is valour du vent 6voluent, Ilintervontion du pilate pour maintonir Is pento
do vol h effort moyen ou nunche nul eat ndcesssire.

Afin d'dvitor cos actions pilate, on pourra autonutiser cotto fonction par des asservissomonts h Is
ponto, du type trim automatique ou maintien de pento.

321 Trim-automatique

Cot asservissoment somnosire b Is ponto consists 6 trouver Is position dl'dquilibre do is coramands en
sortie d'un intdgrateur dent l'ontrde oat Ie factour do charge normal nz coirpanad do Is pesanteur, ot
reconstitud h partir do Is ditectian de l'6volution do Is pente (cf'. planche 4). A touto variation do Is
ponte corrospondra une modification do Is position mayenno do Is commando, de 'a;on h assurer urm vol&
ponto constants.

L'intdgrateur permet au pilote de no disposer quo dluno seule commnande do prof'ondeur dont Io zdro
doeffort correspond toujours A l'dquilibro, quelle quo salt Is pento do Is trajectoire choisie. Ls sortie
do I 'intdgratour joue souloment le rdle de trim automatique, et non celui do naintion do pento, puisque
pour toute perturbation, l'avion s restsL~ilise sur une ponto autro quo cello initials.

Afin do rooddier & cotto situation, un asservissoment pormettent do maintenir is ponte sdlectdo,
pourra 6tre rsjout6. La commnands sinai rdalisdc sore du typo naintion do ponte.

322 Assorvissomont-du type maintion do-et
A partir:

- d'un asservissoment assurant un trim autosistique,
- d 'un asservissomont pormettant do mmintenir Is ponte adlectde,

on pourra rdslisor une comnimande dont Ie principe oat Ie suivant (voir pianche 5)

-sans action du pilote, l'avion suit uno pente do rdfdronco immposdo qui oat cello acquise par llevion au
moment ob s~a pilote lfiche Is commnande,

-sur action du piloto sur Ie meaiche, par suppression do l'mssorvissoment Ky . (1 commandde), Il'avion
6volue suivant uno commands do type trim sutomatique.

4. ETUD( DES ASSERVISSEMENTS ELEMENTAIRES

Nous avens vu prdcidemment quo los asservissements didmentaires permottont do diplacer lea points
fondamontaux (Fv, F.( , rq) de lavion. Cette prapridtd sera utiliado pour difinir is valour des aseorvis-
soments en 6valuent Ie positionntment optimum do ces points fondammantaux on fonction
- des caractdristiques atatiques (braquages par g et par V),
- des caractdristiqujes dynamiques (temps do riponse, amortiasoment des modes),* J quo P'on ddsire.
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4.1 Caractdriatioues statiqus
Lea caractdristiques statiques, It avoir lea braquages par g at lee braquagee par V (relation twa-

duisant Is stabilitd statique) sont directement proportionnelles reapsctivemsnt aux distances FqXG (morgn
do manoeuvre) at FvXG (merge stat iclu). Nous noue prqoeoons do recharchor ci-,rbu I. positiamsument op-
timal des points Fq at Fv.

411 t2itnement du oint do manoeuvre
Pour un aviaon do transport aubaonique, compte tonu des diffdrentes possibilitis do chargement do

I 'avion (passagara, fret, carburant), Is position du contra de gravitd pouit dvoluer d'un vol It Isutra
dana des proportions non ndg.igeables. 11 en rwIsuto une variation do braquaqes par g entre centrag. a-
vant at contrage arribre d'sutant plus grande quo la point da manoeuvre set avant.

On pouit aspdrer riduira Is dispersion des efforts par g entre cantrage avent at centrng. arribre on
utilisant uno sensation artificialle d'efforta dont Ia raidaur eat modulable avec Is contrage do I 'avion.
Pour un avion AIRBUS, en croiaibre, pour des braquagas par g variant avac Ia centrage dona un rapport do
1 & 2, on pouit aspdrer des efforts par g qusiment idantiquas.

Dans Is cas d 'un avion & stabilitd riduita, Ia plage de centrage oat ddcalde vers I 'arribre, sans
p&r autant quo Ie point do manoeuvre do I 'avion natural aoit modifid. Par exaple, pour un recul do Ia
plaskjdo cantrago do 10 % do CAM, la merges do manoeuvres, done lea braquages par g ontre cantrago. a-
vent etL-arri~re, variant dons un rapport do 1 & 4.5, rapport difficilinent risorbeble par una sensation
artificio'te d'efforts.

Donc, au ~mains pour des problbmes d 'efforts par g, ii sera nicessaire da raculer 1. point do monoou-
vre do 1'avion, veci pouivant Otre obtenu par un asservissement do ac , q ou nz. Un racul do 10 % do ca
point permettra dt retrouver Ia situation do 1 'avion AIRBUS (Cf. planche 6). Una solution plus sotuciouse
sera de modular le 6,Iacement du point do manoeuvre avac Is contrage, Io rocuil do 10 % n'dtant atteint
que pour Is contraqo ma-t arribre. Cotta solution permat avec Ie minimum d'asservisaement, d'homog~iier
&Is foisies braquagos et lea efforts par g (Cf. piancho 6).

Une autre solution pour u..iformser braquagos at efforts par g oat tout naturellement do translator
do fagon inportanto le point de iiinoeuvre. Cette solution n'ost touitefois pas sans risque, car

- 1 'autoriti du stabilisateur devien~i ' mportante, d'oba des problbmes dicoulant d'un iventuel effbarquouent,
- les gouvernes peuvent s'aqiter en turi~slence,
- Is constante do temrps des servoconuandeimpose uno limite A Is valour do 1 'assarvissment.

412 Posi-tionnement du foyren-vitesse

Comipte tenu do Is situation actualle des rigleme'.ts de certification, il eat inpiratif de justifier
d'un effort par V respectant Ie critbre do la livro par 6 kts.

Dens~ le cas d'avion non asservi, pour certainas positio 6;,dui foyer en vitease, Is respect do cette
exigence n~cessitant 1 'augmentation des efforts par V pout con&ire & durcir plus quo nicoaaaire lea
efforts par g, compte tenu de Is dipendanco entro lea efforts par 9' et par V explicitie par Ia relation

suvnoEffort/ AV/V Pv2Fv XG
Effort/nz Tj21 - (1)

C'est, par exemple, Ie cas do l'avion AIRBUS aux foibles Mach. Toutefois, aux 'loch ilevia, Is modifica-
tion do Is raideur en profondeuir n'est pas suffisante pour respecter co critbre. En effet, 1'Evolution du
Cm0 place Fv trop en avant, de aorta qu'il eat illusoire do vouloir obtonir un effort par V d'au momns
1 livre par 6 kts sans asservissament. On sora amend h utiliser un Mach trim qui repocitionnera 16 foyer
en vitosse et qui permettra I'obtention d'efforts par g corrects (Cf. planche 7).

Cos do l'avion a stabilit6 rdduite

Pour ce typo d'avion, le foyer on vitesse do l1'avion natural pout Otre situd on tonis poinb>,.du dowai-
no do vol en avant de la limite arribre du contrage. 11 semblo done impensable do vonloir ritabli.,use
situation corrects (effort ou nunche raisonnable at reapect do Ia livre par 6 kta) sans l'aido d'asser-
vissemants.

On pourra profiter do l'utilieation do ces asservissements, qui~rappelons-le~psuivent Gtis modulie
avec le centrage de Ilavion, pour riduire lea efforts par g.

Avoc un riglago de 1 'ordre do 30 lb par g, uns condition aimple pour positionner Fv pout sexplici-
ter sous is forme suivanto

Fv XG > Vc ka

413 SolutiOn minirile Pour Is ositionnement do Fg at Fv
Nous venans do voir quo Ie respect des exigences attachies aux caractiriatiques statiques conduit 6

difinir una solution minimule pour 10 positionnement do Fq et Fv.

Cette solution minimele pour un avion & stabiliti riduite St dans un cas do vol h 250 kta oat pri-
sentde planche 8, en tenant comrpto

- d'un positlonnement du point do manoeuvre pormettant d'homogiir lea efforts at lea braquagee par g
avec le centrage (Cf. § 4.1.1)

- d'un positionnement du foyer en vitesse asaurant

le respect do Is livra par 6 kts,

un riglage d'efforts par g It -~v 30 lb/g.
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4.2 Caractdriatiques dwmamioues

Lee temps do rdpons (ou p6riodaa) do 1 'oscillation d 'incidence at do 1. phugolde ddpendent rs-
psctivemsnt do Is position des points fondamentaux Fq at rv.

Cam deux points ant itd positionnds su chapitro pricddent en fonction des csractdristipae tati-
ques, done uno solution miniml.. L 'dtude at I 'analyse des caractdriatiquee dynamiqus pormttru au
contraire do ddfinir una solution maximl.

42j1 Positionnoeannt maximal du point do manoeuvre
11 eat tentant du point do vue du mouvemant dynamicpjs do lavion d'avair une forts merge do ma-

noeuvre, afin do dimiruer lea temps do riponse de cot avian. Rappelons & cot affet, quo mar un dchaon do
Is commando en protondeur, 1. facteur do chargo at obtonu dons lea ddlais muivanta

-9 CZ.t / IqX

Cotta relation oat illuatrde our Is planche 9 pour Ilvion AIRBUJS.
D'aucuns trouveront prdfdrable d'svoir un tempa do rdponso court ot uniform dana tout Ia domain.

de vol. Ceci conduira & augmantor Is merge do manoeuvre su fur at A masure quo Is vitosse diminue. La
rocherche do tempa do riponse courts, & basses vitesase, conduit & do. marges do manoeuvres ndcosaitent
des valeure d'asaervisomant dont une limits maxiimle sera imposie par In valour do 1. constanto do temps
(Tsc) dos aervocommandes do profondeur.

Pour I 'avion considiri, 10 tamps do riponse do I 'oscillation d'incidence et lniti come suit

tr> 14Tr Sc
I 'obtention d'un temps do riponso do 2,2 secondes imposera une constante do temps do aervocomende

do l'ordre do 0,16 seconds, valour tout & fait compatiblo avec les organs do puissance iquipant la pro-
fondeur do lavion AIRBUS (T sc =0,125 a). Cotte limits 8orait toutefois sivbre pour urn comande, do
profondour utilisant lo plan horizontal.

421 .2 Positionnement du foyer on vitesso
Autant l'on rechorche un riponse rapids en facteurs do charge, autant pour Is phugolde V on dimi-

ro un. pdriado ausai longue quo possible, caractdristique d 'urn stabilitd statiqus trio modrd. at dont
Is nivsau minimrum est imposi par I0 Csrtit'icateur.

Do plus, il oat prdfdrablo pour is facilitd du pilotage do bion dicouplor phugoldo at oecillation
d'incidonce. On essayora ds respecter Is relation suivanto ontro los pulsations des 2 moades

avec
a CZO 2
d( 9 2 2. (.-i.) *.L

CZ V T:F

d'oa is relation approchio en fonction du toemps de riponso

rq .X:G 25.tr

Afin do respecter Is niveau do atabiliti statiqus riglementairs (Cf. 4 .1.2), on eat conduit &
diminuer Is temps do ripons do 1 'avion do telle sorts quo

Vc (ktS)

Le respect de cette condition n'apparaft limvitatif qu'aux bosses vitessos at impose per example
125 kts un marge de manoeuvre minimle de 30 % do CAM (Cf. pl. 9).

421. Conclusions our Is position do Fqaet Fv
La figure 9 difinit un domains dons Isqusi 11 eat possible do positionner Fq. On note qo ce dommi-

noest restraint 6 grandss viteasos pour laissor place h des possibilitis varijee ax basses vitosses.
La position do Fv dicouls ds Fq : F G> V ks

- per Is condition do stabilitd statique qr -7TFvX ,Ci ai2
- pr I coditonour Is tempo do rpned ~vo

ILX I~r
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Le foyer on vitoase do 1 'avion natural dipondant du niveau do paused* dos motours, 1 'asaervlam.-
mont on vitoase devra donc *tre moduui avoc Is rigime dos moteurs, & mains quo Is double inigalitd prd-
cidente solt toujours reepoctde pour Is ganso dos rigimos moteurs & considdrer. Un solution maximale do
positionnement do coo points pour un avion 6 stabilitd statique riduite et prisenti. plancho 10.

422 Aortiseemonts
Lea points fondamentaux Fq et Fv oasnt dtd poeltionnie atmn de riglor mu mieux lon pdiodoe do

l'oscillation d'incidence et do is pttugolde, nous nbas intdrosserono ci-spris aux emortisoomonts do ces
modes.

422.1 Oscillation d'incidonce
Si, riglementairement, on oxige tin amortissemont minimal, on e'attachors pour tin avion asoorvi h

10 porter & tin niveati optimal pour is contort du pilotage.

A merge do manoeuvre donnie (Fq positionni), Is nivesu d amortieoent souhaitd sore abteftJ per un
positionnemont judicioux du foyer en incidence (Fso )

Ls rigle h respecter sora is suivante

Dens le cas de l'avion AIRBUS cette relation illustrde stir is planche 11 permot do trouvor Is rela-
tion entro FqFac et FqXG pour un amortissement donnd do Iloscillation d'incidonce.

Nous avons vu prdcdimient qu'en croisibre Is solution pratiquoment unique pour is positionnment

do Fq s situe eutour do qIX 15 % CAM, ce qui impose un positionnemont do Fe< tol quo -q I Fa we CAN.
On petit noter au passage quo nous nous retrouvons dens Is situation do I 'avmon AIRBUS aui centrng. arribre.

Dana s 10cee d'un avian & stabilitd rdduite, centre 6 45 % de CAM, il conviont do roculer 10 foyer
en incidence et le point de manoeuvre doew 10 % pour rotrouver les conditions pricidontos. Un asservisso-
ment su factetir de charge seu,suffit donc en croisibre, sans bosoin d'sserviseoment on q, puisque Fq
recule evec Fo( (Cf. plancho 12). Le feit do crier une merge do manoeuvre do 15 % par tin asservissement
on q seul,aboutirait d'aiiiours & no pas rdgler corroctement l'amortissenent do Iloacillation d'inciden-
ce.

422.2 Phugolde

La question do 1 'amortissement do Is phugorde so pose diffreeint. Pour bion 1 'amortir, ii teti-
drait, soit rdeliser un asserviseement A le pente, ce qui sort dti cadre des aservisemnts ilimentairee,
soit no pas exiger tins stebilitd statique aussi forte.

En fait, on pout 6tre assurd quo is phugolde sera convergonte doe Is mostire oi 1 'on aura roapocti
lea rdgieges precedents, bion qua son amortissement rests trbs faible.

5. ETUDE DES ASSERVISSEMENTS ELABORES DU TYPE AUTOTRIM

Cosine pour lea asservissements eldentairos, nous sulns nous mntdresser dans ce paragraphs aux
of fets d 'une commando de type sutotrim stir los caracteristiques stetiquos puis dynamiquos de 1 'avion.

5.1 Caractdristiques statiques

51, Bau~setefrser
Tout ce qui a dtd dit dana Is chapitre 4.1 concernent Is positionnemont do Fq pour lea asoervisee-

ments 6limentaires rests valeblo. A savoir quo V on peout, couiw pricdesvnment, difinir une solution dito
minimale pour positionnor Fq, permttant d'homoginisor braquagos et efforts par g, quel quo Bolt 10 con-
trago doe 'nylion. Nous verrons toutefois d'aprbs I 'itude dui dynamique, quo cetto solution minimalo no
prisonte pas dlntdrdt pour Is poaltionnemont optimum do Fq.

512 Batae tefrsEr

Dens Is cas d'tine loi do pilotage do typo trim automtique, 1 'sservisseaent do Is comando do
profondeur sau factetir do charge intigrd introduit, per rapport 6 Ia structure do 1 'avian neturel (Cf.§
3.1), tin sccroissement en pente tel quo

T'at

avoc W.i- contribution do l'asserviasement 6 nz dana m.(

constanto do tomps do lintdgration d'autotrim.

La matrice des coofficients linearisds do 1 'ovion as prisonto sous is form ci-doosous z

[tv tv tK

[A] jpv 0 o-
-py 0 -N V1

my my Me 1
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Le stabiltd otatique do I 'avion moncho libre sora donnido par Is signs du d~terminant do (-A)
Pour un avion I stabilitd rddite, co d~terminant at ndgtif danas uno grand* partie du domains do vol,
I 'inatabilitd dtant doe aux raisons suivantes
- d 'uno part & pente libre, nous avons vu dana 1 'Etude des asaerviaseants 6ldmontairo, quo I 'avion 6

atabilitd riduite W'st stable quo darns une trL~s foible portia do domino do vol
- d'autre part & pente impoad., lavion eat instable on vitoesse pour lee vole & forts CZ, au-dolk do Is

finess maximal.
Dana le coo prdsent coo doux offots so conjuguont puisqus is pants do Is trajoctoiro n'est pas tout

& fait 'ibre, sans Otre non plus complittement ispoada.
I 'analyse do I expression do d~terminant do (-A) pormt do faire Is part des daux phdnombnes.
On pout exprimer is ddterminant, sous Is form suivanto:

dot C-A) =tV Kv P. + v to(
Mv MK p P.9

Pour lea aseerviseents 6limentaires (m y = 0), nous avions d~fini I. positionnemont du foyer an
vitesse 6 partir do bor terms do co d~terminant:

2. 9 CZ'(

Par extension pour my 0, nous pouvons 6crire

dot~ ~~ (-) = X +,a

Is term A Fv chif front Is part do 1 'effot "second r~gime". II est possible par un assorvisoaent It Is
vitease do rostituer un effort par V rdpondant aux exigences rdglomantaires (Cf. planche 13, mis avee
l'inconvdniont pour Is pilots do devoir s retrimmer h cheque changemont de vitosso. Ce typo do ioi a
d'aiiiours dti esaayd our simulateur do vol. 11 va sona dire quo les rdglages lee plus agrdablos pour Is
pilotage corrospondalent aux velours lea plus foibles pour Ilasorvismsnt.

5.2 Coractdristiiues dynamious

Par rapport & un systlms utilisont des asservissemants 6idmntairea, compte tena do Is pr~sence do
Ilintgrateur, Is topips do rdponso d'un systlms 6 asserviseements diabords et augmentd & merge do ma-
noouvre donnde.

Pour l'avion 6 stabiiitd ridutite, 6 partir dos rdsultats do Is pianche 14, on constato qu'il faut
a 'autorisor des merges do manoeuvros quatre fois plus grandes quo cellos ivaludes pour lea assorvisasmonwts
Eldmontaires, et ce pour un nmsm temsa do ripone.

Dane is recherche de tenpa de rdponeo courts, nicosaitant des margins do manosuvree importantos
(eurtout aux basees vitesees), ii sera impiratif do prendro garde flux limitations imposios par Is cons-
tants do temps des servocoimndos.

On devra respecter is condition suivanto antre tr et 'T cc tr #w 25. Toc, co qui nous condoira
6 disposer do sorvocommandos plus repidos quo pour les assorvissemente dldmantaires.

(Quant h 18 constants do temps do 1 'intdgrateur d'autotrim MAT), slo oat lids au teaps do riponae
par Is relation :t -,o 3,3.'eAT. Catto constants do teaps ivoluera do
-'I seconds 6 grandes vitessos (tr-v 39) &
- 1,6 seconde aux basses vitessos (tr-w 5a).

Nota On so contents do co temps do riponse aux bassos vitossos afin do limiter 1 'autoritd des
asoorvissmnts.

Compte ton des marges do manoeuvreo nvisag~oa, an corgoit asdmant 3
- quo aes riponsos do l1'avian It Is coamande pilots sont quesimant ineeonaibles ax variations do contrae,
- quo Is ddcoupiage antreosacillation dlincidnce ot phugolde (poeltlannsnt do Fv per rapport & Fq) at

sotisfait.

522 Amortissement
Ls rdsultats do 1 'Etude dos amrtioaeents dons I* coon dee seervismat Ilimawntairee , & savoir:

- Is rolation ddfinissant, Is position respective do Fet par rapport & Fq at XG (Cf. 1 4.2.2.1) done I* but
d 'amortir convenablemant I 'asciillotion d 'incidence

lees romarquoa fait"ou maumjot do rftlege do 1 'amortisemant do Is phugeldo,
s'appliquont & cc typo do comamndo.

6. ETUDES( ASSERVISSOIENTS DE TYPE RINTIEN DE PEtITE
Pdoua avons vu prioddomoant quo pour cc typo do comnd* a

- sons action pilots, i'avion suit uns pent. do r~fdroee impoede,
- mat uns action do pilot. I 'evion dvolue en ripondmnt conforeimunt & uno cominda do typo trim atoati-

910.
o cotta situation, 11 rimalte quo

- lee rdglagas dvalude pour Is comwande dite do trimoautonotique oont valablo. (harmi lea problitms do
* stabiliti statiqje),

S- oul 1@ rdglage do 1 'easervioeent en pent* reets & ddfinir.
Cat assorvisoeant & Is pent* sora rfgld tol quo Is pulsation do caLpure do Is dynmmiquo do main-

tian do pent. (toy) coit 2,5 fois plus lent* quo Celle do Is dynomiqae do Is boucle do bom (wnz), soit

Kg = . r (K Ionl gird).
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6.1 Protection do domains et stabilitd statigie
En llabeence daection du pilots, l'svion sat en pur eintien do pants. II sera stable ou non en

vitess solon cz'il volera au lot au 26w. rigim. Or, s1 lon ajouts sin term ds stabilitd en vito...,
on snmile Is tonction "mintien do pent.". 11 sersit done aberrant, pour ce type do comaundo, do Ilin-
trodoir. dans Is domains normal do vol.

Cependant, compte toru du fait qi 'une action pilots condoiaant involontairmsnt 6 sine variation
do pent., risque d 'amsnsr 1 'avion & sins vito... en dehore dui domains autorisi, at cola mAins *I " avian
eat stable, on introduira & Ia frontibrs du domains normal do vol, sin term do stabilitd on vitesee en
Is riglant de taqon & ce qsi'il assurs un nuintion do vitess.

On adoptes :~ 2, .V (Ky en 9/A/see), e quai correspond 6 un riglage tel quo Ia pulsa-
tion do coupurs do Is dynamiqsie du smintien ds vitese soit 2,5 fain plus lent. quo cello do inintien
do pent,.

Dons ce maintien do vitess, I lasssrvissemsnt 6 Ia psnto eat mintsnu avec Is mime riglags pour
aervir ds tsrms d'amortissaent. Dens co r~le on l'sffetsre donc d'sin filtre passo-hesit, pour lisser
mu miintisn do vitease Is libertd d'amner lavion & Is pants addquate (Cf. planche 15).

7. ADAPTATION DE CES TYPES DE COIHANDES DE VOL A UN AVION CIVIL DE TRANSPORT
Lea di ffironts asservissements prisentds dons cotte note permettent suivant lour nivees d 'mtoriti

et de complexitd do reatituer des qsialitds corrects ds pilotage quelles quo soient lee morgin. atatiqies
et do manoeuvres do I 'avion sans assorvisements.

Toutefois, bien quo cela soit & Ia limits do sujet do cette comunication, l'on ne doyra pas pordro
ds vii. quo 1 'on pout as trouvor en vol dons des configurations do pannes, do sorts quo 1 'Evaluation do
pilotage dons des situations digraddes (ports do calciilatsurs do counandes do vol per oxample), davra
Stre prise en considdration pour los ddfinitione do 1 'avion et do 1 'architecture do sea coinsndo do vol.

7.1 Cam de commandos do vol micaniqus
Lhi avion 6 stabilitd ridoits difflre des avione clsessiques par Ie fait que dons sin grands parti.

do domino de vol et do ls plago do centrage astorisde, 1 'mvion naturel prdsents sins certaino instabiliti
longitudinsle.

Suivant que le contrage avion pour sin chargoment donni
- n'ivolsis quo trba faiblement en vol ye Is consomuation do carburant,
- pout Evoluer on vol par 1. transfert do carburant dos rdservoirs de voilsirs vera des r~servoire situis
dens 1s partie arribre de l'avion, ot vice versa,

Is niveasi d 'instabiliti accepti aprbs ports des assorvissements sera tout neturellement diffdrent.
Ainsi, dons Is cas oba Is centrago rest. fix,, Is niveasi d'instabiliti toldrd devre psrmttre Is

poursuits do vol ot I 'atterrissage, slors que dons Is cas do centrage ivohstif, ls niveasi d'instabiliti
toldrd devra Stre compatible avec Is mointion en vol do .1 'vion en attendant quo, par transfert. do car-
burant, Is contrage revionne vera sins position otj I'instabiliti do Ilavion oat plus faiblo, voire nulls.

Des eassis conduits stir sinulstour do vol at stur sin avion AIRBUS ont montri qsio 1. diffdrence do
nivessi d'instabiliti acceptd dans lea dotix typos d'ovion petut s tradoire par sins variation do 5 % do
csntrsge. L'on dovra donc assuror pour chaqus d~finition avian Is compatibilitd consiquonce avion -
probabilitd d'occurrence de panne, cos conditions difinissant 1. contrags limits arribre acceptabls.

7.2 Coo do comandes de vol dlectriqusjs

Bien qui'sn avion h stabilitd ridoito posit parfaitoment as concovoir avee des commndos do vol miaf-
niquos, 1 'Evolution do Is technologie conduit 6 essayer de los rearplacer par des coemndos 6leetriques,
at eels pour do multiples raisons, tolles qsie
- gain do moso,
- diminution do prix de roviont,
- soiliorstion de qualitd de pilotago (souils ot frottemonts riduito, brequsgos pinr g homognes, dimi-
nution des problbmes lids asi dirouloment do trim ou centrage svant...)

- meillouresmituation en turbulonce.

Si, pour sin avion 6 stabili~E riduite, 1I'on crsigneit dons Is coo dos coaindes do vol micaniquea
Io perts de assorvissements, la ports de Is commando ot sea conadquences ouir la d~finition des myatlam
itant idontiques & cellos dss aviona do conception classique% done I. ceo des comandes do vol ilectriques
on devra tenir coapte, dsns Is d~finition do I 'architecture do. coumndee do I 'avion, do 1 'iventualiti do
perdre momentandmant ou difinitivement les commandes principalos.

Une solution possible, pour risoudre cette situation do panne, sara par example do baser I 'archi-
toctsiro dos commndes de vol sur sin pilotage socours avec des comndesm scaniqubos
- par Is trim do profondour (Is plan horizontal riglable rests coendi smicniquemant),
- par Ia gouverns de direction (selo rests en conosande miesniqus) dons I. cosoa l0aI comnds do gauchim-

asent est dlectriqsio.
Des situations de psnno moins digradies inais correspondent 6 dea probebilitia d 'occurrence mains

faibles seront dgalement 6 prondreoen considdration. La sdgrdgation des divers circuits st 1s dispersion
de di ffdrentm fonctions et aservissements dons plusiosure ealculatours pernettront d aasrer Ia corres-
pondence : probbiliti d' occurrsnce do panno et conaiquences avion.

S. PERSPECTIVES
Associant:

-gain en consomation par recul moddri do centraga on vol, sans piwulisation our lee conditions do
elwrgument, d'sins part,
- amlioration do. qualitdo do pilotage, diminution do coOt at do Is moma do 1 'avion per utilstion do
cogmandes do vol ilsetriques, sans pour mutant riduire Is nivsau do sicuriti, cehui-ci dtant aseurd par
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un pilotage secours avec des commandes micaniques sur certain.. qouvornee, d'autre part,
cotte nouvelle g~ndration d 'avions dovrait valor doe lee prochuinea annies. L'expdrience qu4 more
acquiso eu caurs do milliere d 'houres de vol sur ca type d 'aironef dovra pormettre do ditinir I 'avion
aubsonique do transport civil du futur, celui-ci 6tant un avion volant au centrage optisu du poInt do
vue do is consoisiation, avec des conmndes do vol entibrement Electriques et sans 1s secourm do nos
vitustes ciblea~guignolsaet poulies.

NOTATIONS

V Vitesso do l'avion
if Pents do Ia trejectoire
of Incidence
q Vitesse do tengage
nz Facteur do charge vertical
CZ Cooefficient de portance, rdfdrencE & S
CZ.( Gradient du coefficient do portance, r~fdrencd A S
11 Poussde des riacteurs

S q Braquage do la gouverne do profondeur
Py Rayon do giration on tangage
XG Centre do gravitd
FaK Foyer en incidence
Fv Foyer en vitosse
Fq Point do manoeuvre
ti Coefficients do I'dquation liniarisie do traln~e
Pi Coefficients do 1 'Equation lindarisie do portance
ad Coefficients do l'Equation liniarisde do tengago
S Surface do r~fdrence do la voilure principalo
5j Surface do r~fdrence do 1 'orpennago horizontal
1H Distance voilure (25 %~ CAM4) - empennage horizontal (25 % CAM)
I Cords adrodynamique do r~fdrence do Is voiluro
CZ4 14 Gradient du coefficient do portance do 1 'onpennage horizontal, rdfdrencE & 514
* ase do l'avion
.P Denait6 volumique do I 'air
M Mach
Ca0  Coefficient do moment de tangage 6 portanco nulls
1-N Distance vorticale des moteurs alu centre de gravitd
Cvw Coefficient de poussee des moteurs, rdfdrencE & S
CZ6q Gradient du coefficient do portance do I 'empennage par rapport S q, rdf~rencE h SH
g Accdldration de la pesanteur
CX Coefficient do traInde, r~fdrencE 6 S
tr Temps do rdponse
tr Constants do temps des servococmndes
-rat Constante do temps do 1 'autotrim,
wf, Pulsation do 1 oecillation do Is phugoide
We( Pulsation do 1 'oacillation de 1 incidence
VC Viteese conventionnelle ou corrigie
(-A) Diterminant caractiriatique des Equations lindarieies do 1 'avion
A Ibtrice des coefficients lindarisis ti, pit mi
Y. Amrtisaoment. do 1'oscillation d'incidence

)FpAuortissement de Ia j*sjgoidq

Fv q %Y CAM

Aosithondu X. XG IXe Xe
contra of@ gravhd

A v.'m v A e A Awon iftstw&/e Aisw' a n ee r&c deta 0,wf&Wyes $ E y
on vlus on v/tas eso w //e t ;Ans d;ycidew*c I 'n .gaa.

(~ ~~~~er~e mirwk#s ~ g idi 4)pdPVW

Planche Correspondance mint ph~nomines airodynamiques *A
positionnement des points caractbrlstiquos.
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Position d &'vi/ihra
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Plancho:4. Command* do type "Trim Automatique"
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Planche:10. Positlonnements moximaux des points Fv ot Fq pour un
avion ea stabiliti riduite d Vc= 250 kts.
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Planchoill. Position du foyer on incidence on fonction do la margo do monoouvrea:ii r~glago do I'amorti ssement do I'oscilla tion d'incidence.
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ABSTRACT

During the 1970's, the AFFTC ( Air Force Flight Test Center ) at Edwards Air Force
Base began taking a significant new approach to handling qualities flight testing. New
flight test and analysis techniques were developed and implemented. These techniques
used pilot-in-the-loop, mission oriented tests to collect, analyze, and evaluate handling
qualities data. These test and analysis techniques have had a profoundly favorable
effect on the quality of test results obtained at AFFTC and on our ability to identity
and evaluate handling qualities problems. We believe the development of these new test
ana analysis techniques was the pivotal development of the 1970's in the field of
handling qualities flight testing.

Before 1971 the AFFTC relied very heavily on open-loop handling qualities testing.
The data from these tests were compared with the flying qualities specification,
NIL-F-8785, to determine whether or not the handling qualities were satisfactory.
Limited pilh:-in-the-loop handling qualities testing was done, but not in a systematic or
repeatable way. Pilot compensation (adaptation) made it very ditficult to interpret the
quantitative and qualitative data that were produced.

In 1971 AFFTC began developing the pilot-in-the-loop, mission oriented handling
qualities test and analysis techniques which were eventually named SIFT (System
Identitication From Tracking). SIFT includes specialized flight test techniques for
collecting data and relatively sophisticated frequency domain analysis techniques for
data reduction and evaluation.

The SIFT data collection techniques currentll include several specialized and
caretully controlled pilot-in-the-loop, mission. oriented tasks such as precision
air-to-air tracking, formation flying, air refueling, and approach and landing.
Specialized piloting techniques were developed for these tasks in order to minimize the
effect of pilot compensation (adaptation) and to increase the likelihood that handling
qualities deficiencies are recognized and evaluated by the pilot. The careful controls
placed on the task together with the specialized piloting techniques result in
quantitative and qualitative test data which are repeatable.

The SIFT data analysis techniques include the use of spectral estimation methods to
identify linear frequency response transfer functions of various systems. The "system"
for which these results are obtained may be the entire airplane (airplane response to
pilot input), or some smaller part of the whole airplane. For example, system transfer
functions for the flight control system (control surface response to pilot input), or for
pilot/airplane interfaces such as a head-up display may be identified.

The frequency response data may be used for analyzing handling qualities in terms of
such recently developed criteria as equivalent systems, Neal-Smith, Ralph Smith, and
bandwidth.

The quantitative frequency response data and the various criteria comparison results
may be correlated with the qualitative pilot comments to provide signiticant insight into
hanaling qualities characteristics. Because all of the data were obtained during the
same pilot-in-the-loop, mission oriented manuevers, the correlation of qualitative and
quantitative results is especially valuable.



An overview of the evolution of handling qualities testing at AFFTC is presented, wita
emphasis on the significant changes which occurred during the 1970's. The SIFT handling
qualities test and evaluation techniques are discussed, but without going into great
detail regarding the analysis techniques. Examples of SIFT test results are presented
and discussed.

EARLY (EMAMLING QUALIYIES?) T MTIUG AT NOBOC

If you believe *war stories*, flight testing in the early days at Edwards was more
fun, less structured, more relaxed, and more dangerous: in a word, wilder. (Reference 1
gives some additional insight.) That was in the days before Edwards was called
"Edwards" and before it was a Flight Test Center. At that time Edwards was called Muroc
Field and it was just a lonely flight test outpost of Wright Field.

Mr. Don Button, recently retired from Edwards, recounted the following story for us.
As a young soldier during World War II, Don was stationed at Puroc, assigned to the P-59
test program. (The P-59 was America's first jet fighter.) One of Don's duties was to
take data during the test flights, a duty which was shared with three or four other
fellows. To accommodate Don and the other human data recorders a hole was cut into the
nose of the P-59 just in front of the pilot's windscreen and a seat was installed where
the guns were normally located. An oxygen system and an intercom were installed so that
they could breathe and talk with the pilot, the sheet metal edges of the Whole" were
coamed with leather so that they wouldn't be badly hurt it the flights got a little
rough, and a small windscreen -- a couple of inches high as Don recalls -- was installed
to deflect the airflow. That was the data recording "oftice" in the airplane, and there
Don and the others recorded data in flight. We suspect that Don is one of the very few
people in the world who has logged genuine open cockpit jet time.

Don related a few interesting anecdotes from his open-cockpit time in the P-59. On
one occasion, the pilot was in a hurry to get airborne and told Don to come along and
never mind bringing his oxygen mask since they wouldn't be climbing above 10,000 feet.
Aloft, the pilot became absorbed with the tests and before long he announced to Don over
the intercom that he was climbing to 15000 feet. Now it so happened that Don's throat
mike had failed and he couldn't talk back to the pilot, but Don figured that shouldn't
worry him excessively. After all, he thought, Kt. Whitney is almost 14,500 feet high
ano ordinary people regularly hiked to its summit. He had only to relax and breathe
easily. That approach worked until the pilot announced that he was going to climb to
20,000 feet, at which point Don began to be slightly anxious: the air was already pretty
thin at 20,000 feet, and what if the pilot decided to climb to 25,000 feet next? Don
considered unbuckling his safety-belt and turning around in his seat to face the pilot.
Perhaps he could make some signal which would remind the pilot of his predicament. He
finally decided against that idea for two reasons. First, what it the pilot rolled the
airplane while he was unbuckled? Second, at that time the P-59 had an endurance of only
about halt an hour, and since Don had timed the flight as part of his data recording
procedures he knew that most of that halt hour had already elapsed. Be decided to wait
it out. Sure enough, within a couple of minutes one engine flamed out, followed shortly
by the other engine. They glided back for an uneventful dead-stick landing on the dry
lake bed.

After World War II, America's leading aces were invited to Muroc to fly and evaluate
the P-59. On one of those evaluation flights Don relates that he occupied the open
cockpit cut into the nose of the airplane and Don Gentile occupied the conventional
pilot's position. They were testing the airplane over a bombing range near the town of
Mojave. They finished their tests a little earlier than expected and Don Gentile asked
Don Button what he would like to do. Don suggested they might fly by the house of some
friends who lived at Willow Springs, not far from Rosamond. And fly by they did, so low
that Don thought they would surely take part of his friends' house or fence with them.
According to Don, the flyby was equally memorable for his friends.

Here are some excerpts from another story, told by General Chuck Yeager (Reference 2).
The Air Force had taken over the X-1 test program in 1947 and Yeager was the X-1 pilot.
To get the feel of the airplane (evaluate its handling qualities?), his first three
flights were to be glide flights, carrying no fuel. Remember that the X-1 was carried
aloft under a B-29, suspended halt within and halt outside the B-29 fuselage. Entrance
to the X-1 cockpit was gained through the side of its fuselage. Listen to General
Yeager:

"On a typical flight, we would load the X-1 under the B-2V and then service
it with liquid oxygen and alcohol. Then the crew of the B-2y would get aboard
the aircraft and I, as the X-1 pilot, would always take oft in a position just
aft of the pilot and co-pilot in the 8-29 cockpit. The reason for this was the
fact that the X-1, fully loaded, had a stalling speed of around 240 miles per
hour and the climbing speed of the B-29 was roughly 180 miles per hour so, It
you had an inadvertant shackle release and were in the cockpit of the X-1 at an
altitude somewhere below 10,000 feet, you would end up in an inadvertent spin
with no time to recover and no way of getting out of the cockpit.

... .... ...
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wDuring the climbout, as we went through 10,000 feet, two sergeants - there

were about six - got you by each arm and drug you back into the bomb bay. At
this point you put on a seat-type parachute and got on a ladder that was
mounted on the right side of the bomb bay. Usually, Jack Ridley would hang am
to the cable and let you down on this ladder, which was on two guides which
would slide you down into the slipstream opposite the door of the X-I - which
was on the right aide. Once you got in, feet first, you would squirm around
into position and then put on your shoulder straps and safety belt. Next, taey
would lower the door down on the guides and hold It against the side of te
X-1. You would lock it from the inside using roller locks similar to the type
used on a bank vault. At this point you put on your helmet. As Bob Hoover
will remember, in the early days and even during the first flights of the I-7,
all we had in the way of protective gear was a leather World War I1 helec,
with the top of a football helmet cut oft and snapped onto the top f)r
protection against banging your head on the top of the cockpit, a plain wool
flying suit, and a leather A-2 jacket the same as we wore during World War
II ....

wWe began the first three flights on the X-1 and, since I didn't have any
experience in that type of aircraft, the first three flights were glide flights
without any fuel aboard. I really didn't learn a lot because immediately after
the drop Bob Hoover would jump so in his P-80 and we'd end up i a Lufberry and
then roll out on the deck and land. (Emphasis added.)

The first powered flight that I made in the aircraft, we dropped at 20,000
feet. There were four switches across the instrument panel that were used to
ignite the four chambers. I could start and stop any chamber as many times as
I wanted - or until I ran out of fuel....

On the first flight, I dropped, ignited one chamber, lit oft another
chamber, shut that one off, lit another chamber, shut that oft, and then, with
one chamber running, pulled up and did a roll [emphasis added) and found out -
my first experience - that you can't, of course, operate with liquid oxygen
under zero-g conditions because you get cavitation. The rocket flamed out and
as I rolled level again, the sensors took over and re-ignited the igniter and
the chamber fired off again. That was my first lesson.

"After checking out the four chambers, I came down in a glide across Nuroc,
along the old runway, pulled up and lit off all four chambers. We had been
told rather seriously by General Boyd ... not to expose ourselves to dangerous
situations with the X-1 because safety was a primary factor in the whole
program and a lot depended on this airplane. In fact, our whole research and
development program in aerodynamics really hinged on our getting the X-1 up
above the speed of sound. Well, when I lit oft all four chambers, I kept the
nose coming up so it looked like the NE-163 coming oft the deck. An it got up
to about 0.78 - 0.79 - 0.80 Mach, in order to keep the positive g on the
airplane, I pulled the nose on through and as the nose started down, the Mach
number kept going up, obviously. As I went through 0.82 Mach number - on up to
almost 0.84 - I racked off the switches and rolled out. I jettisoned the
remainder of the fuel and came down and landed. Jack Ridley and I spent three
nights writing a letter to General Boyd in answer to his, "reply by endorsement
as to why you exceeded 0.82 Mach on your first flight.* that was the most
difficult test report I ever had to write because there was no excuse in the
world. But, I did feel at home in the aircraft and really everything worked
beautifully.

"So the program started...."

The relaxed and unfettered atmosphere which pervades General Yeager's recollection of
his early X-1 flights may or may not have been completely factual. We don't know. But
can you imagine similar "testing" in today's programs? What it during the space shuttle
approach and landing tests the pilots had lifted free of the 747 carrier airplane and
done a rolli Or had been jumped by a T-38 chase airplane and ended up in a *dogfightm?
We suppose it is the sharp contrast between yesterday and today that makes yesterday so
intriguing.

NVOLVIUG STROCRB OF HANDLING QALITION TESTING AT TE
AIR FORCE FLIGH TMY COT

A we don't know whether or not the preceding anecdotes are representative of all early
handling qualities testing at Wright Field's outpost in the southern California desert.
It does appear though that soon after Edwards became the Air Force Flight Test Center,
handling qualities testing began to take on a more structured form. We should point out
first that handling qualities testing, then as now, was not an isolated, disconnected set
of tests. Preliminary handling qualities evaluations were conducted very early in the
lite of a new airplane, or of a new variant of the airplane. "Complete" handling
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qualities and stability and control tests were conducted later, after the Air Force had
taken over testing. And of course handling qualities feedback occurred during the
*operatxonal" portion of the test program. In those days the testing was formally broken
down into 'Phases*. Later it was called wCategory" testing. Now it is called
ODevelopment, Test, and Evaluations and 0Operational Tet Evaluations. Whatever the
testing process is called, and however it is organized on paper, it is historically
evident that handling qualities testing necessarily (and beneficially) spans the process.

A survey of early AFFTC test reports reveals a fairly standard approach to formal
hanoling qualities testing. If you were to look at the tables of contents from the early
reports you would discover that in nearly every case the following topics would be
presented for discussion:

1. Cockpit Evaluation
2. Taxiing and Ground Handling
3. Take-off and Initial Climb
4. Dynamic Longitudinal Stability
5. Trim Changes
6. Maneuvering Flight
7. Dynamic Directional Stability
8. Static Directional Stability
9. Lateral Control
10. Inertial Coupling
11. Stalls and Low Speed Handling Characteristics
12. Approach and Landing
13. Control Friction

Without going into great detail, it is worth noting that items 1, 2, 3, 11, and 12
were mission oriented handling qualities evaluations, in part qualitative (pilot
evaluation) and in part quantitative. The qualitative part generally had to do with
instrument presentation and location, location and function of switches, problems in
taxiing and take-off (e.g.,inadequate nose-wheel steering or braking), problems in
maintaining climb schedules, etc. The quantitative part of these items had to do with
such measurements as nose-wheel steering break-out forces and hysteresis, rudder and
elevator control power during take-oft, etc.

The other items were classical up-and-away handling qualities evaluation items.
Typically, open-loop, or nearly open-loop tests were used to gather the data. For
example, longitudinal static stability data were obtained by flying constant altitude
accelerations and decelerations using power to control speed and by flying constant power
accelerations and decelerations using stabilizer deflection to control speed. These data
were plotted in the familiar form of stick force versus Mach number, stabilator position
versus Macb number, etc. Maneuvering flight data were obtained during wind-up turns.
These data were presented as curves of stick force versus 0g and stabilator position
versus "g". Longitudinal dynamic stability data were obtained using stabilator pulses.
The free response of the airplane was measured and used to estimate the short period
frequency and damping ratio. Typically these static and dynamic parameter values were
compared with the Level 1, 2, and 3 boundaries of MIL-F-8785 (Military Flying Oualities
Specification) to determine whether the airplane handling qualities were satisfactory or
unsatisfactory.

We do not mean to play down the value of these open-loop handling qualities tests. In
fact they were explicity static and dynamic stability tests. They were handling
qualities tests only implicitly, and this was widely recognized. However, considerable
insight into the handling qualities of the aircraft could be gleaned from these open-loop
stability parameters.

Neither do we mean to imply that no pilot-in-the-loop testing was done. In our survey
of early Air Force Flight Test Center reports we discovered that air-to-air and
air-to-ground tracking evaluations were occasionally reported. In fact, one gets the
impression that a fair amount of pilot-in-the-loop handling qualities evaluation was done
using air-to-air, air-to-ground, formation, and air-refueling tasks. However, it appears
that these evaluations were largely informal, and the results (purely qualitative)
appeared in the reports only implicitly. As an interesting aside, some of the earlier
color of flight testing during Nuroc days seems to have survived in these informal
handling qualities tests. Two anecdotes illustrate the more colorful side of these
informal, and certainly unofficial handling qualities tests.

There is the story that at one tine it was all the rage among Edwards test pilots to
make very low, high speed passes down local desert roads. If there were cars on the
road, so much the better. It is said that these ststs* ended when the center commander
(unbeknownst to the pilot) was run off the road. We cannot vouchsafe the authenticity of
that story, but we have heard it often.

Another story concerns an unofficial evaluation of air-to-ground tracking handl
qualities. One of the test pilots was making 45 degree dive bombing passes, using
local farm house for his Otarget', when his drop tanks unexpectedly Jettisoned.
Fortunately, the tanks missed the Otargets. It was not recorded whether the reason for
missing was poor handling qualities or poor drop-tank ballistics.
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War stories" of informal testing aside, here is the important thing to be remembered
about handling qualities testing at Edwards from the early 1950's through the early
1970's: during that time, handling qualities tests were almost exclusively open-loop
tests. Judgements of the suitability of the aircraft's handling qualities relied heavily
on these open-loop test results. In general, there were no satisfactory test methods for
formally evaluating pilot-in-the-loop handling qualities in a mission oriented setting.

This pattern of fundamentally open-loop handling qualities testing persisted until the
early 1970's, when we began to develop the pilot-in-the-loop , mission oriented
techniques which have since been named Handling Qualities During Tracking ( HOD? ) and
SIFT.

SYSTEM IDYIIFICTIO 1i0 22MMIING

SIFT test techniques are pilot-in-the-loop, mission oriented test techniques for
obtaining and evaluating aircraft handling qualities data. Qualitative pilot comments
anu quantitative system analysis results are obtained from the same pilot-in-the-loop
test maneuvers. SIFT techniques have made it possible to uniquely link qualitative and
quantitative test results for the first time.

In Figure 1 we have attempted to give you an over-all perspective of SIFT test and
analysis techniques. SIFT is like a broad umbrella: it includes somewhat specialized
test maneuvers and piloting techniques for obtaining handling qualities test data; and it
includes frequency domain data analysis techniques. Subsequent data analysis includes
heavy use of control system and handling qualties criteria.

In the following paragraphs we will briefly cover the development of SIFT techniques,
some of the most important features of these techniques (for example, why do the SIFT
tracking maneuvers work when earlier, similar attempts did not?), and examples of SIFT
test results.

More complete documentation of SIFT techniques is available In References 3 and 4.

DWUBLOPMT OF SIFT TESKT UIUVERB: MDM

Development of the SIFT test maneuvers and piloting techniques began in 1971. The
Idea of using air-to-air tracking maneuvers for handling qualities evaluation was adapted
by the senior author from similar work which had recently been done by Tom Sisk at tne
NASA Flight Research Center (Reference 5). (The idea of using tracking as a test tool
for evaluating handling qualities was not a new one; for example, see reterences 6 and
7.)

We used a variable stability F-4C for our development progam. With this airplane we
could set up a wide range of handling qualities characteristics, ranging from Level 3
(bare airframe F-4 without any dampers or augmentation: pilot ratings of 7 and 8 on the
Cooper-Harper scale) to Level 1 (excellent handling qualities: pilot ratings of 2 and 3).
We conducted all of our tests using three handling qualities configurations which

*corresponded to Level 1, Level 2, and Level 3 according to the pilots' ratings. The
contiguration could be changed by the test engineer in the rear cockpit, so the p11os
were never aware of which configuration they were flying. Two test pilots participated
in the development program: Lt. Colonel (now Colonel) Richard E. Lawyer and Major (now
Colonel) Cecil W. Powell.

We began our development using five principal test maneuvers:

t 1. Air-to-air tracking of a target airplane at constant load factor and constant
Mach number, with an attempt to maintain constant altitude

2. Air-to-air tracking of a target airplane during a slow wind-up turn at constant
Mach number, with an attempt to maintain constant altitude

3. Air-to-air tracking of a target airplane during a maximum roll-rate turn reversal
at constant load factor and constant Mach number. The reversals were usually
sandwiched between constant load factor tracking maneuvers.

4. Air-to-ground tracking during standard 45 degree and 30 degree dive bombing runs

+ 5. Air-to-ground tracking during standard 15 degree strafing runs

A noncomputing gunsight with a fixed pipper depression was used at all times. This
was because we wanted to evaluate the airplane handling qualities rather than the
gunsight dynamics.

We measured what we believed would provide us some indication of pilot workload: the
time integral of the absolute value of pitch and roll stick forces and ruder pedal

L ........ ... !
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forces. We expected to correlate these three measures of =workload" with pilot comments
ana tracking errors.

At first, we allowed the test pilots to track the target using any technique they
wished. We quickly discovered that this approach did not work. Our wworkloady

measurements did not correlate with either the pilots' comments or with the tracking
errors. Further, the tracking errors did not correlate with the pilot comments.
Analysis of those early test results showed that the only reliable data were the pilot
comments. First-hand observation from the rear cockpit together with pilot comments soon
made it clear why those early results were so confusing. The pilots were working very
hard at mental compensation. Because their compensation was mental it did not show up in
our physical "workload' measurements. Because their compensation was quite often
successful, we could not correlate the tracking error results. And because the pilots
were at least roughly aware of the scope and degree of the compensation required, their
ratings usually reflected the actual handling qualities of the airplane.

Early on then, we found ourselves faced with the same problems which had plagued
eariier investigators. How to construct the tests so that all of the airplane dynamics
(within the handling qualities frequency range) would be consistently and repeatably
revealed, both to the pilots and to the engineers? Our solution was to have the pilot
remove his feet from the rudder pedals and force him to track a precision aim point on
the target as aggressively as possible.

By "aggressive" tracking, we mean that the pilot was required to correct even the
smallest pipper errors as quickly and as positively as possible. The pipper was never
permitted to *float*.

Flying without using the rudder pedals removed a major avenue of compensation from the
pilot. Aggressively tracking a precision aim point on the target effectively raised the
pilot's gain and also reduced his ability to compensate. We cannot over-emphasize the
importance of the aggressive piloting technique. It is absolutely fundamental to a good
qualitative pilot evaluation and, as we shall see later, to a good system identification
of the airplane. A graphic illustration of why the aggressive tracking technique was so
important is presented in Figure 2. Figure 2 is a power spectral density (PSD) plot of
pilot input (pitch stick force) versus frequency. Two curves are presented. One is the
PSD of pilot input when the pilot was allowed to track using any technique he desired.
Usually, this involved "floating" the pipper in the vicinity of the target so as not to
excite the undesirable short period dynamics of the airplane. When left to his own
devices, the pilot's frequency content (that is, the energy which he put into the
controller) diminished dramatically at the short period frequency and higher frequencies.
Clearly, by *floating* the pipper the pilot was acting as a low pass filter with his
cut-off at the short period frequency. Hence he did not excite the undesirable short
period dynamics and his tracking errors were relatively small. The second curve is the
PSD of pilot input when he was required to track aggressively. The frequency content is
noticeably higher at the short period and higher frequencies because the pilot was
excitit4 the short period and higher frequency dynamics. As a result, his tracking
errors were larger.

Our experience was that the pilot's comments were more useful when the aggressive
tracking technique was used. Our experience suggested that, if left to his own devices,
the pilot could report that compensation was required, but he could not necessarily
describe what he was compensating for or how he was compensating or what the eftect of
his compensation was. On the other hand, when the pilots' used the aggressive tracking
technique they were able to provide surprisingly detailed descriptions of the airplane
response to their inputs. Flying without using the rudder pedals also improved the
quality of the pilots' comments, especially when lateral-directional handling qualities
deficiencies were present. We found these descriptions to be much more useful in
evaluating handling qualities from both a piloting and an engineering viewpoint.

After adopting these techniques we discovered that both pilots' comments and
Cooper-Harper ratings became more consistent. A plot comparing the ratings given by the
two pilots is presented in Figure 3. We found that the pilots were able to detect
surprisingly small changes in the airplane handling qualities and that they were able to
quickly identify and describe handling qualities deficiencies. Wide use of these
techniques at AFFTC has confirmed these results over and over again.

Each of the maneuvers listed above ,when coupled with the special piloting techniques
just discussed, proved to be an excellent teat maneuver for evaluating handling
qualities. We tried other maneuvers as well, including formation flying, air-refueling,
ano approach and landing. Our experience was that air-to-air tracking was a 'global'
test maneuver for evaluating handling qualities, whereas the others tended to be
*subsets'. In other words, air-to-air tracking was the more demanding maneuver, the more
rigorous discriminator of handling qualities characteristics. If handling qualities were
optimized for air-to-air tracking, they turned out to be optimized for all other tasks as
well. The converse was not true. This suggests the possibility of using air-to-air UQDT
techniques as a test maneuver for evaluating the handling qualities of any
configuration - even the approach and landing configuration.

Rogers Smith of Calapan has coined the phrase 'handling qualities clifr" to describe

tne problem of handling qualities which are poor but manageable until the pilot gets

.n.
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backed into a corner (and gets his gain up), at which time *poor but manageable" turns
into disastroua. HQDT has proven to be an excellent tool for ferreting out those
"clitfa" during the flight test programs.

For example, during a recent flight test program, a longitudinal
pilot-induced-oscillation (PIO) was unexpectedly encountered during a performance test
maneuver. Low short period damping indicated the possiblility of PIO tendencies, but
actual PlOs had never occurred. Indeed, repeated attempts to replicate the PIO using the
asem and similar test maneuvers were mostly unsuccessful. When SIFT test techniques
(air-to-air HQDT) were tried Pl0s occurred every time, without exception. In this case,
the handling qualities "cliff' had always been present, but it took a set of
unintentional, aggravated circumstances to expose it. If SIFT techniques had been used
in the first place, the "cliff" would have been exposed immediately.

The special piloting techniques of aggressive tracking and not using the ruaer pedals
yielded a very good tool for making comprehensive and repeatable qualitative pilot
evaluations of handling qualities. However, we had not solved the problem of getting a
good quantitative evaluation. We have already said that aggressive tracking without
using the rudder pedals caused larger tracking errors. Neither were the errors
necessarily repeatable from one maneuver to the next. Consequently, such statistical
measures as root-mean-square (RI(S) error, cumulative error distribution, time on target,
etc. had to be treated very carefully. In general, these statistical measures proved to
be unreliable. Figure 4 illustrates why you must be very careful with pipper error as a
measure of handling qualities. The best tracking case had the poorest pilot rating and
the best rating was associated with tracking results which were not much ditterent from
those that got the poorer ratings. Interestingly, the two cases which were both rated 4
were flown in the same airplane, on the same flight, at the same test conditions, by the
same pilot, one right after the other. But the tracking errors are distinctly different!

The evidence has been unremittingly in favor of believing the evaluation pilot's
ratings and comments. That is why we stressed the value of a running commentary during
the test maneuvers and a comprehensive debriefing immmediately following the flight. It
proved equally important that the pilots arrive at their Cooper-Harper ratings according
to the published approach (Reference 8).

In studying the time histories of pipper motion we noticed an apparent correlation
between the dominant frequency content in the piper motion and the pilot ratings. This
led to the senior author's suggestion that a frequency domain analysis might yield more
reliable quantitative results.

DK WVUPPIT f SIPT MULTSISTECHNIQUES:
THE FREQUENCY RESPONSE ANALYSIS COUPUTER PROGRAM

The Frequency Response Analysis computer program, abbreviated FRA, resulted from our
etort to provide a quantitative foundation for evaluating handling qualities test
results. We found FRA to be an excellent tool for identifying the linear dynamics of the
airplane and its flight control system. We also found FRA, together with the various
frequency domain handling qualities criteria which are currently available, to be an
excellent tool for evaluating handling qualities. The various handling qualities
criteria include the equivalent systems criteria, the bandwidth criteria, the Neal-Smith
criteria, and the Ralph Smith criteria. (The literature on these criteria is fairly
extensive, so we will not discuss them here. See, for example, References 9 through lb.)

FRA is an unusually flexible computer program which can easily be made to do anything
the user wishes to do, within quite broad limits. We have used it extensively to
identity multiple-input frequency response transfer functions, power spectral density
functions, and various coherence functions. Any *system" for which the user has one or
more inputs and a response may be identified. For handling qualities testing, the
wsystem* is usually the airframe, or the flight control system (or smaller parts of it),
or the combination airframe plus flight control system.

The idea of measuring the frequency response of the airplane is not a new one, either
at Edwards or elsewhere. Some of the earlier frequency response work done at Bdwards is
documented in References 16 through 24. It is worth noting three characteristics of this
earlier work: the data were obtained using open-loop test techniques (discreet sinusoidal
inputs or pulse inputs); the reduction of the data was extraordinarily time consuming$
ano the reliability of the results was not computed. Of course, each of these
characteristics is directly traceable to the relatively primitive computer capability
which was available then. Today's computers permit the use of far more powerful flight
test tools. With FRA we can quickly and conveniently use "random* time history data to
identity transfer functions and compute an estimate of the reliability of these results.

The constant load factor, constant Mach number, and nominally constant altitude
air-to-air SIFT test maneuver proved especially well suited to linear frequency response
analysis. The fixed test conditions served to minimize the impact of such nonlinear
elements as: stability derivatives which changed with Mach number, angle of attack, and
sideslip; changing dynamic pressure; and flight control gains which were scheduled
according to Mach number, angle of attack, etc. The aggressive, precision tracking

Q. .. .. ' " . . . . I | - .. ._. . .. . .. .. . . . .. .



techniques used by the pilot maximized the pilot's gain, which assured that the airplane
dynamics were adequately excited across the handling qualities frequency spectrum. Ihis
ensured a good identification of the system.

One ofs thethings which made 0IF1 techniques so useful was that the data used in FM
was obtained during the same pilot-Ln-the-loop test maneuvers that produced quastlstive
pilot comments and ratings. Another was that the transfer function identitication
computed by PRA was entirely independent of any preconceived model of the system. These
two characteristics of SIFT analysis techniques were especially valuable, making It
possible to uniquely link the system identification to the pilot evaluation. For
example, in a recent flight test program the pilots reported a pitch -bobOles, or
oacillation during ODT testing. The contractor worked to correct this problem by
improving the pitch axis of the flight control system, and indeed an improvement was
realized. However, a residual 3 to 5 mll oscillation could not be overcome. MDT data
from several air-to-air tracking maneuvers were analysed using the FiA program. The
pitch rate to stick force transfer function was identitied. These results are presented
in Figure 5. The amplitude peak at about 3 radians/second is the the short period peak.
The presence of the second peak, at about 5 radians/second, was unexpected. To make a
long story short, the second peak was caused by lateral-directional cross-coupling into
the pitch axis. The 5 radians/second peak was at twice the frequency of the dutch roll
mode of the airplane. Each time the airplane side-slipped right or left, the airplane
pitched up. When the multiple input capability of FRA was used to "removeO the eftects
of sideslip, rudder deflection, and rolling tail deflection from the pitch rate response,
the transfer functions presented in Figures 6 and 7 were identified. The 5
radians/second peak gradually disappeared as the lateral-directional inputs were
efrectlvely *removed*.

This case is especially interesting because it demonstrated the value of using the
same pilot-in-the-loop test maneuver to get both quantitative and qualitative test
results. Evidently, the residual pitch oscillation reported by the pilots wa3 caused by
lateral-directional coupling into the pitch axis. Extensive classical testing did not
identity the cross-coupling. No amount of work on the pitch flight control system alone
would have eliminated those last 3 to 5 mils of oscillation.

Another interesting feature of the SIFT analysis techniques was that the same test
maneuvers were used to identify the flight control system (or any part of It) and the
arra*me dynamics, or the combination of the two. During a recent flight test program,
SIFT techniques were used to identify the transfer function of normal acceleration to
stick force. The identification was not a particularly good one, so we began looking at
the individual pieces which made up the whole. We discovered a nonlinearity in the pitch
stick force-feel system (presumably hysteresis). When we tried stick position as the
transfer function input instead of stick force, we got excellent identitications.

Here is one more example which illustrates the value of the unique linking of
quantitative and qualitative results made possible with SIFT techniques. An
alieron-to-rudder-interconnect (ARI) evaluation was done using both traditional open-loop
techniques and SIFT techniques. The gain of the ARI was changed with the expectation
that it would improve lateral-directional handling qualities. The open-loop
full-stick-deflection roll tests showed some areas of improvement and some areas of les
desirable characteristics. During the SIFT tests, the pilot reported no discernable
difference between the two ARl gains. SIFT data analysis showed the ARX transfer
function to be highly nonlinear. In this case, It was known that substantial hysteresis
existed in the yaw axis. It was apparent from the SIFT tests and analysis that the
pilots were almost never getting outside the hysteresis band during precision
pilot-in-the-loop tracking tasks. Consequently, they would not have seen any ditference
between the two ARl gains, and that is exactly what they reported.

We have made attempts to identify the pilot transfer function using SIFT techniques.
Those attempts were unsuccessful, evidently because of the way the test maneuvers were
structured. As described above, in the SIFT test maneuver the target is essentially
passive (non-maneuvering) relative to the tracking aircraft. Hence it is only the
tracking pilot's remnant, or linearly uncorrelated input, which creates the continuing
pipper error. Henry Jex, Bob Heffley, and Roger Hoh, all of Systems Technology
Incorporated, have suggested that the target aircraft be allowed to maneuver In a
controlled way, providing an external source of pipper error. We have simulated this
scenario on a digital computer and analysed the results with the FlA program. The
results were encouraging. The APTI-16 flying qualities engineers propose to test tas
procedure during their flight test program.

COMOx

Handling qualities testing at Edwards has changed quite a lot over the years. We have
moved away from what is perceived to be the wilder, less structured testing when the data
system was a soldier in an open cockpit cut into an early Jet, and when Chuck Yeager was
flying the 1-1. We saw the development during the 1930's of a pattern of essentially
open-loop testing which persisted through the 1960's and Is in fact still very mueh in
evidence today. Most recently, beginning in the early 1970's we saw the development and
gradual use of the SIFT mission oriented pilot-in-the-loop test and analysis tecbnlqueo.
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These techniques have proven to be very helpful tools for pilot-in-the-loop handling
qualities test and evaluation, both quantitatively and qualitatively. They have provided
a method for early, quick, and complete identitication of handling qualities
deficiencies. In practice, SIFT test techniques (also called UQDT) have also been an
excellent tool for optimizing flight control systems. SIFT analysis techniques have
provided a powerful method for identifying the actual airplane dynamics in terms of
linear frequency response. Most importantly, SIFT has forged a unique link between the
qualitative pilot comments and the quantitative analysis results. We have briefly
discussed several examples which illustrate this unique link. The spectrum of possible
applications of SIFT techniques is large, extending well beyond the limited scope of
hanoling qualities testing.
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SIFT
SYSTEM IDENTIPICATION FROM TRACKIN

PILOT-IN -T -LOOP

DATA ACQUISITION

DATA ANALYSIS

FURTHER ANALYSIS,

FREQUENCY INCLUDING EQUIVALENT

RESPONSE SYSTEM, BANDWIDTH,

ANALYSIS RALPH SMITH, AND

NEAL-SMITH CRITERIA

PLOO RATING

AN OMTS

CORRELATION AND
EVALUATION OF

QUANTITATIVE AND

QUANITATIVE RESULTS

FIGURE 1 SCHEMATIC OVERVIEW OF THE SIFT PILOT-IN-THE-LOOP

HANDLING QUALITIES TEST TECHNIQUES
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Ulorzual" Tracking Aggresmive, Persistent,
C E U G Precision SIFT Tracking

0

0

4J4

W SP Frequency

FIGURE 2 COMPARISON OF PILOT INPUT FREQUENCY

CONTENT USING AGGRESSIVE SIFT TRACKING

AND USING "NORMAL" TRACKING TECHNIQUES

/ -Pilots- Aand Cooper-Harper Rating Correlation between
Pilots A and B

2- Flight Control System Configuration

0 Good - Pitch Rating
3 - 0 Good - Lat/Dir Rating3 0 Pitch Degraded - Pitch Rating

U Pitch Disengaged - Pitch Rating1k 4Roll Degraded - Lat/Dir Rating
4 -- - Roll Disengaged - Lat/Dir Rating

Yaw Degraded - Lat/Dir Rating
A Yaw Disengaged - Lat/Dir Rating

- - - -- V Roll & Yaw Degraded - Lat/Dir Rating
IF Roll & Yaw Disengaged - Lat/Dir Rating

No tic mark: 10 unit constant a turn at
Mach .85 and 20,000 feet

Tic mark right: IS unit constant a turn at

Mach .85 and 20,000 feet
/- - i - - -- Tic mark left: Wind-Up turnatAch .85

and 20.000 feet

9 -"- Not all configurations and maneuvers were
flown by both pilots. The data shown was
collected from 62 Air-to-Air Tracking110 9 4 3maneuvers.

Average Cooper-Harper Rating. Pilot A

Figure 3. Cooper-Harper Rating Correlation Between Pilots A and B Obtained Using SIFT Techniques

..... ..V
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2'PIPPER POSITION VERSUS TARGET X'PIPPER POSITION VERSUS TARGET

*3 0.

8 0 mc

ha IaJ

COOPER-HARPER RATING n 1.8 COOPER-HARPER RATING a 4.5
-90 -to - to 1 o t 3~0 -30 -20 -0 to to 20 90

AZIMUtTH ERROR (MIL$) to AIMUTH ERROR (MILS)

PIPPER POSITION VERSUS TARGET PIPPER POSITION VERSUS TARGET

o
de

za tU-

COOPER-HARPER RATING a 4 0 COOPER-HARPER RATING *4

-30 -to -20 0 10 to 30 -30 -20 -10 0 t0 t0 30
AZIMIUTH ERROR (MILS) AZIMIUTH ERROR (MILS)

FIGURE 4 EXAMPLES OF TYPICAL SIFT (HQDT) TRACKING RESULTS
SHOWING HAZARDS OF RELYING ON TRACKING ERROR AS

THE ONLY MEASURE OF HANDLING QUALITIES
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FREOUENCY RADIANS/SECOND
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1 a I I IF 9 1 lip. I a I 1 1
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C

-21,.

FREQUENCY, RADIANS/SECOND

270. 11.10. l00.

Lu

0.

L6U

~ 270.

FIGURE 5 TRANSFER FUNCTION OF PITCH RATE TO STABILATOR

DEFLECTION, IDENTIFIED USING SIFT TECHNIQUES



A FREQUENCY RESPONSE ESTIMATES

-95% CONFIDENCE LIMITS

ENSEMBLE ANID FREQUENCY

AVERAGE OF FIVE DATA RECORDS

SAMPLED AT 20 SAMPLES/SECOND

PITCH RATE D EGREES/SECOND
NTXIILATOP D -EFLECTION T DEGREEe

QWITH RUDDER DEFLECTION ACCOUNTED FOR

Q ,WITH RUDDER AND ROLLING TAIL DEFLECTION ACCOUNTED FOR

es ar a y m l l 3 =
LL

Q ,WITH RUDDER AND ROLLING TAIL DEFLECTION AND SIDESLIP ACCOUNTED FOR I

FIGURE 6 BODE AMPLITUDE PLOTS OF PRECISION AIR-TO-AIR

TRACKING DATA, DEMONSTRATING SOURCES OF LATERAL-

DIRECTIIONAL COUPLING INTO THE PITCH AXIS
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DERE ~ ECON A FREQUENCY RESPONSE ESTIMATESI Te DEGREE ....95t CONFIDENCE LIMITS

i 0.

-270.-

Q ,WITH RUDDER DEFLECTION ACCOUNTED FORI-
e

ie 1. .a

Q ,WITH RUDDER AND ROLLING TAIL DEFLECTION ACCOUNTED FOR

-gig

Q ,WITH RUDDER AND ROLLING TAIL DEFLECTION AND SIDESLIP ACCOUNTED FOR

-r.

FIGURE 7 PHASE ANGLE PLOTS CORRESPONDING

TO AMPLITUDE PLOTS IN FIGURE 6
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SUMMARY

The report deals with pilot induced oscillations (PIO) which occured mainly during landing approach of a

medium size cargo helicopter with a suspended load. The flight tost progrmme which was set up to gain

insight in the problem is briefly described.

Data evaluation showed that a bad combination of eigenfrequencies from a suspended load and the helicopter

caused a very poorly damped sigenmode. This mode could be excited by the pilot but was not controllable

for a human being because of the frequency (-11 rad/sec) involved.

A good correlation between pilot coimments and flight test data evaluation was found.

1. Introduction

2. Theoretical Models with regard to a Helicopter with Suspended Cargo

2.1 Vertical Oscillations of the Cargo

3. Test Method
3.1 Measurement and Asseesmt Procedue

3.1.1 Quantitative Evaluation
3.1.2 Qualitative Asessament

3.2 Parameters Measured
3.3 Tests Conducted

4. Analysis of the Test and MeasurIng Results
4.1j Assessment of Measurements

4.2 Assessment of Pilot Statements
5. Conclusioms end Seoommiatimms
6. Refereess

7. Figures

During use of the CHI-53 helicopter to transport externaly suspended cargos, severe oscillations occurred

repeatedly and especially during the approach phase. Based upon pilot statements, these oscillations must

be classified as "oscillations of the closed loop (ie,pilot/helicopter)". In some cases it was evenj necessary to drop the cargo in order to restabilize the helicopter.

Teobjective of the trials was to clarify how these oscillations develop and to give hints on the
avoidance or the prevention of PIO.
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2. 2UMMWCL lM WM MULM TO A VM0 WI i Cam

The following In an attempt to isolate the type of osoillations leading to FSO by momat a tow siml
models. Two types of cargo oscillations related to the helicopter ses to be imrtant in the ecmectism

comsidered here:

a) pendulum osollatiom of the caro
b) vertical ocilatio of the cargo initiated by @prig type characteristics of the eargo sling.

In order to be able to still present the relatio in a imple and clea mommer, the following eassidera-

timo are based upom the comly used mpiyg asstions of amll angles; co entratiom of mas

in the individual canter of gravity; absence of deming linear system behaviour and maless springs or

suspensions; because the pendulum oscillations proved not to be important for the case considered here

they are not discussed further.

2.1 VMi CAL OWILLA20M OF SM cas

Fig. 1 shows the model for estimating vertical oscillations of the system helicopter plus exteral car.

On the CH-53, the cargo hook is not directly connected with the gear box or the rotor; but the load is routed

via the fuselage box to the rotor. The fuselage box is comparatively flexible. The model depicted in Fig. 1

approximates the fuselage to a spring and mass system (spring constant c, and partial helicopter mas M). The

cargo with mass m is attached by means of the cargo sling with the spring constant c2 to the partial helicopter

mass N. This dual same and dual spring systm is carried by the drive unit of the helicopter. Force" which

say mcite the system to oscillate are the air and sas forces produced by the rotor. fhese are the periodic

forces as a resut of the rotor rotation am the one side and the respomses to the pilot inputs an the other

side.

ith the frequaencies

V 2 - 1 N + . 0 2 .2 02 and the mass ratio p a

I X 2

the following is obtained according to /1/ for the two natural frequencies of the System:

11,2 1 2)2

In Fig. ? the histories of the natural frequencies (W1,2 ) are presented versus the ma ratio (p). Approximately

typical values for the calculation of the CH-53 with external cargo were assumed to be

i  - rW2 a 0.4; 0.2; 0.1

?Us corresponds to a spring constant ratio of approximately 1:18 for the helicopter and cargo slim. The

asumption that only a pert of the helicopter helage same is to be considered to be n osoillating esem

justifies the extension of the calculation to mass ratios of = 2. Results of the flight trials verify that

the orders of magnitude used for the calculation were realistic.

The two natural freqpucieo are close to the frequancies v I and w2 in the range ocsidered here (Mga. 2).

The upper natural frequeny which is ap oximtely the natural frequency of the fuselage is wol bo
the rnge that cm be actively influenced by the pilot ('-60 rad/seo).

he lower natural freipe ny coincides closely with the natural fraquency of suspensiom and curgo (w3) in

the comidered. 9eweading cn the spring onstant of the cargo all" and the uspended load, froqmn-
o1es in the ra from 3 to 23 rd/e sa remlt. In this rame, the pilot is still abl to d to

the owillatina occurring by ctrol im lpts;bt at frequencie above 3 to 6 /sethe rate of response
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of the man is generally no longer adequate to permit suitable and well adjusted control inputs. As it am be

asumed, based upon the design of the cargo slings and the cargo shapes, the dming forces produoed in the

system are only minor force.,and all conditions for the occurrence of a PIO are givean in this case.

Considering the frequencies of the exciting forces that are present an the helicopter independeat of the

pilot inputs, one viii note that the smin rotor frequency (approx. 19.4 rid/sec according to /2/) and the

difference of the min rotor frequency and the lead-lag frequency (dot lead-lag frequency of apprc 5.9
rd/sec according to /2/) are in the range of interest. Thus, "air resonance phenomema" ma be aggrvating

the problem.

As a hole, it ssq be oomalatd frae the shove eaooiddeatifts that the problems sxqjewmaed ea be emed
by the poesible vertical eseillatims of the helisepter/extermal carge systom.

3.-

When investigating mas/mshine ytei, as in the present case, it is esseantial to SPAY teat steds bek

provide a good qUltative observation at the systam b1haviour by te partoipats In the test (the ldptes)
during the test sequence as well ae a technical evaliaticu sod asseement of the data eobieved.

3.1.1 qUafi h ZvhM11 eN

Since a best assessment of a system by the man (pilot) is only possible when performing a tank while using

the system which requires an exact adherence to given values (such as target tracking tasks), it vs obvious

that the data,(which was rather random in cha-acter); obtained in this case could not be assessed using the

classical methods of flight test techniques.

From fixed-wing tests in the USA /3/ and from own results /4/, it was known that the procedures to

analyse random events in the frequency range /5/, // could be successfully used for identifying

the system behaviour of aircraft. The time histories of the parameters of interest as measured during

the flight test were transformed into the frequency range by means of the Fourier analysis. As a

first result, power spectral densities were obtained which permitted a statement on the preferred

occurrence of certain frequencies to be made.

For exaple, from the comparison of the power spectrum density of the normal sooeleratios with the gIer

spectrum of the maemhet of the collective stick, it oam be concluded whether the pilot artively coentaribed

to an oscillation. If he did this can be seen by power peaks at the frequency in question occurring

in the pom spectrum denaties of the collective atck movement.

But in the system input and output power spectrum densities (i.e., "collective stick movement by the

pilot (system input)" and "normal acceleration at the pilot seat (system output)") the total infor-

mation on the system behaviour may also be found. Therefore, the system behaviour my be derived and

plot'ted in the form of Bode or Nichols diagramms from the comparison of the output and input (cross

power densities) and the power densities of the input and output. Ref. /7/ recommends the following

pilot model as adequate for investigating critical stability conditions:

Vp - transfer function of the pilot

% gain fastor ot the plaot

V - splar frequeey
t t : delay tise of pilot

3 r7

min " .. . .]... ' . .
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By adding the pilot model to the derived system transfer functions, it in possible to obtain statements

with regard to the stability of the loop closed by the pilot from the Nichols chart.

3.1.2 QOALTUTM hSIIMM

From the fixed wing tests experiences availablean air-to-air tracking manoouver lent itself an a

flight task to be assessed. An Assessment Form replaced an assessment according to Cooper-Harper in the

present test series. A List of Questions and the Assessment Form had to be completed by the pilot after

the flight or a series of flights with, for instance, varying cargo mass.

3.2 PADDJM S IUSh

Fig. 3 shove a mary of the test parameters usd for this program and is an extract from the available

parameters.

Since the first flight trials have proven that the Automatic Flight Control Systen (*1WC) Itself did not
introduce the PIO,the analysis of the behaviour of the autopilot was not continued. The accuracy

and quality of the analvsis carried through in the frequency range concerned depends strongly
cn the resolution of the parasmters and lees an the linearity and the temperature behaviour. Furthermre,

the conversion of the analog signals into digital form played a decisive role. Here it

should be noted that the proper selection of antL aliasim filters prevents a backfolding of adpia portions
of higher ftrequencies in the frequency range that can he covered by digitalisatin Mad, in addition,

the relations of the signals to each other Is not manipulated due to different phase shift.

The resolution of the signals depends on one hand on the design of the transducer itself and, on the other,

on the bit number of the available analog-to-digital converter (ADC).

The ADC@ vailablo at 2-61 are designed for 12 bits and thus resolve the rage of a sionf in 0 steps.
Therefore the limit resolution for all parameters 4s given by the transducer design.

The Tracking aanoeuvreO used in the test progrm utilize the available parameter ranges up
to approx. 10 to 20 percent. This results in a resolution from I to 7 percent of the rmae of laterest.

Epirically the dynamic rea in which the pilot Is able to operate is afproz. 30 db, i.e. offrs. 30:1

This rage cannot he fully covered with the available instrumentation system. This limited the achievable
quality of the analysis. This can be mm from the diagrems by the partially far deviation of the onfidaoe

limits of 93 % from the estimated teat points.

3.3 TIT 9OWMIN

Fig. 4 presents a mmary of the flights evaluated in this report.

The variables considered during this evaluation were: The cargo mase, the properties of the sling, an

the friction at the collective.

The moeuvres flown were tracking taoks, including acceleration and deceleration, bondif approesh and

bover. The target was a UH-ID.

4. AXALYBIS OF TEE 1 AND NEAURDS 1fl

4.1 MBSIM or NaSIEI

Aacording to ref. 7 the transfer behaviour, "normal acceleration due to control. mvememteplagy a delmve

role for the occurrence of PlO's during target tracking menoevm with the main taf being to stabilize the

attitude of the aircraft ia relation to a reference (another aircraft, ground). Therefore this

transfer function io especially discussed below.
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The Fig. 5 and 6 show the power spectrum densities of the nesmml aweeleasm (14) and ealleteo atie
movemnt (6il) of a flight without cargo (flight 14) sad a flight with heav cargo (fligh 30) for the test
phase I (flight In oe direction with heaing chage. of appresimately 3e to the rumh and left hand sde)

end phs IT (hover).

fte both flight phase of flight 14l the power peaks are clearly recaoiable is the normal acceleration

spectrum density at approx. 20 rad/eec which awe caused by the mi rotor. Another pee appears at

appre. 1I "e"e in teot ~hs 1. Its cause sight be the difference frequency of the min rater
frequency and the iced-lag frequency of seroth order. lawever, in both csesm the main rotor frequency is
dominating (larger amplitude).

This situation is changed conaiderably (Pig. 6) when the helicopter is flow with a magendtd cargo. As
coopared to the aplitude at qpproz. 11 wad/ee the amplitude of the main rotor frequency decreased con-

siderably. The energ In the system is nom increasingly concentrating at the lower frequency. lawyer,
this range still stimulates the pilot to take a controlling action where a suitable action would
generally exceed his capability.

In addition to the two frequencies already discussed further peaks occur between these two (flight phase IT,
Fig. 6) which are probably caused by the vertical automotion of the oscillating system, i.e. helicopter
with suspended cargo.

71g. 7 and 8 show a summry of the frequency peeks In the range from 16 to 20 red/oet (1.6 to 3.2 ES) as
Indicated by the power spectrum densities of the normal acceleration for the various toot flights. gince
the histories for all toat phases are generally similar, only the anal3yses for test phase I and KY are show
as an ezemle.

The main rotor frequency at 3.0 to 3.1 He is clearly recognizable. Below this

frequency, a whole series of frequency peaks appear which are distributed so that it is impossible to

state unambiguously with the mcans available here which one of the two natural frequencies can be

derived from the difference of the main rotor frequency and lead-lag frequency or the one from the

nolicopter/extra. cargo system.

Rowever, a close relation to the fraequecies estimated in pera 2.1 and the" taken from ref. 2 Is obvious.

As there Is a possibility that soma~ is transported into the helicopter/external cargo system at the
difference frequency "main rotor minus lead-lag", a considerable damping reduction at least will take place.

Fig. 9 to 12 show, the transfer functions normal acceleration (14) due to collective stick movement (Oil)
as a Bode diagram for the flight phase I and IV for flight 141 and 36 already used as an exeple

Disregarding the values above 26 wad/eec, which vary considerably due to Inadequate data qualty in this
froequecy renga,mim transfer ratios are found In the rag of 8 red/sec in nlight 151 (without cargo).

The order of manitude of the phase rotations occurring in this case in 960. The combination of the trasfer

behaviour found with a simple pilot model, as shams in pea 3.1.1, shows that the overall loop "pilt ad
helicopter" remanssetable and the pilot an accomplish his control task without any extrardinay problems.
Fig. 13 and 151 contain the Nichols charts prepared for estimating the behaviour of stability.
For a helicopter with external cargo (flight 36, Fig. 11 and 12), the situation is completely different.

The meiu transfer factor occurs now at approdsmtely 12 red/eec ad is relatively
onsiderably highe then for the helicopter without cargo. 2herefore, the attachment af an external cargo
ufavourably effects the helicopter ehareteristies In two wayss

a) The mim transfer factor is shifted to higher frequencies.
b) The system dming is reduced.

Both considerably complicate the task of the pilot to control the helicopter. The amodsum transfer factorI is now in a range in which the pilot is no longer capable of controling the helicopter properly. The Nichols
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charts (11S. 1,5 and 16) for the flight phases considered alsoshow clearly the redaction, of the stability
of the closed leep "pilet/hloeepter with extrnal. eag.".

During the flight teot, a PI0 occurred which forced the pilot to drop the cargo. Fig. 17 to 19 show the

transfer function "normal acceleration due to stick movement" measured in this case. Fig. 20 showe a
detail of the associated time histories. From the comparison of the power spectrum densities of normal

acceleration (14.) and collective stick movement (4) (Fig. 17) as well as from the tine histories
(Fig. 20)., the response of the pilot to the motion which has the effet of maintaining the oscillation

can be seen.

From the ratio %"z.m transfer fester to treafer factor is the stationary stattem,the damping et the
sytem am be estimted.

For a secmed erder mysten, the relation for, a dssping ( ) wordng to ref. /8wae

S&a ftrom that (.5- "5

A a stationary value for determiating 16 a meon value token frm the initial values of the trasfer fas-
tim "normal acceleration due to stick movement" was une".

fhe damping values 0) found are smmarized in Pig. 21 ad 22o Wile Fig. 21 ehove the Influence of the
teot phase, i.e. the influence of the flight condition with the cargo as parometer by mems ot four omme.
The influence of the cargo end the cargo attachment eam be seem from Fig. 22. the considerable do~pag
reduction of the system with increasing external cargo is clearly recognizable. (Fig. 22). sohe. flight
with en internal cargo (No 15) does not permit an unamiguous estimation of the Influes of internal caroms.

It can also be seen that landing approach and hover phase with large external cargos are critical
conditions as far as the damping is concerned (Fig. 21). For flight phase 1, the results are partly

quite unusual. It sems that this flight phase stimulates the pilot the least to respond by more
frequent collective stick movement. This affected the quality of the data.

4.2 h U OF 10 MA!3EM

Pilot repots are available on two Incidents at the Services and en emergemsy drop daring flight testing

at 3-61 as a result of vertical ocillations. The essential parts of the reports are briefly repeated here:

Chase A.
"Mile isitiating the descent (at a forward speed ot 30 to 4sd KIM) severe vertia
oscillations connected with abrupt ocillation (approx. 1?) about the longitudinal

end transverse ads of the heliopter ocurr ed ..
In order to bring the helicopter bank into a mafe flight condition again! IIncreased

the power with the remilt of eve inereasing vertical oscillations. therefore I erdered

... I"Drop". After that the flight cocndition ma Immediately mormal mgma."

Mols I
"After having Passed a paver tneissien line the desent to approach the landi0
field was Initiated. When changing the collective pitch stick position the helicopter
started to oscilate vertil me severely that the flight attitude oolds mef05g
be maintained, the mqitde of the oscillations Increesed ropidl. Z tried to balm.s

eut the oscillation by en Immediate climb, however , withot my sese. the ocillation
boeso - svere that the helicopter threatened to attain en umentrellAble condition.

) he to the gotate aritrary mseese of the statimey edities the domin vlne fend daa met

be Interpreted to be aosints but rather relative waumo.
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1 told my copilot "Drop the . After having dropped the oarp the

holoopter Imediately rotured to a norsl attitude."

Chae C. ternal cao none 6W kg
"In addition, during bover at a beight of 150 ft Inputs of epgm. 2 -n tn

the direction "pu" were applied to the ocolective stAik in order to check

the osilating behaviour of the cargo in the vertical direction after the

asumrin progrin ba been completed. After the 94d Snput or unchanged
manitude the helicopter started a no longer ontrollable "vertical bounce"

so that the external cargo had to be dropped in order to correct this

condition. From the initiation until the drop a period of approx. 3 aocads

ws required; all hydroulic arning lights wee Illuminated and extinguished

after having dropped the cargo. The external cargo wes destructed but the

helicopter Us not been amd ..... 

Vertical ooillation without exitation by the collective stick did not

occur (extremely still air). All vertical oscillations produced by collective

stick e=itatics were of mll aplitude and could be corrected again by

systematically "froesing in" the controls and by releasing the collective

trim, respectively, with the @=option of the last test in hover during

which the helicopter continued the vertical bounces with a castant large

amplitude eves after trim rlos.

All three incidents have in comas the heavy external cargo man, the excitation of the oscillation by

the transfer of a vertical interference to the system, the feeling of the pilot not to be able to

correct the condition by normal or systematic means, respectively, as woll as the decoy of the oeoilla-

tion after having dropped the cargo.

According to the results from Fig. 21 and 22,the heavy external cargo mest have led to a considerable

damping redaction of the helioopter/external cargo system. The attachment of the external cargo produced

an additional natural frequency Ln the systom resulting in the susceptibility to air reseanoe. This

can be aee from the compariaon Ln Fig. 5 and 6 as well as trm the theoretical considerations given

in pors 1. This additional natural fre cy is beyond the range normally us"d by the pilot for control

purposes. Bowverr, an exitation at this natural frequency is possible by somewhat abrupt or "Jerkyr

Inputs by mns of the collective pitch stick as deliberately und Lu case C.

In the two other cases It can also be semed that the descent was mae Ln mach an abrupt manner that

the oscillation was excited. The systematic behaviour in the cam' A and B (initiation of a climb),

which can counteraot pendulm oscillations of a cargo, instead, causes, the contrary during vertical

oscillatios. Due to the air resonance mechanim a power increase wi also introduce a higher power

in the oscillation.

Obviously in nose of the oases described above,the oolleetive pitch stick has been releesed completely.

Theretore no statement can be mode whether moh a procedure would result In the decay of the oilla-

tions. Using the measured results as a bsi,thia oema to be possble. However, the measured results

do not consider the effects of the nos-liueer behaviour due to the oscillations (mah a the low of

hydraulic presmure). h~rthermore, it most be doubted that much a behaviour (release of the collective

pitch stick) in the gives overall situation "leading approach" is practicable.

Since the dropping of the cargo i changing the characteristics of the system entirely, this leads

From m general point of view, all of the three quoted pilot coments describe the course of moc an

event in a w that can also be expected from the measured results and the theoretical consideratim.
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Two pilots of the teat cestre participate atIn the second taot phase Cfg Ai to 31) and completed sassesment
ferm. Fig. 23 marin the assesommota of the pitch, rol1 -an vertical eatrel.

Mbe plot of the asessment values versus the cargo sm shows a rather sliMt * uunform tendency to a

powger assessment with Increasng carp. amma (pitch and roll mction) for all eases. 2Ms aiss oeersemied

with the conclusions that oe be draw fa the transfer fuecstimn found for theme mton.

Quite ummignously, the degradation of the vertical east"), charateristies ws asessaed by the pilots. The
constant difference between the assesment of the two pilot. Is of ecurse more a persoal aesutnt. Sme
unambiguous tendency should he considered here " essential fat.

Bumaerising. it can be stated that pilot comment* and asmmot otelatem Is a quite mmm~dmea me
with the remilts IOWAd by mamiana.

From thea. results, the system behaviour as measured correctly describes the PIO phenomenon and can

therefore also be the basis for a change of the system with the objective to reduce or eliminate the

PIO susceptibility.

3. ccsuxsIGN ANDu mm i

The generation of a P20 is gsaarelly initiated by Inputs in the vertical direction an for Lastaee tyieal
during landing approach (euch an collective stick inputs, apeed chages end gues). A the oveall Mpetem
is damped only very slightly In this case end the nlo frequency sonz" In a rag that em no longer be
controlled by the pilot; only dropping the cargo will ,eepeciaflly in the case of heavier external carpse,

generally result in the recovery from the dangeros fligh condition.

In principle, a better demiag of the hemlicopter/external cargo system or a displacemnat of the natural

frequency generated by the attachment of the cargo towards lover frequencies are conceivable as crrective
actions.

A reduction of the PIO susceptibility can also be achieved by making it harder to the pilot to rapidly

adjust the collective stick as necessary. Thin would be possible by increasing the collective stick

friction. However, in such a case it should be considered that an increase of the hysteresis width in the

actuator, which would result in an increase of friction, has in principle, a destabilizing effect. This
corrective action represents an aid for the pilot in freezing in the collective stick position to

correct a P10 rather than an improvement of the stability of the pilot/helicopter loop. The upper limit

of the adjustment values proposed by the contractor should, therefore, by all mean. be considered,

Markedly steady flying with alow control inputs especially during the lIng" appreach and Nain Phase
Is also suitable to hamper the occurrence of a P10 situation.
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Resolution in 
2

Parameter Parameter Percent of Corner Type of
No.Ful-Scale Frequency. Recording

Deflection HZ

04 Collective Stick Position 0 to 350 0.1 - IM-mltiplex

04.2 Collective Stick Position 0 to 300 0.1 - IN-direct

by AFCS *)

05 Pitch Stick Position 0 to 280 0.1 - IM-multiplex

05.2 Pitch Stick Position 0 to 280 0.1 - rn-dirct
by AFCS *)

06 Roll Stick Position 0 to 220 0.1 - rn-multiplex

06.2 Roll Stick Position 0 to 220 0.1 - IM-dirct
by AFS ")

14 Normal Acceleration + 4 g 0.5 36 FM-multiplex
below Pilot Seat

1? Roll Rate + 15
0
/sec 0.7 6 FM-dirct

18 Pitch Rate + 30°/sec 0.7 15 ,M-direct

Time Code 0.001 sc rn-direct

s) AFCS = Automatic Flight Control System

FList of Parameters Used

Value of Friction
Flight Cargo Mass Material of at ollectieR

NO gCroSig at Collective Pilot Remarks
No. kg Cargo Sling Stick

14 high A
15 Internal Cargo high A

3000
18 3000 Polyamide high A

19 3000 Chain high A

20 5000 Polyamide high A

21 5000 Chain high A

00 2100 Polyamide high B PI0 occurrence during hover

24 6600 Polyamide high A

25 300 Polyamide low A

26 3000 Polyamide low B

27 5000 Polyamide low B

28 5000 Polyamide low A

29 6600 Polyamide low B

30 6600 Polysmide low A

31 6600 Chain low A PIO occurrence during hover
and emergency drop of cargo

g 4 Teat Flights Carried Through



24-12

a z

o 040 0

E-4 -4

to 0

a 0 -

Isa

b,14

)I 090



AADIIA 596 ADVISORY GROUP FOR AEROSPACE RESEARCH AND DEVELOPMENT--ETC F/G 1/3
CRITERIA FOR HANDLINA QUALITIES OF MILITARY AIRCRAFT U)

UNCLASSIFIED AGARD C P-33 NL

NON mhEEElh



3443

30ut o

Polmide aling

26

14 -- ig 18/s - 20

2.5 __ _ _ '------

;20

1)420 27 0 29/30/2

1.5
15

t Dotor frqueo7 umau-9mIaD-1agpuoy

0.3

0 1 a 6

xctewnIn oezgo am* In tcwmE - *-l

Analymis for teot psoe I

fts, 7eq**Wcy Peekse of the, Power Speatwul Dam-

sitlee of Norma Acoeavtics at' the Pilot
seat Lu the, Ree, trin 1.4 to 3.5 n



IP!II!11 24-14

bmmuo. sling

Vadrlift. Uemtifins: PlO me

awin gifts

3 1*I

100 rotor speed

*'27"

Rotor freqiiency Mms lead-lu fre"ey

0 1 2 3 45 6

btrjml agomss In tome

Analysis for test phase IT

Fiff. lreqeaoj Peeks of the Pown Spectru
Deities of Norali Aooelata of the
Pilot Best in the Smage from U.4 to 3.5 hb



,mmumsy. Roil

ay.

IIIT

A _

Fi. Transfer Function of "Normal Acceleration at the Pilot Seat (14)
due to Collective Stick Movement (0~4)" Flight 14, Test Pha~s. I

j1. Ian.*

95a1MNI

TR OXT

AMPav 9wa

-2760ls p'

ni,1 Transfer Plumetten "Iluiumi Aeeelatim at the Po~et In*t (14)
du* to Colleetly StiUk YAvst 11111101A)", WUdt"% 11 bs M IV K.



24-16

AIRI

l~ /OL

its .

IM

Ma.-

Meut Phas I~



~~Vp oo v, *vt

t t 0.22sE

% d". deired nomal sectetl an
asp trae

A% %-'5des - as
A K *3.lective ovemeint

11fla' as N. r aqe, qope. q

RAO 1 Micas Chart for the Trmuf r Ismtem
a1n s due to Anfre. rxigt V4i loet Phase I

Ph- s.. l dowe..

44



a pit@ X Ir

n sd s ' zerd aeguul aooelewatiam,
n, time A K seU..et~ve stidc .awment

A%068uppfeleSot"e oM0

ME 1145 IB-af 'lljqF4
O e 9P ae nl, d p e

.2 la

*I 1f

-28*. Weliol 3553imtwoat

-28e %of ~tta "Aut

fromr~ltt 0, est Phase IV



~~ (ComuL AOEflfMM )

hz~ MIM"IU
)1&L~IY m.7 PW osetulaatii) o osu tikxrmo

Norma ~ ~ ~ -Aceeaina h io Sa ihAscae o

hwseFnto rmlib 1 okPaeLaigt M

-7A

* ~~usow, inotamm

AR 7mato A ormia~ Aet thFime as thr" Lawkite s

2ext .o z.f ~to to " fa" a"1 ~tP.. .ig~



~J1(p~" ooptern" .5db

v frewaa, isi/aes

a= don desired MOZO~In acceleration.o2.

nap true

AK collective stick movement

Phase angle, degrees -M-0

.0 t

-22I-

fromFlgt3,TsPhsLednto S
PTO adC: rp

(WWoAL AOMzRAMI, w'smo 2 )

47.M

xLm w~ aa Atwu m. fmMt3

'. fLE auu..hgu~u.5~f33g SLp'A



l ; 0 49

_ _ _ _ _ i

o 00 0

000

* It



Pitch notion Ron motion

0 0

* 2- V V'

8
0 PiotA

10t 9 ___L________,_I I t t

, act t F dc

a0

0 ollTeo16 0 ilt- (nmgc TOM@)



25-1

PREDICTION OF AIRCRAFT HANDLING QUALITIES
USING ANALYTICAL MODELS OF THE HUMAN PILOT

by
Ronald A. Hess

Research Scientist
NASA Ames Research Center,

Moffett Field, California 94035

SUMMARY

The optimal control model (OCM) of the human pilot is applied to the study of air-
craft handling qualities. Attention is focused primarily on longitudinal tasks. The
modeling technique differs from previous applications of the OCM in that considerable
effort is expended in simplifying the pilot/vehicle analysis. After briefly reviewing
the OCM, a technique for modeling the pilot controlling higher order systems is intro-
duced. Following this, a simple criterion for determining the susceptibility of an
aircraft to pilot-induced oscillations (PiO) is formulated. Finally, a model-based metric
for pilot rating prediction is discussed. The resulting modeling procedure provides a
relatively simple, yet unified approach to the study of a variety of handling qualities
problems.

1. INTRODUCTION

The advent of modern digital stability and control augmentation systems has created
a renewed interest in the study of aircraft longitudinal handling qualities. This
renewed interest is attributable to two factors: First, the higher order nature of the
dynamics typically associated with digital control systems makes analytical prediction
of handling qualities difficult. Contemporary handling qualities specifications (Ref. 1)
are written assuming "classical" aircraft characteristics, e.g., in the longitudinal
mode, the existence of distinct and dominant short-period dynamics is assumed. With
modern systems, the short-period characteristics may be dramatically altered by feedback
and the higher order control system dynamics may dominate the vehicle handling qualities.
econd, shortcomings in predictive techniques are made even more critical by the fact

that severe handling qualities deficiencies often arise in practice which are directly
attributable to the higher order nature of the digital control law implementation. An
example of this is the ability of high frequency phase lags or time delays in the control
system to sharply degrade aircraft handling qualities and to be a contributing factor to
pilot-induced oscillations (Ref. 2).

In the research to be described, a pilot-modeling technique for handling qualities
research, discussed in Ref. 3, is utilized and extended to cover higher order systems.
The characteristics of over thirty aircraft configurations are analyzed, primarily in
the longitudinal mode. Particular emphasis is placed upon those configurations where
control system dynamics and time delays have been recognized as contributing factors to
handling qualities deficiencies. The contribution of vehicle/control system dynamics
to PiO tendencies is outlined, and a metric for pilot rating prediction is discussed.

2. BACKGROUND

The pilot-modeling technique as discussed in Ref. 3 forms the framework for the
research described here. This technique utilizes the optimal control model of the human
pilot and a novel method for the a priori selection of dominant OCM parameters (index
of performance weighting coefficients and observation noise/signal ratios). A brief
tutorial review of the procedure for selecting index of performance weighting coefficients
is now presented. Consider the longitudinal tracking task of Fig. 1 in which the pilot
is attempting to minimize pitch attitude deviations 8(t) in the presence of atmospheric
disturbances. Ignore the dashed "internal attitude command" for the present. An accept-
able index of performance for this task would be (Ref. 3)

J- E9 lm 1J- X [e2(t)/2 + j2(t)/ dt}

X

where d(t) is control rate.

As discussed in Ref. 3, we assign an arbitrary maximum allowable deviation to the
time rate of change of the error, 6(t), and denote it 6M . Now an effective time constant
T can be introduced to define maximum allowable deviations of the integral and derivatives
of 6(t) as:

LL-
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6 6i

6M - specified but arbitrary

and

M - *=e/T - 8M/T2

The justification for using a single time constant to represent the ratio of the maximum
value of a variable to that of its next highest derivative rests upon the system bandwidth
implications which follow when Eq. (1) is used in implementing the OCM. We will also
assign a maximum allowable deviation to the time rate of change of the pilot's control,
8(t), and denote it M Similar to Eq. (1) we write

6M M T ;

M= to be selected

M= 6/T ;M/T2  (2)

The value of 6M is not arbitrary, however, but is found using Eqs. (1) and (2) and the
vehicle dynamics as follows: Let the pitch attitude dynamics of the aircraft be given by

es n-l + an-2sn-2 + + a1s + a o

(s) =K n n- (3)
s + +n- .+ + b 1s + bo

Then, as explained in Ref. 3, we write

j . l/Tn-l + Ibn-l/Tn-2 +" + Ib1l + Jb0IT (4

6" = K(t/Tn-2 + lan_ 2 l/Tn- +... + tail + laolT) (

Thus, once T is known, 6M and OM (and, if needed, eM, etc.) can be determined immedi-
ately. Choosing T involves selecting a domain of l/T: 1/4T lI/T < 4/T and then
plotting J, the value of the 0CM index of performance, vs l/T. The operating point or
"knee" of this curve determines T. The knee is defined as the point where

aJ r JIT=TI4 - JIT=4T(5
dlog(l/T) =  6 log(4/T) - log(l4Y) (5)

Here n6 is a constant, nominally unity, which can be used to reflect manipulator
characteristics, much like an efficiency factor; T is the pilot's time delay (nominally
0.2 sec). JIT-T/ 4  is the value of the index of performance which results when T - T/4.

The ability of the OCM parameter selection technique to provide a pilot model which
matches measured pilot describing functions, remnant power spectral densities and root
mean square (RUS) performance measures was demonstrated in Ref. 3. In addition, the

.. .. f R- t r - . . .. . . . .. . .. I .. . .. . .. . . . . . . . . . .
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modeling technique was shown capable of providing qualitative and quantitative handling
qualities assessments. The method for selecting observation noise/signal ratios for
the OC1 is discussed in Ref. 3 and will not be dealt with here.

Although Eq. (3) shows dynamics of arbitrary order; all the pitch attitude dynamics
of Ref. 3 were of the form:

e Ke(s + I/TL) (

8(82 + 2 CnwnS + W2

When higher order dynamics are encountered, the method for selecting the operating point
needs to be modified slightly. The large phase lags typically associated with the
dynamics of vehicles with higher order dynamics need to be reflected in choosing the
domain of 1/T to be used in Eq. (5). To accomplish this, a delay TD is defined as
the delay which accrues when the vehicle dynamics of Eq. (3) are represented as

e K(s + l/TL)e-TDs

a s(sZ + 2n w S + W2)
n n n

The parameters on the right hand side of Eq. (7) are found using a program to fit a
linear transfer function model to the actual vehicle dynamics (Ref. 4). Equation (5) is
modified by simply replacing T with T + TD . The resulting equation is interpreted
graphically in Fig. 2. Calculating TD and including it in Eq. (5) constitutes the
extension of the methods of Ref. 3 to higher order systems. It is important to emphasize
that the actual higher order vehicle dynamics are used in the modeling procedure; Eq. (7)
is employed only to select TD which, in turn, determines the domain of l/T used in
finding the index of performance weighting coefficients.

3. APPLICATION TO AIRCRAFT HANDLING QUALITIES

3.1 Pilot-Induced Oscillations

Table I lists the aircraft configurations which have been analyzed in this study.
The designations in the column labeled "Configuration" use notation found in the corre-
sponding references. The first sixteen deal with high performance fighter-type aircraft
in tracking or landing approach conditions and are taken from Refs. 2, 5, and 6. These
configurations constitute the test cases for the majority of the assessments. The next
four configurations are taken from Ref. 7 and represent pilot-in-the-loop simulations of
a hovering helicopter. Configurations 21-25 are flight test results from Ref. 9 in
which the Princeton University Variable Response Aircraft (VRA) was used to determine
the effect of digital sampling rates and time delays on longitudinal handling qualities.
The vehicle dynamics appropriate for 105 kts airspeed were used in the modeling procedure.
The pilot ratings used were average values obtained from altitude tracking and approach
and landing tasks (Fig. 3 of Ref. 9). Finally, configurations 26-32 are taken from
Ref. 10 where a moving-base simulator experiment on the NASA Ames Flight Simulator for
Advanced Aircraft (FSAA) was described which investigated a wings level-turn control
mode for air-to-ground weapuns delivery. Note that unlike the previous twenty-five
configurations, these involve lateral-directional aircraft handling qualities. The
effective vehicle dynamics for the lateral gunsight aiming task were parameterized by
a damping ratio n, an undamped natural frequency wn and a pure time delay TD
(Ref. 10). The data for the so-called "fine" task were used. This task is explained in
Ref. 10.

As an example of the modeling results, Fig. 3 shows the longitudinal open-loop
pilot/vehicle characteristics (Y Yc) for three of the configurations used in Ref. 2.
Here, the NASA Dryden F-8 digita fly-by-wire aircraft is considered with a rudimentary
augmentation system ("Pitch Direct") and three transport time delays of 0.13 sec, 0.23
sec, and 0.33 sec, respectively. The predicted effect of the time delays is apparent
in the reduced open-loop crossover frequencies wc. This open-loop characteristic
obviously has a deleterious effect on the closed loop 6/6c transfer functions as shown
in Fig. 4 (e/ec - YpYc/(1 + YpYc)l. This transfer function is important in assessing
PlO susceptibility. Although the task has been defined as pitch-attitude disturbance
regulation, attitude commands 8 internally generated by the pilot would be employed
in precise attitude regulation (dashed line in Fig. 1). Note in Fig. 4, that as D
increases, le/eci and L8/c decrease at all frequencies. Perfect command following,
of course, implies e/ec - 1.0 at all frequencies. In Fig. 4, 1I/ecl < 1.0 for all
configurations when w < 3.0 rad/sec, and is particularly poor for the configuration
with TD - 0.33 sec. It can be readily shown that open-loop crossover frequencies less
than 3- rad/sec will invariably result in poor closed-loop attitude command-following
characteristics. The simplest and most direct way for the pilot to attempt to improve
this closed loop command-following performance is to increase wc by increasing his
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static gain. If the pilot attempts this for the F-8 configuration with TD -. 0.33 sec,
a very lightly damped closed-loop oscillation occurs at w - 3.3 tad/sec (wee Fig. 4).
This is identical to the PlO frequency shown in Ref. 2 for this configuration.

Similar results are also obtained for configurations from Bef. 5. Figure 5 compares
a pair of open-loop transfer functions obtained using configurations "ll" and "12" from
Ref. 5 and applying the pilot-modeling technique discussed above. Once again, the
dramatic difference in the crossover frequencies wc is apparent. The effects of the
pilot's attempting to improve the performance of configuration "12" by increasing his
static gain by 10 dB are shown in Fig. 6. Once again, a lightly damped oscillatory
mode is seen to appear. The simulations of Ref. 5 were intended to provide performance
comparisons for configurations which were flight tested and discussed in Ref. 8. The
latter report included Pilot-Induced-Oscillation-Ratings (PIOR) obtained using the scale
of Fig. 7. It is interesting to note that configuration "II" received an average PIOR
of 1 indicating a very satisfactory vehicle whereas configuration "12" received a
marginal average rating of 2.7 indicating a vehicle with definite PIO tendencies. These
experimental results are seen to corroborate the analytical findings just discussed.

Next, consider two configurations from Ref. 6 denoted as "4-1" and "6-1." Figure 8
shows the YpYc plots for these configurations. Configuration "4-1" received a very
satisfactory PIOR of 1 whereas configuration "6-1" received a very poor PIOR of 4.
Indeed, configuration "6-1" produced a PlO in flight test with a frequency of approxi-
mately 3.75 rad/see. Analytically increasing the pilot's static gain by 4.75 dB (the
limit for closed-loop stability) in the modeling-results for this configuration produced
a closed-loop oscillation at approximately 3.5 rad/sec. This 4.75 dB increase would
increase wc from around 1.5 rad/sec to only around 2.5 rad/sec as compared to a value
of 4.5 rad/sec for configuration "4-1."

Figure 9 shows the predicted YpYc's for a pair of conligurations from Ref. 9.
The task was longitudinal control in approach and landing using the Princeton VRA.
The variable of interest here was the amount of effective delay in the control system.
In the first, an effective delay of 0.055 sec was employed, while in the second, 0.355 sec
was used. Again, note the striking difference in crossover frequencies in the predicted
pilot/vehicle dynamics. In the first case, wc - 3.4 rad/sec, while in the latter,
we - 0.55 rad/sec. Flight test of the first configuration showed no P1O tendencies,
while those for the latter produced PIO's (Ref. 9).

Finally, Fig. 10 shows the predicted YpYc's for a pair of configurations from
Ref. 10. In the first, the control system parameters were n - 1.4, Wn - 2.0 rad/sec
and ID = 0.0 sec, while in the second, 4n = 1.4, wn = 15.0 rad/sec and TD - 0.49 sec.
The wc difference is again evident. Simulation results indicated that the configura-
tion with delay was definitely PlO prone and the one without delay was not. It is
interesting to point out that the configuration without delay still received an average
Cooper-Harper pilot rating of 6.5, even though it was not PlO prone. Thus, poor pilot
ratings, per se, are not a necessary condition for PIO susceptibility.

In each of the cases above, we have made direct comparisons of vehicles which were
found to be PlO prone with those which were not. This was done to emphasize the fact
that the method proposed here is clearly discriminatory in predicting PlO susceptibility.
The simple criterion for exonerating a vehicle from PlO tendencies requires that the
predicted pilot/vehicle crossover frequencies associated with inner attitude-loops be
greater than 3-4 rad/sec.

3.2 Cooper-Harper Ratings

Figure 11 is a plot of the Cooper-Harper ratings which the thirty-one configurations
from Table I received in simulation or flight test vs the value of a proposed handling
qualities metric defined as K1 E(T + TD)/3'J. No ratings were reported in Ref. 10 for
configuration 32 of Table I. Hence, only thirty-one data points are shown in Fig. 11.
The Ki can be interpreted as a "calibration parameter" which, when multiplied by
C(T + TD)/T3'"J, allows the reported pilot ratings from different tasks and data sources
to coalesce as shown in Fig. 11. Note that we do not allow Ki to vary within the
analysis of any particular task, regardless of configuration changes. Thus, the analysis
of the six configurations from Ref. 2 used a single value of Ki (call it KI). The
analysis of the seven configurations from Refs. 5 and 8 used a single value of Ii (call
it K2 ), etc. In all, six different Ni values (each one corresponding to the six
different symbols in Fig. 11) were used to generate Fig. 11. With the exception of KI.
all the parameters of the metric are an intrinsic part of the modeling procedure, and,
as such, involve no guesswork on the part of the analyst. In order to determine Ii,
the analyst must have an actual pilot rating for one of the configurations tested for
the task under study. If the analyst does not have such a rating available, Fig. 11 Is
still useful, since the curve is nearly linear from a pilot rating of about 2.0 to 10.0,
a range which covers 80% of the Cooper-Harper scale. Thus, rotative rating changes may
be able to be predicted using the linear portion of the curve. Note that, with the
exception of one data point (Config. 19 from Ref. 7), the scatter in the ratings in
Fig. 11 is only about t* a pilot rating.

The inclusion of the factor C(T + TD)/T34 in the metric deserves a brief discussion.
In previous research with the 0C, the value of J, alone, has been found to correlate
well with pilot opinion rating (Rof. 11). In many of the configurations studied bre,
however (those with TD > 0), the value of J was not acceptable an a metric. In

.. ................ ....._______ __________________________
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general, the "predicted" opinion rating increments were smaller than those reported In
experiment. There appears to be a reason for this based upon pilot tracking performenee.
Namely, when the task is disturbance regulation involving relatively low-bandwidth
turbulence, large time delays are not necessarily a harbinger of dramatic deterioration
in tracking performance. This is analytically verified by considering the 3U8 tracking
scores for configurations 1 and 3 from Table I. Here, a 154% increase in time delay
between configurations 1 and 3 involves a log c regression of nearly a decade.
However, the predicted RUS pitch attitude score increases by only 36% and the predicted
RBs control-rate score actually decreases. As we have attempted to point out here,
however, the same cannot be said for discrete command following or abrupt maneuvers.
In this case, wc regression can have a significant impact on the ability of the closed-
loop pilot/vehicle system to follow abrupt, internally generated commands. It certainly
is not unreasonable to postulate that such short-term response characteristics (in addi-
tion to RMS characteristics) are reflected in pilot opinion rating. Indeed, recorded
pilot comments support this notion (e.g., Refs. 2 and 6). The inclusion of C(i + TD)/T3
in the metric appears to account for the influence of these delays on pilot opinion in
a straightforward manner, employing an easily identifiable parameter (TD).

4. CONCLUSIONS

The research summarized in this paper provides a unified approach to pilot/vehicle
analysis, and in particular for:

1) Modeling the pilot controlling higher order systems.

2) Predicting the susceptibility of aircraft to longitudinal PlO's.

3) Predicting pilot ratings for tasks when one configuration rating is known, or
predicting relative rating changes between configurations.

Although the majority of tasks studied dealt with longitudinal control, five lateral-
directional configurations were successfully analyzed with no changes in the modeling
technique.
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Table 1. Aircraft Configurations Analysed

NO. Configuration Reference

I P-S "Pitch Direct" 0.13 see-delay 2

2 .23 2

3 .33 2

4 "TIBSB 0.13 sec delay 2

5 .23 2

a .33 2

7 112D" 5,8

a "SA"f 5,8

9 "BSA" 5,8

10 "t9"1 5,8

11 "110"1 5,8

12 "ill" 5,8

13 "112"- 5,8

14 "13-1" 6

15 "14-11t 6

16 .6-V" 6

17 "PH-28" 7

18 "P5-29"' 7

19 "PH-32"1 7

20 "oPH-35"1 7

21 Princeton VRA 0.055 sec delay 9

22 .135 9

23 .255 9

24 .355 9

25 .455 9

FSAA Wings-Level Turn Cw T10

(lateral-directional) n D
(rad/sec) (see)

26 1.4 15.0 0 10

27 1.4 2.0 0 10

28 2.0 8.0 0 10

29 0.7 6.0 0 10

30 0.5 4.5 0 10

31 0.3 4.5 0 10

32 1.4 4.5 0.49 10
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SIMULATION FOR PkICTING PLYING QMAITIBS

Philip A. Rey'nolds

itie. Reiabl flyng q aiterdiction Adance efcunlt.y Measurn okodi ehial hl

lenging. There are psychological and political pressures on the evaluation pilot. The variety of *'nmm-
ics and the number of parameters involved In airplane flying qualities are large. The tasks ane fraqust-
ly difficult to accurately siulate on the ground. Exmpes froe several airplane dowelop t propm
are presented to Illustrate some of the faulty predictions that have been made with pvusd eemlators.
These examples provide flying qualities situations that can be used for more formal comersoms of gioe
simulation with in-flight simulation ad for developing general hypotheses which could them be tested.
Modern in-flight simulation capability is discussed emphasizing model-following accuracy. model culex-
ity, and special effects such as artificial crosswinds, turbulence, and ground effects. Coot effective-
ness is addressed. A role complementary to ground simulation is seen for In-flight simulation. The paper
suggests that simuation planning could be impod by performing these formal experimests to define the
predictive value of various ground simulator features such as large motion ad high-quality visual Cues.

LIST OP SYMBOLS

9 volts due to roll stick force

* P Roll stick force

* pitch stick force

Is normal acceleration at the center of gravity

n S normal acceleration at the pilot's location

p roll rate

p0  roll rate coand

iSA roll acceleration in stability axes

q pitch rate

q dynamic pressure

yaw acceleration in stability axes

8 Laplace operator

AT thrust change from trim value

*V airspeed

a agle of attack

6 elevator deflectiom

a elevator deflection commad

a pitch stick deflectim

a throttle deflection

* pitch angle

a,0

M milliseconds

7CU flight control system

PlO pilet-iaioced oscillation
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INTP40DUCTION

In this time of inflationary pressures and budget squeezes, it is more important than ever to do
a better job of predicting flying qualities. In the later stage of an airplane's development, the high
rate of expenditure makes even short delays very expensive. Hopefully, the day is past when extensive
aerodynamic fixes are required. These would be disastrous to the modern development program. Neverthe-
less, if flying qualities problem are first uncovered in flight test, the cost can be substantial even if
only flight control software changes are involved. Depending on the design, more costly firmare or hard-
ware changes may be required.

For presently obscure reasons, the motivation to improve our knowledge of how to predict or repro-
duce flying qualities does not emanate strongly from the ground training field. Increased crew training
in simulators is vital to both military and civil aviation. Good flying qualities reproduction which in the
past has involved much of the same simulator technology as used in airplane development, should pay off
in less flight training costs in the actual airplane. However, a relatively small portion of the pilot's
typical training curriculum involves flying qualities in the short term, closed-loop sense. The presence
of moving bases on training simulators attests to someone's belief that liaited-motion acceleration-onset
cuing is cost effective. Depending on the mission and the training objectives, this may or may not be
true. On one hand, the discrete alerting side acceleration cue following an engine failure on takeoff may
be quite important to training for 6ergencies. On the other, it is doubtful that much is to be gained
in teaching fixed-wing instrument flying procedures by adding motion to a well-designed fixed-base simula-
tor. Thus, the training cost effectiveness of otion cuing in ground simulators is controversial. High
quality visual cuing, on the other hand, is vital for many training tasks.

The thesis of this paper is that predicting flying qualities involves risk and that the modern
in-flight simulator can be a big help in reducing the risk. Much of this uncertainty arises from the
fact that experiments have not been done which can provide the data to cost effectively partition an air-
plane development effort among simulator types and capabilities. A collection of experiences in several
development programs is presented which illustrate the kinds of problems that prediction can encounter.
These examples make the point that total reliance on ground simulation can be a mistake. The state-of-
the-art in in-flight simulation is discussed to emphasize that this technology has matured enough to be
routinely used in airplane development and even in part-task training. Future advances in this state-of-
the-art are forecasted to greatly add to our understanding of flying qualities.

PREDICTING FLYING QUALITIES

The standard pilot comment after the first flight is that "it flew just like the simulator."
If we could always be sure that this would be the result, we would have good reason to congratulate our-
selves and flight pay would be a lot lower. Unfortunately, that statement is usually the beginning and
ending of effort to correlate predictions with reality. Also the pilot may not be specifically referring
to flying qualities by themselves but to a more overall impression of the airplane's behavior which may
include rate of climb, stall speeds and other items of performance. Predicting flying qualities involves
uncertainty. Some of this uncertainty lies in the process of flying qualities measurement. some is due
to psychological and political factors. Some is due to basic technical difficulty.

As is well known, flying qualities measurement involves closed-loop control performance and
workload. Since flying qualities parameters can vary greatly at times without Such effect on perfor-
mance, we are obliged to measure workload. The workload, being largely mental, is not easy to measure.
The task often has as such or sore of an effect on the workload as the airfrome/C dynamics. If the
engineer has not defined the task in sufficient detail or clearly commicated that definition to the pilot,
the flying qualities measurement may be drastically affected.

The major psychological and political factors are also well knm to those who have been dir-
ectly involved. The ideal evaluation pilot is an independent observer. He has achieved a measure of
objectivity from experience in many different airplanes and can successfully place his am age In the back-
ground. He is a trained evaluator who is able to recognize and be critical of flying quelitios defi-
ciencies. Unfortunately, the evaluation pilot can sometimes be far from this ideal. lbe plitical envir-
onment is rarely benign. The evaluation pilot frequently represents an erganisatim and carries Later-
ests from that relationship to the simulator. He may be unier considerable pressure It be %as control
difficulties, thus a high workload may go unreported. Or, he may be competing with ether pilots te be
the chosen one to fly the real vehicle.

The basic technical difficulty, aside from mon-in-the-loap, is the mer of dAmamie a e
eters. Just when we think the vehicle is fully described for flying qualities malysis pupeee, a am
design exposes new parameters. Turbulence adds yet another dimension to the preblen and there is mo
general agreement on what description of turbulence is to be used for flying qualities aso mwnts.
Theoretical models of the pilot have been developed to deal with the thicket of paVaten and data that
the empirical approach has encountered but their use is not widespread.
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Despite the difficulties, the serospace industry has been moderately successful at prsedicting
flying qualities using the Cooper-Harper tating scale to esure workload and a collectim el simlatim
techniques to rproduce the task and cue environemt. Further progress in this read seem to be bow
pored by the lack of definitive data to select the proper simulator for each task. Practical knoledge
on the roles of visual and motion cues is not plentiful and wat then, is is bard to gemerallse. Oe
the decision on choice of simulator is made, the deciding factors appear to be availability, cost, and
thn task reproduction in about that order. Since the In-house simulator usually mists to satisfy the
organisation's needs. decision to use other facilities is rare. There is a temdency to acept a fixed-
bas simulation when the task is perhaps not well reproduced simply because it is readily available end
cheap. A moving-base simulator may be used when excessive logs, insufficient degrees of fresd. or Insuf-
ficient travel cause it to be no better a predictor than the fixed-base simulator. The optio to ae a
in-flight simulator may not even be considered for a variety of reasons. The teohnology is unfiliar.
The user is not aware of cost trades. The user expects task reproduction quality to be poor. The simu-
lator is not as assessible or manageable. There is the understandable tendency to think well of one's
own simulation facilities; "of course" they can reproduce the task well enough.

Can we learn from experience? Certainly if the last airplane developed using the company simm-
lator flew as predicted and the now one is similar with only a few minor differences, the chances of poor
prediction are minimized. Yet there are surprises in flight test - Why? maybe we did not take the time
to make predictions and check then so the simulation becomes "calibrated." Maybe the fact that the air-
plane was Level 1 in the simulator and Level 2 in flight was not attributed to poor simulator predic-
tion. To perform a useful experiment in this regard, the simulator mathematical models m-st be substan-
tinted and the evaluation pilot/pilots, after being carefully briefed on how to accomplish the task, must
be reasonably objective. The fact remains that there are few documents we can consult that will tell
us whether a given simulation of the task and airplane of interest will produce a reliable, unreliable
or borderline representation of the flying qualities.

SOW EXAMLES

The following are samples of research and development simulation work where the in-flight simu-
lation results or the real vehicle differed markedly from the ground simulation. The general task in
these examples is landing. Restricting the task to landing is not intentional and is probably not sig-
nificant except that the landing task if pursued aggressively in a challenging environment is one of the
most demanding of high-gain, closed-loop tasks.

1. Fighter Roll PIO on Takeoff and Landing. Refs. 1, 2. 3
Airplane developers have been unpleasantly surprised in recent years to find that roll control

gradients determined by ground simulation can be too sensitive by large factors. An example of this is
the aid-1970's development of a side-stick controlled fighter. After optimization an a fixed-base ground
simulator, the system described in Appendix I was flown in the NT-33A in-flight simulator. The T-33 sai-
ulation,linarizod except for breakout force, showed a tendency toward low-amplitude PIO on lending
approach (takeoffs ware not simulated). The roll sensitivity was reduced for the first flight as sbum
in Figure 1.
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During high-speed taxi tests prior to first flight, the prototype inadvertently became air-
borne. The left wing dropped rather rapidly and the pilot became immediately involved in a roll PTO which
went through 10 cycles in 14.3 seconds (Ref. 2). The airplane was nearly lost. The pilot was able to
open the roll control loop by contiuing the unplanned takeoff to altitude to avoid wing strike. Analysis
of the data showed full roll control and highly nonlinear behavior which undoubtedly aggravated the PTO
as observed in the T-33. The stick shaper function, Figure 2, was reduced and the forward loop gain was
also reduced. By the end of the flight test program, the roll rate per pound of stick force In the low
roll rate control region had been reduced from the original ground simulator optimum value of about 13.0
dog/sec/lb (2.9 des/sec/N) to about 1.2 (.27). The stick force to produce 30 degsec, a typical maxima
value for landing, had been increased from 2 lbs (8.9N) to about 12 lbs ($3.3N) neglecting breakout. The
reduction in forward loop gain not only reduced the steady roll rate and increased the "roll mode" response
time, but also (as pointed out by C. Chalk of Calspan Corporation in an unpublished analysis) proportion-
ately decreased the initial roll acceleration following a sharp input. Therefore, although the steady
roll rate per pound has been reduced by a factor of eleven, the initial roll acceleration per pound has
been reduced by a factor of 181

Groun slmulator12/1/72 data for Rat I
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Figure 2. STICK COMSAND FINCTIO VOUTION (1 lb. a 4.4SX)

Reference 4, pages 331-344, uses this example to come to the strong recomasndatien - "do met
rely on fixed-base or limited motion simulators for compliance with this requirement" (roll axis control
sensitivity).

2. Fighter Pitch PIG in Landing (Ref. 1)

In this now fighter development program, the NT-33A in-flight simulator was used by the Air Force
to provide added confidence and pilot familiarity prior to first flight. The flight control system had
been designed and developed with the benefit of a groumd simulator with large motion capability. The re-
sults of the ground simulator investigation have not been documented in the literature but it can be
assumed that the landing flying qualities of the fully operational PCS (Appendix 1) were expected to be
Level 1. T-33 in-flight simulation, using the response feedback technique and approximations to the PCS
overall pitch rate transfer function, revealed a landing PIO that was a serious problem to all the evalua-
tion pilots. The pilot coements were typical of Level 3. The PlO susceptibility was not slight or the
result of an off-nominal approach or unusual gusts. It was an obvious deficiency. In subsequent ground
simulations on the same facility, it was reported that PO was evident. It was also stated, aftoe the fact,
that the visual display was not of the quality Judged sufficient for the landing task. Whether the landing
techniques in the ground simulator and the in-flight simlator were the sale is not a matter of record.

The PCS was modified and evaluated in the NT-33A as Level 1. The actual airplane as modified
proved to be Level 1. Without in-flight simulation, the airplane might have been lost or severoly dam-
aged on the first flight. At best, a costly delay in the flight test program to work out the tnedy would
have resulted.
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This comparison between ground simulator and in-flight simulator experiments coes from a pro-
gram to generate data on minimum acceptable longitudinal stabilty. The experiments consisted of twenty
configurations made up of variations in C . C 4 C , and i (pitch static stability, pitch damping,

and speed stability) on a baseline supersonic d lta wing airplane with no stability augmentation. Although
the original intent was not to compare ground with flight, these experiments constitute one of the few
documented instances where the same dynamics were examined by the same pilots doing the same task. The
ground facility was the FSAA at NASA/ARC - an engineering research simulator with a conventional 60 de-
gree diagonal visual scene and a 6 DOF motion base with large lateral travel but normal travel otherwise.
The in-flight simulator was the APWAL/Calspan Total In-Flight Simulator (TIPS) with odel-following, 6 DOP
capability. The baseline airplane model was simplified for the in-flight simulator but was closely com-
parable.

Perhaps the most noticeable factor in comparing the two experiments is that the flying qualities
prediction problem is very challenging for both methods of simulation. For example, consider the data
scatter for Configurations 2, 3, 4 and S constituting the basic variation of C toward increasing insta-

bility (Table 1). The time to double amplitude of the dominant node decreased from about sixty seconds
in Configuration 2 to two seconds in Configuration 5. Yet along with this controlled variation, there
were uncontrolled factors such as pilot learning and control technique and partially controlled factors
such as turbulence magnitude and spectrum which disturbed the orderly progression of pilot ratings toward
unflyable. The data analysts attempted to correct for these undesired effects in determining where the
6.5 boundary should be drawn. Effort to extract significant differences between ground and flight was
outside the scope of the investigation, but both the ground and flight data analysts drew the 6.5 boun-
dary at about the same level of time to double amplitude.

This example is interesting, among other reasons, because when most investigators would have
and, in fact, did anticipate differences between ground and flight, there were no straightforward dis-
crepancies. Raw averages of the ratings in Table I illustrate this point. Since the ground-based heave
notion cue was only a small fraction of the in-flight cue and the pitch cue was missing entirely (through
a simulator malfunction) one might conclude that notion cues play a quite minor role in this high-stress
task. Perhaps this conclusion is erroneous but a more carefully controlled experiment is needed to demon-
strate this.

TABLE I

C-H RATING COMPARISON FOR EXAMPLE 3

I II III IV Total Variation Averaze Ratins
577_. Pit.. Grd. Pit. Grd. Fit. Crd. Ft. d. Pit. G.. Pit. Grd.

2 4 --- 8 to 10 6 --- 5 6 to 7 6 4 to 10 S to 6 6.5 5.7
3 6 to 7 6 4 to S 9 to 10 6 6 7 6 to 10 4 to 7 7.0 S.9
4 5 --- 7 S to 7 --- 6 7 to 8 9 5to 8 6 to 9 6.5 7.0
5 10 --- --- 9 10 10 7 to 10 10 7 to 10 9 to 10 9.5 9.7

4. Advanced Supersonic Transport Lateral Acceleration During Roll, Ref. 7. 8

This research is especially interesting from a flying qualities prediction viewpnint because
a new parameter for transports was discovered - lateral acceleration at the cockpit during roll. The
acceleration was large for this design because of the long fuselage, the angle of attack on landing ap-
proach, and the lateral-directional control system design. The design included high roll damping and used
yaw control to maintain sideslip angle small during roll. Because the airplane was designed to roll about
the flight path, which was some 36. feet (Ul.m) below the pilot at the approach angle of attack, the lin-
ear side acceleration due to roll angular acceleration was high. This was further aggravated by the high
initial roll acceleration rsulting from jhe small roll mode time constant. The data in Appendix I shows
that for a coordinated turn entry, where r - n - 0 just after roll control input, there was .02 g's
per do&/sec4 roll acceleration at the pilof4 sstltion. For a I lb. step input at the control wheel grip,
the steady state roll rate is 1.7 deg/sec and the peak roll acceleration is about 4.7 deg/sac2 giving an
abrupt lateral acceleration of .09 g's - a very distracting jolt.

When the airplane was evaluated on a fixed-base ground simulator, this side acceleration was
completely unknown to the pilot. Not only was the notion cue missing but also the ball indicator, driven
by the muc. maller side acceleration at the center of gravity, gave no indication of the cockpit motion.
The overall ptlot rating for lending was 2 in the ground simulator and 7 to 8 in the in-flight simulater.
The motion environment in flight was reported from a ride quality viewpoint to be disturbing to the point
wher the pilot found it virtually impossible to fly the airplane smoothly. Manikin effects probably
were a factor. (It is worth noting that the real SST night behave differently, either better or worse,
frm both of these simulations due to the presence of wing and fuselage structural flexibility. Struc-
tural dynamic notions were net included in the research described here).

d~
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S. Space Shuttle Orbiter Landing Pitch Control. Ref. 9, 10

The final landing of the shuttle Approach and Landing Test (ALT) program was made on the 15,000-
foot main runway at Edwards AP. Just prior to touchdown a PTe occurred in pitch followed by a bounce and
then a PTO in roll before the vehicle finally settled on the runway. The flight control system had been
designed using extensive fixed and moving base simulation. No PT0 problem had been noted. Severil In-
vestigations involving analysis and simulation were subsequently undertaken. The simulations involved the
FSAA and the TIPS along with various other facilities. A description of the TIPS experiment is given in
Reference 9 and the results are analyzed in Reference 10.

The pitch axis characteristics are given in Appendix 1 in approximate form. The hand controller
on ALT had a light gradient with strong centering. The pitch rate feedback PCS employed positive elevon
feedback to produce a proportional-plus-integral transfer function in the forward loop so that stick de-
flection away from center comanded a pitch rate and return to center produced attitude-hold. The response
was fairly slow with significant time delay. It is also important to note that the pilot station was near
the center of percussion of elevon aerodynamic input so that the initial vertical acceleration following
abrupt pitch input was very small.

PTO during the TIPS simulations was a subtle phenomenon although the PTO susceptibility was not.
The pilot ratings ranged from 2 to 8 depending on task definition, pilot training, pilot technique, gust
disturbances and necessity for corrections late in the flare. Indeed, the results on the first five actual
ALT landings where the first four were smooth and uneventful suggest that the problem ight be difficult
to predict. (It is probably significant that these first four were lakebed landings with no requirement
for rapid corrections near the ground). However, in-flight simulation provided flying qualities like the
behavior of the ALT on its final flight. To quote from Reference 10, page 35:

"TIPS results indicate the Orbiter's longitudinal handling qualities during the landing phase
are worse than what was realized by the APPTC prior to the TIPS program. The increased pilot
gain provided by the actual flight environment of the TIPS simulator brought out longitudinal
handling qualities deficiencies in the Orbiter that were less apparent on previous ground-based
simulations. Numerous longitudinal oscillations of the type experienced during the landing
phase of ALT Free Flight S were encountered during the TIPS program. Several larger amplitude
and divergent pilot-induced oscillations were also encountered."

Subsequent to these investigations in 1978, additional ground simulations of the orbiter land-
ing have been carried out on the NASA/Ames Vertical Notion Simulator (VMS) and in the TIPS. These tests
have shown that there are also significant differences in PlO susceptibility between the VMS with its
large vertical travel and high bandwidth and the TIPS for the precision landing flare task, with the in-
flight simulator providing the more faithful prediction of the orbiter PIO problems.

6. Advanced Subsonic Transport Direct Lift Control, Ref. 11, 12

Over the past several years, the Dutch National Aerospace Laboratory (NLR) has been conducting
a carefully controlled series of advanced transport evaluations. Plight control systems including rate-
comand, attitude-hold, stability augmentation and direct lift control were studied using a moving base
ground simulator and an in-flight simulator. The latter was used as a means to verify and calibrate the
ground results, particularly in the flare and touchdown part of the landing task. There were several
similarities and several differences in the results. The familiar difference of touchdown sink rates was
apparent with the ground simulator averaging 4 fps (1.2 mps) while the average in flight was 2 fps (.6 ups).
As the basic pitch response parameters were varied, the pilot rating variations were comparable. However,
the variations with direct lift control were optimistic in the ground simulator. As shown in Fig. 3, the
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rating continued to improve with increase in direct lift control gain in the ground simulator and showed
a reverse trend in flight due to the objectionable vertical accelerations. In fact, the point plotted at
K - US in flight was not formally evaluated because pre-evaluation showed the rating would be poor
eKtaugh not to be of further interest. It is this configuration which is described in Appendix 1.

It should be noted that the aerodynamics described in Reference 11 describe a backside speed
variation with flight path angle, and the authors improved the pilot ratings by half a point extrapolating
to a frontside operation. The flight results were for frontside operation and thus are comparable with
the extrapolated ground results shown in Fig. 3. It should also be noted that the pilots' speed control
complaints were louder and more numerous in flight than on the ground even though one might predict the
opposite.

GENERALIZATIONS

The above examples are not results of rigorous experiments comparing ground with flight but per-
haps they point the way to fruitful areas of investigation and to general hypotheses which need testing.
We might ask the following questions:

a) Is it true that, lacking the strong phase lead information of roll acceleration and accel-
eration rate, the ground simulator will almost always lead to overly sensitive roll control
gain selection? Can peripheral visual cues help?

b) Is there a similar effect in the pitch axis?

c) Is the statement that if the flying qualities are good in the ground simulator they will be
good in flight a valid generalization? The examples quoted above tend to refute this.

d) Is the statement that if the flying qualities are poor in the ground simulator (i.e., the
pilot workload and compensation are high) the prediction will be unreliable a valid general-
izaticn? The experiment from which example 3 is taken shows that although the scatter was
great, the stability boundary was correctly predicted.

e) Can we explain, in general terms, when complete motion cuing improves flying qualities,
when it leads to combined flying/ride qualities difficulties, when it degrades flying qual-
ities?

f) Is it useful to distinguish between the simulator transfer function from computed motion
to platform motion and the pilot transfer function from platform motion to control action?
Can the presence of PlO's in flight and not on the ground be due more to "cue gain" differ-
ences than "pilot gain" differences?

g) Is there a cuing threshold (possibly a function of vehicle and task) below which the pilot
will tend not to close that.particular loop even though the cue may be perceptible? If so,
this may lead to a rationale for deciding when adding ground-based limited motion to a sim-
ulation plan is not cost effective.

h) Can flying qualities degradation in turbulence be correctly predicted on the ground or are
the motion cues simply inadequate?

MODERN IN-FLIGHT SIMILATION CAPABILITY

How close can the modern in-flight simulator come to predicting the flying qualities of a given
airplane? The flying qualities are usually accurately predicted if the math model is accurate. Model
following lags are minimized by feedforward techniques and occasionally compensated by model lag reduction.
Aerodynamic control surface bandwidths are in the neighborhood of 3.to IO.Hz.. Elevator and rudder inputs
act through the stiff fuselage structure to produce pitch and yaw accelerations at the pilot's station.
The ailerons typically act through wing bending modes of lower frequency to produce roll accelerations.
The roll system will be somewhat slower if a single actuator, mounted at the centerline, acts through
cables. However, even for an in-flight simulator the size of the TIFS, the c.g. roll acceleration starts
only 80 ms after the start of aileron deflection and the actuator and cable lags are small giving an over-
all roll acceleration lag of about 100 as. Other motion acceleration lags are about the same or less
except for the fore-and-aft force control through the throttle controls which includes the lag of the prop-
jet engine thrust to throttle motion input. The velocity model-following performance is quite good because
the motion bandwidth requirement is low. Peedforward from model-comesnded accelerations improves the mo-
del-following performance of the feedback error comparison system to eliminate all but actuation system
and structural flexibility lags. When the model contains serial lags such as a smoothing filter in the
comand path, they can be modified to account for even these simulation lags.

because in-flight simulation, with its real world cues, serves, in many instances, the role of
the final authority, the cuing accuracy receives much attention. Prequency response Information for each
comanded degree of freedom are evaluated for amplitude flatness and phase lag minimization. The motion
response coupling (heave ,espose to pitch comand, for example) is minimized. Motion time histories of
the model and the simulator are overlayed to examine initial lag, rise tim, overshoot and steady state
errors.



Model complexity has increased ste ' in recent years. With the advent of small, powerful
airborne general purpose digital computer!,. it is no longer necessary to linearize or to omit small terms
from the equations of motion. Configurati ,a change is faster and easier to accomplish, flight control
system logical features can be reproduced, mode switching and failure mode transients can be duplicated
and accuracy is improved.

The motion limits dictated by the in-flight simulator basic performance, maneuverability and
control power are compared with the model characteristics to determine simulation limits. For example,
the simulator direct vertical force control moves roughly in proportion to the ratio of the simulator and
model nea/al. The permissible control deflection at a given airspeed is a function of vertical load fac-
tor giving rise to an operational area on a plot of deflection limit versus load factor. The intersec-
tions of the operating line defined by (n /a)/(n./a) and the boundaries of permissible area determine
the positive and negative load factor limits that caI be used in simulation.

Simulation under conditions where the simulator and model airspeeds are not the same has been
worked out for several different motion matching criteria. The criterion perhaps of most interest is
matching angular rates and linear velocity perturbations. The up-and-away flying qualities are repro-
duced for small departures from unaccelerated flight. The smaller the airspeed difference, the larger
can be the perturbations. This technique is used for tasks such as in-flight refueling.

Several special features make landing simulation more accurate. By trimming in a wings-level
sideslip with zero side acceleration using the side force capability, the simulator can introduce cross-
wind to the landing task. Likewise, the effects of an unwanted real crosswind can be removed by using
the same technique. Using a sensitive radar altimeter signal, the crosswind can be made a function of al-
titude. Artificial head and tail winds can be introduced through the simulator's ability to adjust trim
attitude and flight path independent of airspeed. The existing real turbulence is measured and fed to the
model. The model-following system tends to suppress the TIFS response and substitute the model response.
Random turbulence is also produced by playing tape recorded signals of the desired statistical behavior
into the model equations. The amplitude of various components can be changed as a function of altitude
using the radar altimeter signal. This signal is also used to produce the forces and moments due to
ground effect which are important in defining the landing task in the flare. Proper touchdown eye height
is produced by computing when the model wheels contact the ground and cuing the pilot. Actual touchdowns
are used when the jolting penalty for a poor landing is needed to motivate the pilot or to expose the
effects of high gain behavior. Discrete gusts are sometimes programmed into the landing task to force the
pilot into aggressive control action which may trigger PIO.

The cost per evaluation hour in an in-flight simulator is comparable with that of the large mu-
tion ground simulators. Its productivity for the landing task in terms of approaches per hour is not as

great because of the "reset" capability in the ground simulator. Perhaps, however, in-flight simulator

technology for generating real and complete motion, combined with the rapidly improving capability to
generate bright, high detail, wide angle artificial visual scenes could produce an even more powerful
simulation device for predicting flying qualities with improved cost per runi

Frequently, the point is made that the in-flight simulator is capable of producing more accurate
flying qualities prediction because it is real. This point is probably valid. The pilot finds it natural

to fly with the same technique and concern that he would use in the actual airplane. It is true that the
safety pilot is always there, so in very critical situations, the pilot's "gain" (urgency, intensity) may
still not be as high. Also properly motivated test pilots probably fly the ground simulator with the

same concern to perform well as they do their aircraft. Thus, it seems unlikely that pilot respect
for the simulation and concern for the consequences of his control action would explain many of the dif-
ferences found between ground and flight. Yet these differences continue to appear.

ROLE OF IN-FLIGHT SIMULATION

As illustrated by the examples in this paper, in-flight simulation has been used to complement

analysis and ground simulation. The major use, aside from research, has been for final system verifica-
tion, but it has also been a crew trainer prior to first flight and a test bed for flight hardware. Ex-
perience with new airplane development support suggests that earlier use would be more cost effective.
If FCS design deficiencies had been discovered earlier, time and money would have been saved. In Exam-
ple 6, it is obvious that early knowledge of the normal acceleration problem has potentially large econo-
mic impact. Although a supersonic transport is not currently under development, it is clear that early
awareness of the lateral acceleration environment from Example 4 has added greatly to understanding the
constraints on lateral control design and would save development dollars on any such program.

As Example 1 shows, there is also a role for in-flight simulation after the first flight. The

roll control gain and maximum authority was changed considerably during the test program as shown in Fig-

ures 1 and 2 with all development done on the test airplane. Since the test airplane is much more expen-

sive to fly than the simulator, and the cut-and-try mode of fixing FCS problems on the test airplane is a
very costly route to the final solution, the combination of in-flight simulation and test airplane flying

should be explored.

We do not fully understand why ground simulation did not correctly predict the flying qualities

in some of these examples. If formal experiments show the ground-based cues to be insufficient for some

tisks and sets of flying quality parameters, the in-flight simulator should be involved at all stages of
airplane development where these cases are studied.

The USAF owns the TIPS and the T-33, and currently makes them available to any organization in

the industry. These facilities are accessible end can operate any place in the country. Through tele-

?twry link, the TIS could operate as a motion base for a model already mechanized in the contractor's
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ground simulator. The cost of preparing another simulation is thus minimized.

The examples of this paper are certainly not the only instances of poor prediction from ground
simulators. Likewise, the picture painted here does not include airplanes for which the prediction was
accurate and unequivocal. Simulation technology is evolving rapidly in modeling accuracy and visual
cuing to deal with real mission complexity. We should also do the experiments which will sharpen our
ability to choose the proper simulation facility for flying qualities evaluation. The formal experiments
could start by imbedding the examples here in a related spectrum of airplane dynamics and FCS designs.
As far as is possible, all factors affecting flying qualities should be identical from ground to flight
except, of course, the motion and visual cues. Careful attention should be paid to task definition and
evaluation pilot briefing. In-flight simulation should be used for the flight portion so that the model
behavior can be matched to the ground simulator without costly flight testing and model development. The
results of this kind of simulation research could herald a new era of improved airplane flying qualities.
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APPENDIX 1

DYNAMIC CHARACTERISTICS IN EXAMPLES

(I lb. - 4.45N; I in. - 2.54 cm)

1. Fighter roll PIO on takeoff and landing, References 1 and 2

V - 145 kts.

p Prefilter Actuator FCS/Airframs
Feel System lb t S4.P E

'lbs DYNAMICS l 1. to 2.4 40 e/e [1. 1.) .9 .6 .32] dgse
tj ysesf s0 2.4 to 3.6i 12S.

Breakouttil.
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2. Fighter pitch PIO in landing, Reference I

V - 118 kts.

Fel ysemPrefilter Actuator FCS/Alrframe

Breakout ±2.5 lbs.
Hysteresis ±.5 lbs.

3. Supersonic transport relaxed pitch stability, Reference 6

V - 160 kts.

Actuator Airframe

Breakout ±4. lbs.
Hysteresis ±.5 lbs.

4. Advanced supersonic transport lateral acceleration during roll, References 7 and 8

V = 153 kts., a - 8.2 deg.

Feel System Actuator/Airframe/FCS

lbs ~ ~ ~ ~ ~ ~ ~ S [.,39 k dj (2][865 deg/sec
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+ 
IJ

.0.



26-11

S. Space shuttle orbiter landing pitch control, Reference 9

V - 290 kts. to 180 kts. (at touchdown)
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